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POLITICAL RATE-MAKING 

To what pass have we come in our method of mak- 
ing railroad freight rates? This question is inspired by 
the resolution offered by Senator Smith, adopted by the 
Senate, and sent to the House, declaring it to be the 
true policy of rate-making, to be pursued by the Com- 
mission, that the conditions prevailing at any -time in 
our several industries should be considered to the end 
that commodities may freely move with fair profit to 
the producer and sold at a reasonable price to the con- 
sumer. 

Without doubt, Congress has the power to direct 
that such a policy be followed. It has the right to direct 
that the Commission shall follow the various phases of 
the moon in adjusting rates, making‘rates on agricultural 
products highest when the moon is at its full and lowest 
when there is no moon. It has the right to direct that 
rates on other commodities shall be adjusted by the 
same system or any other system. That is not the 
question. The question is as to the wisdom of its pro- 
posed instruction. 

The Smith resolution, as adopted by the Senate, 
differs materially from the resolution as reported to the 
Senate by the interstate commerce committee, notwith- 
standing Senator Smith’s statement that there was noth- 
ing new involved in his amendment. The resolution, as 
reported by the committee, merely declared agriculture 
to be the basic industry of the country and that it was 
the policy of Congress to foster this industry, to which 
end the Commission was directed to effect such lawful 
changes in the rate structure as would promote the free- 
dom of movement by common carriers of the products 
of agriculture, and so on. The original resolution merely 
went to the question of rates on agricultural commodi- 
ties. The substitute, which was adopted, its authors 
evidently recognizing what would be the logical con- 
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clusion from the adoption of the original, makes the 
policy proposed with respect to agriculture apply to all 
industries. That is fair.” If rates are to be made to help 
the farmer when his condition is not prosperous and it 
is thought that reduced rates will help him, then similar 
action should be taken by the Commission to help any 
other industry that is not prosperous. And that is what 
the Senate declares should be our policy, If the reso- 
lution is concurred in by the House, that is the policy 
that the Commission must follow. 

All the senators who were responsible for this reso- 
lution and who voted for it are not in the demagogue or 
weak-minded class in which some of their. colleagues 
belong. It is surprising to know that men like Senator 
Cummins, for instance, voted for it. To us it seems one 
of the most ridiculous and impracticable theories of rate- 
making that could be conceived. There is no question | 
but that it arose, in the first place, out of the desire to 
help the western farmer in his present troubles. Some 
of this desire was caused by genuine distress for the 
farmer; much of it was caused by desire to get the votes 
of the farmers who think lower rates will help them. 
Then, when it became apparent that there was much of 
politics in the original resolution and that logic would 
make the policy apply to other industries as well as agri- 
culture, the resolution was amended so that the political 
appeal to the farmer was not quite so broad and so that 
a logical theory was presented, That theory is that 
when any industry is in crippled condition, the railroads 
shall be ordered to séll transportation to it at-a reduced 
rate. Waiving aside all question of friendship for or 
enmity to the railroads, could any economic theory be 
more unsound? Is it not exactly the same as if Con- 
gress should order that, when any manufacturing in- 
dustry is in financial straits the coal dealers shall be 
compelled to give it its coal at a reduced rate, or its 
taxes shall be reduced, or the public service companies 


‘shall be compelled to sell it its light at a lower figure 


than other people pay? Of course, Congress would have 
no power to do that and it has the power to order rail- 
roid rates reduced. That is the only difference. 

The Commission, from being a body that is supposed 
‘o hear evidence and return judgment as to the rate a 
commodity should carry, taking into consideration all 
the elements that have heretofore entered into its calcu- 
lations, must, under this resolution, also become an in- 
vestigator into the prosperity of every ‘c'ass of business 
or industry in the country and must adjust and keep 
readjusting rates so that, from time to time, the industry 
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that seems to be having hard sledding will benefit— 
and the benefit will either come out of the pockets of the 
railroads or out of the pockets of other industries, whose 
rates must be increased to compensate the railroads for 
their contribution to the unprosperous industry. 

We hope there may be a few men in Congress who 
can still think and reason and that this Smith resolution 
will perish before it becomes a law. 


HOW LAWS ARE MADE 

The difference between the small number of repre- 
sentatives who signed the petition to take from the House 
committee the bill to repeal section 15A, and the large 
number of representatives who signed a similar petition 
to take the Howell-Barkley labor bill from the committee, 
is an indication of the motives of the latter. The osten- 
sible reason for wishing to take the labor bill from the 
committee was that the committee was stifling it and that 
members of the House ought to have a chance to con- 
sider it and vote on it, There was a ring of fairness in 
this that appealed to persons who knew little about the 
facts and who did not believe that even a bad bill should 
be killed by means of foul play. But the same argument 
is used with respect to the bill to repeal section 15A. 
Why are not Congressmen in similar numbers aroused 
to action at the alleged unfair tactics of the committee? 
Simply because comparatively few members are affected 
politically by the demand for repeal of section 15A. The 
demand comes from the intermountain country. Nat- 
urally, there are only a few Congressmen from that coun- 
try. They and the few on whom they are able to prevail, 
by various arguments and pressure of one sort or another, 
are the ones who wish to take the bill out of committee. 
The rest of the members are not shocked enough by the 
tactics of the committee to wish to take the bill out of 
its hands, But, in the case of the labor bill, the same 
committee tactics shocked a large number of our rep- 
resentatives—such a large number that it was ample to 
have the matter brought to the floor of the House. Why 
were they shocked in the one case and not in the other? 
Because in the one case—that of the labor bill—all mem- 
bers of Congress are affected in about equal measure by 
the votes of union labor, while only a few are affected 
by the yotes of citizens of the intermountain country. 
It is this kind of thing that governs the action of our 
senators and representatives in Congress. It is thus that 
our laws are made. ai 

Another illustration of our law-making methods is 
to be found in the proposal of Senator Pittman to attach 
the Gooding bill amending the fourth section of the inter- 
state commerce act to the War Department appropria- 
tion bill, The time for adjournment of Congress is draw- 
ing near and the senator and his friends want this pro- 
Posed legislation enacted. So they try to tack it onto 
another measure, with which it has no connectidii, on 
the plea that it has a connection, the argument being 
that the War Department bill contains appropriations 
for rivers and harbors and the Panama Canal, whereas 
the Gooding bill is intended to prevent practices that will 
put out of business a large number of the boats that use 
the harbors and the canal, Ingenious, is it not? When 
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did Senator Pittman become the advocate of the boat 
lines? When he found that such advocacy might give 
him an argument for the enactment of the legislation he 
favors. He would as readily, on occasion, become the 
advocate of anything else. We thought this legislation 
was proposed in the interest of the intermountain coun- 
try that it might get the benefit of rates made to the 
coast by transcontinental rail carriers to meet boat com- 
petition. It seems we were wrong. It is to protect the 
boats that are being driven out of business by the rail- 
roads. 

Senator Pittman says that if senators will read the 
record of the committee hearings they will see where 
the opposition to the Gooding bill comes from. They 
will, indeed, .The inference from Senator Pittman’s re- 
mark is that the opposition comes from the railroads. 
Part of it does come from them. But it comes also from 
shippers all over the country—the National Industrial 
Traffic League, for instance. Do senators know that? 
And it is unfair and an insult to the intelligence and 
integrity of the Interstate Commerce Commission, which 
administers the fourth section as it now stands, for 
Senator Pittman to say that the railroads do not want 
fourth section departures for the profit they might gain, 
but that their purpose is merely to drive the water car- 
riers out of business. We would not exactly trust the 
railroads to act as wet nurse for the boat lines, but cer- 
tainly it is untrue to say that their proposals are not 
made for the sake of profit for themselves. Cannot 
Senator Pittman see that, as long as transcontinental rates 
are made to pay something over the out-of-pocket cost 
to the railroads, there will be a profit in the business for 
them? And cannot he trust the Interstate Commerce 
Commission so to administer the section that the rates 
will be so made and that there will not be unfairness? 
It has been so administered thus far. 

We suggest to Senator Pittman and those whose 
minds work as his does that they would be proposing 
something much more logical and practical if, instead 
of howling about the assault by the railroads on the 
boat lines, they would move to put all transportation 
agencies in this country—railroads, intercoastal steam- 
ships, and inland water carriers—under the same juris- 
diction, the Interstate Commerce Commission, We are 
not prepared to advocate doing that at this time. There 
are many objections to it. But, at least, it would be 
logical, with reference to rates. It goes without saying 
that the railroads should not be allowed to take unfair 
advantage of the boats. But, on the other hand, should 
the boats be allowed to take unfair advantage of the 
railroads? If the boats make rates that the railroads 
are not allowed to meet, do not the railroads lose busi- 
ness just as surely as the boats will lose business if the 
railroads are allowed to meet the rates? Can we get 
anywhere with no regulation of boat rates and our U. S. 
Shipping Board, in the shipping business itself, joining 
the boat lines in demanding an advantage for themselves, 
while .the Interstate Commerce Commission, supposed 
to look after the interests of the railroads as well as to 
prevent them from doing what they ought not to do, 
is harried and criticised if it does anything that looks 
as if it might be constructive or anything but destructive 
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toward its wards? Who is to judge what is right and 
what is wrong—the advocates of this, that or the other 
interest? Or shall there be a judge who has no favorites? 
One might say that Congress should be the judge. We 
have just been showing why Congress would be a poor 
judge. It is made up of men whose actions are governed 
by politics and whose views are sectional. It ought to 
leave things to umpires. In the absence of any umpire 
in this transcontinental rate question, cannot it be decided 
that it is fair to let both the boats and the rails meet 
competition so long as they do not cut rates to the point 
where there is no profit in them and so long as they do 
not harm persons not parties to the controversy? 


PLANS OF THE RAILRQADS 


A greater effort to improve the transportation system of the 
country to meet shipping needs will be made in 1924, according 
to the program adopted by the American Railway Association 
and the Railway Executives at a meeting in Chicago, May 15. 
There were about 175 officers of class 1 railroads present. 

After President R. H. Aishton opened the meeting with a 
few general remarks on the present situation in the railroad 
field, M. J. Gormley, chairman of the car service division, read 
a report of the work done last year and a review of transporta- 
tion conditions, together with an outline of things the railroads 
pledge themselves to accomplish. 

The report shows that, so far in 1924, the railroads have 
authorized expenditures for improvements and new equipment 
aggregating $766,000,000. Up to April 1, $185,500,000 had been 
expended. These figures, compared with a similar period last 
year, are lower for appropriations made up to March 1, 1923, 
were about $1,100,000,000, while the new investment made in 
1923 was $1,059,149,426. 

After intimating that the reduction in expenditures planned 
for this year is due to threatened legislation, the statement 
touches on the relations of the roads with the public. The rail- 
roads ask for the confidence of the public and its co-operation, 
and that they be allowed to earn a net income sufficient to per- 
mit a reasonable and just return upon their property. The 
statement then goes on to say what the carriers will do: 


If a helpful and constructive policy is continued, the carriers an- 
nounce with confidence that they will be able to meet successfully 
the requirements of the public for transportation, and specifically 
commit themselves to the accomplishment of the following purposes: 

Continued enlargement of the transportation plant by purchase 
of additional equipment, and improvement and extension of existing 
roadway facilities, calculated to produce further economy in opera- 
tion and increased capacity. This purpose is already evidenced by 
the fact that there are now on order 520 additional locomotives, 
69,298 freight cars and 970 passenger cars. 

The maintenance of locomotives, cars and other facilities in 
serviceable condition to the highest practicable degree consistent 
with traffic demands and anticipated requirements. As of May 1, 
1924, there were on American railroads awaiting transportation de- 
mands a surplus of 329,489 cars and 5,508 locomotives, all in good 
order. 

The replacement of unserviceable and light capacity cars. and 
locomotives. with new and heavy capacity equipment. 

Definite encouragement of co-operative efforts on the part of 
the carriers and the public to spread traffic movements over all 
periods of the year, thereby reducing costly transportation surpluses 
and insuring more economical and efficient transportation service 
during the entire year. 

Consistent and determined co-operative action on the part of the 
railroads and the public to obtain greater utility out of every trans- 
portation unit, particularly in connection with: ! 

1. More prompt movement, thereby increasing average miles per 
car. per day. : 

2. Heaviest practicable loading per car. : 

3. Loading and release of cars where practicable within 24 
hours. 

4: Placement of reconsigning orders on cars to greatest extent 
possible before arrival at Doe points. t 

5. Prompt release of cars shipped on order bills-of-lading. 

Development in the highest possible degree of the foregoing and 
other forms of cooperation with shippers and public regulating bodies 
through the Regional Advisory Boards, realizing the contribution 
such organized effort has made and will continue to make to the 
cause of efficient, economical and adequate railroad transportation. 


Warns of Shipping Delay 


The statement includes a warning to the shippers regarding 
the results that may ensue from a general tendency being man- 
ifested to delay shipments. It says: 


At the present time a reluctance is apparent on the part of 
receivers of freight to order shipments of material and supplies in 
advance of actual immediate needs. Should this situation continue 
it may result in abnormal peak transportation demands during the 
heavy movement of agricultural products in the fall months, thereby 
increasing not only the difficulty but the cost of transportation and 
likewise increasing the detention of equipment at destination. 


The total appropriations for improvements and new equip- 
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ment made in 1923 and 1924 aggregated $1,785,000,000. Regara. 


ing the program providing for these vast expenditures, the state. 
ment says: 


These sums have been expended and appropriations authorizeg 
—most magey from borrowed money—in confident reliance on the 
stability of the policy of Congress, as stated in tne transportation 
act, to give fair protection to capital invested in property devoteg 
to the public service in transportation. 


Referring to the program adopted by the American Railway 
Association and the Association of Railway Executives in New 
York on April 5, 1923, to provide adequate transportation sery. 
ice, the statement calls attention to the fact that in the year 
and a quarter which has since elapsed, “the railways have han. 
dled successfully and efficiently a volume of traffic greatly in 
excess of that ever previously handled during a similar period 
and have done so with practically no car shortage and with no 
congestion.” The gratifying results of this effort may be thus 
summarized: 


1. Greatest freight traffic ever handled in any similar period of 
time, together with an unusually even distribution of tonnage through- 
out the year. 

Full and complete coordination between the managements of 
the various railroads and with the Car Service Division. 

38. A larger number of new cars and locomotives installed than 
for many years during a similar period. 

4. Marked reduction in the percentage of unserviceable loco- 
motives and cars awaiting repairs. 

5. Greatest coal movement to the lakes and larger volume of 
coal for railroad use in storage than ever before. 

Substantial improvement in the average miles per car per day 
and in the average tons per loaded car. 

Unfavorable car distribution at the beginning of the period 
corrected, and equitable location of cars maintained between various 
sections of the country. 


8. Decrease both in freight accumulations and car shortages to 
negligible figures, and an increase in car surplus; all during the 
period of unprecedented car loading. 

_ , 9 Public cooperation and confidence expressed by wide par- 
ticipation in Shippers’ Regional Advisory Boards, which have been 
established throughout the country for the purpose of arriving at a 
solution of transportation problems through conference between the 
Shippers and the railroad management 

Further improvement of the organization and functions of 
the Car Service Division through the establishment of District Of- 


fices to provide an adequate supervision of service requirements and 
ear distribution. 


Car Service Rules 


The repor thad little discussion, and it was unanimously 
adopted. 

The next report to be considered was that of the transpor- 
tation division as to car service rules. The present rules, 1 to 
5 inclusive, which became effective July 1, 1921, have been the 
subject of suggested changes from time to time. The commit- 
tee on car service, after consideration of a number of sugges- 
tions, made a report covering Rule 2(e); Rule 3(d), and Rule 4. 

Of Rule 2(e) the committee said that a change had been 
suggested to make the rule which now reads: “(Cars) Deliv- 
ered empty to read, from which originally received under load, 
at the junction where received, if such a road is also a direct 
connection of the home road. . .”, to read as it is up to the 
clause beginning with “if,’ which would be dropped. .This 
change is desired because of complaints by eastern trunk lines 
that an unnecessary expense in the disposition of cars belonging 
to their direct connections is being imposed on them. The com- 
mittee asked that the question be deferred for further study. 

Rule 3(d), relating to the same subject, when it is imprac- 
tical to dispose of empty cars under (a), (b), and (c): of the 
same rule, was also deferred. 

Rule 4, covering the charge of a reciprocal rate of 5 cents 
per mile for and a short routing of empty cars was interpreted 
as follows: 


Question: Under Rule 2 can a car, empty at junction with 
home road, be loaded via the home road via any junction point’ 
Answer: Yes. . 
Question: Under Rule 2(f) can a car be loaded to any junction 
with the home road or-to a point intermediate with the home road? 
Answer: Yes: ~ 


Question: Does the word “moved” as used in Rules 2 and 3 
mean “loaded or empty?” 

Answer: Both. “Loaded or empty.” 

Question: Does Rule 4 contemplate that a road performing short- 
haul service at the established per mile rate shall assume per diem 
while such cars are in its possession? 

Answer: Yes. . 


U. S. SUES NEW YORK CENTRAL 

Two suits, each seeking to recover $12,500 and charging vi0- 
lation of the interstate commerce act, have been filed against 
the New York Central by United States Attorney Morris Streu- 
sand. Each contains twenty-five counts. 

The bill alleges that between 1922 and 1923, during the 
coal strike, the New York Central diverted coal cars to other 
purposes—as, for instance, the transportation of steel shiD- 
ments and other merchandise—in violation of the order of {he 
Commission providing that such cars be used only for the 
shipment of coal. The government may penalize each such 
diversion to the extent of $500, which it seeks to do in these 
suits. 
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Current Topics 
in Washington 








Boom in Bridge Building.—The Roman ruler who first re- 
ferred to himself as “pontifex maximus” was no busier, it has 
peen suggested, than the railroad tariff men will be when they 
come to obey the mandates of the Commission in the two Indiana 
cases, written by Commissioner Meyer and given to the public 
on May 13, not to mention the little companion piece relating 
to jams, jellies, and other sweet things from Louisville to St. 
Paul, handed the railroads the same day. They will have to 
puild bridges so as to carry traffic from Ohio and Indiana 
across the Mississippi, across the Missouri, and probably as far 
west as Utah. All these things they will have to do on account 
of the Commission being able to “see that hump” along the 
western part of Indiana, to which the Indiana men pointed, 
the while they danced around the commissioners to be sure 
the latter used their eyes. The hump has been growing since 
about 1915 when the depressed Central Freight Association 
territory began emerging from the slough created by the rate 
wars that marked the competition between the eastern trunk 
lines, with branches to the Mississippi River, and the lines in 
Central Freight Association territory that had no lines east 
of the Buffalo-Pittsburgh boundary. For years, there was a 
hump around Illinois, in comparison with Indiana, at least so 
some of the older railroad tariff men insisted, because the 
Western Classification and Illinois Classification ratings made 
higher rates than the rates in Central Freight Association ter- 
ritory. While the hump consisted of higher rates in Illinois, 
the federal regulating body had no power—or at least it thought 
it had no power—to remove the trouble. It was not until the 
Commission made the Shreveport decision that the possibility; 
of removing humps was presented. Then, before the full effect 
of the Shreveport decision could be felt, came the amendment 
to the thirteenth section empowering the Commission to re- 
move discriminations against interstate commerce, as_ well 
as discriminations against persons and communities. There 
was a good deal of bridge-building in connection with the cases 
in which the Commission gave recognition to the fact that, so 
far as rates were concerned, the Mississippi River had ceased 
to exist. Nearly all the bridging in those cases, memory says, 
was done from one high level in the southeast to another in 
the southwest, without any appreciable cutting away of humps. 
In the Indiana cases, however, it is believed hump cutting will 
be done in Indiana and some filling done in Illinois. Perhaps, 
as a matter of engineering, the operation will be that of building 
viaducts rather than that of bridging. At any rate, however, 


‘the tariff men will be busy for months to come. They have 


three months in which to do the work. It may interfere with 
some of the work contemplated in Eastern Trunk Line territory. 
That thought arises from the fact that one of the problems in 
that case is to make the trunk line rates fit the Central Freight 
Association rates. Some of the latter will have to be changed, 
for the purpose of through rates, at least. .The thought is that 
it would be foolish to go ahead with the trunk line rates unless 
and until a plan has been made for the rates from about middle 
Ohio to the Twin Cities, to which the trunk line rates would 
have to be fitted. Chairman. Hall has an idea that the require- 
ments of the Commission in the two Indiana cases will have to 
be met by the making of reductions in Central Freight Associa- 
tion rates and in rates between the Mississippi and Missouri 
rivers, because the Commission’s reports indicate the maxima 
to be observed. They will make it impossible for the carriers 
to remove the undue prejudice by raising the low rates and 
leaving the high ones where they are. The maxima limit the 
discretion of the carriers to the points set by them, thereby 
forcing up some of the low ones, so as to bring them into the 
relation indicated by the Commission. However, on proper 
Showing, the Commission might be persuaded to change the 
Maxima. Illinois interests, it is thought, will try to prevent 
any large increases in rates from the Chicago group. 





Moot Cases Before the Commission.—Commissioner Aitchi- 
son’s dissent in the Alabama passenger fare case, in which he 
called attention to the fact that the Commission repeatedly had 
declined to deal with hypothetical cases, has served to raise 
the question: “Why should not the Commission, on occasion, 
deal with such cases?” There is a good reason why courts 
Should not. Courts decide controversies between parties. They 
declare what were the rights of the litigants on a day in the 
past. Only to a limited extent is the work of the courts pro- 
jected into the future, and then only in a limited and incidental 


“Way. The work of the Commission, except in a limited and 
incidental way, projects itself into the future. It is, in its sub 


stance, legislative, which has to do with the future and not with 
the past, except as it can find reason or excuse in the past for 
laying down a rule for the future. In dealing with the future, 


THE TRAFFIC WORLD 1255 


the Commission, it has been pointed out many times, deals with 
it in a quasi-judicial way. It adopts the methods of the courts. 
The law making-body is bound only by the written Constitu- 
tion and its conscience. There are times when the masters of 
legislative bodies may wonder whether their servants have: ever 
heard of either constitution or conscience, but, as declared, the 
written fundamental law and the still small voice are its limita- 
tions. At times, the refusal of the Commission to deal with 
hypothetical cases has put the railroads into embarrassing situa- 
tions. They could not find out what the Commission thought 
about proposed rates except at the cost of printing the tariffs 
and making a case with all the formalities attaching to a reg- 
ular complaint. Seven or eight years ago the Commission 
began getting away from its rigid, austere judge attitude and 
the railroads began obtaining some inklings as to what would 
be approved, before all the expense of general publication had 
been undertaken. The Smith amendment to the fifteenth sec- 
tion operating in the war period helped a lot, although it was 
not particularly liked by the railroads. When it disappeared the 
Commission fell back into its old habits, though not so severely 
as aforetime. 





Reciprocal Demurrage.—Demurrage that will work both 
ways, as it has been expressed, has been the dream of state com- 
missions and shippers who have not a large volume of business 
with the railroads. When there is a brisk market, the man with 
a comparatively small amount of business in normal times 
finds that he could make a lot of money—if he could get the 
cars. One thing overlooked by Representative Sproul, author 
of a reciprocal demurrage bill, experienced men will point out 
to him, is that his scheme makes no provision for pro-rating 
of cars in times of shortage, which is the only time a reciprocal 
demurrage bill would do any good, if at any time. The duty 
of the railroad is to make a fair distribution of its equipment 
when there is an amount of business to be done exceeding the 
normal. The Sproul measure considers only the element of 
time. If a car is not furnished within a specified time the rail- 
road is to be punished for its inability. The spirit of the law 
is to punish a man for failure to do the things possible for him 
to do by due diligence. The self-interest of a railroad is sup- 
posed to constrain it to furnish all the cars it can possibly lay 
hands on because of the money they will bring to it through 
their employment. Failure to furnish cars, for some reason or 
excuse other than their scarcity, brings into play parts of the 
law dealing with undue prejudice, preference and unjust dis- 
crimination. In the old days, before the law had recognized 
the fact that the regulations applicable to carriers by wagon 
did not fit carriers by railroad, big shippers were able and did 
force carriers to discriminate unjustly against smaller shippers, 
but what they did was not in violation of any statute. The 
occasional shipper often thinks a carrier is not giving him the 
best service. it could render. Representative Sproul, as an oil 
man, has had experience with inability to get cars for ship- 
ments of materials and supplies, hence the urge to legislate in 
a way he and other shippers think would be beneficial to them, 
although other shippers, if the bill ever comes up for serious 
consideration, probably will disagree with him as to the value 
of the proposal contained in his bill. 





— 

Brakes on Language.—The Senate of the United States, be- 
lieved to be the most talkative body on earth, faces the prospect 
of being called on to apply brakes to the language at least one 
of its members desires to use. The application, however, if 
made, is not likely to be to the quantity, but to the kind. Sen- 
ator Spencer, of Missouri, a member of the Teapot lease com- 
mittee, is the man on whose tongue a bridle may be placed, not 
because it has been unparliamentary—which is the polite way 
of designating vulgar or uncouth talk—but because it relates 
to a phase of the naval oil leasing policy of the government 
that seems distasteful to the coalition majority members. of the 
committee. Spencer tried to conduct a line of questioning of 
Assistant Secretary Finney, of the Department of the Interior, 
to bring out facts tending to show that the transfer of control 
over the navy oil leases, by Presdient Harding, was made be- 
cause the Interior Department was better equipped with tech- 
nical men than the Navy Department, and not merely to enable 
Secretary Fall to conduct negotiations leading up to the “loan” he 
obtained from Doheny. Senator Adams, a member of the coali- 
tion in control of the Senate, objected that such a line of ques- 
tioning was improper. Senator Spencer threatened to appeal 
to the Senate. The majority members indicated that they be- 
lieved that would be a good thing to do. If and when the 
appeal is taken, the Senate, therefore, will be confronted with 
the horrible suggestion that a senator of the United States, 
once comparable, in dignity and power, with Roman senators 
in their good days, should be gagged, to the end that he should 
not ask questions considered improper by a majority of his col- 
leagues. Twenty-five years ago, even a hint of such a sugges- 
tion would have evoked ridicule from both sides of the chamber. 
In those days, senators agreed that, so long as a senator kept 
within the bounds of decency in language, there should be no 
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limitation on his flow of words, even if he did not have many 
ideas that were of value. Dr. Ladd, chairman of the committee, 
ruled that one senator could interrupt another to prevent the 
a of questions not liked by the objector, and so the matter 
stands. 





Iron and Steel Rates Proposal.—Among those who have any 
conception of the immensity of the interests involved, it is be- 
lieved that Attorney-Examiner W. A. Disque’s recommendation 
for the substitution of sixth class rates on iron and steel articles, 
in the manufactured list, will provoke one of the most vigorous 
fights the Commission has ever managed. Eastern Trunk Line 
and Central Territory carriers, as long as can be recalled, have 
fought for fifth class. In the American shipbuilding case, in 
which the Commission upheld joint rates in excess of the aggre- 
gate of intermediates, because fifth class was the normal basis, 
they won, considerably to the surprise of those who thought 
the Commission should be bound by its ruling that rates made 
in disregard of the aggregates part of the fourth section, were 
prima facie unreasonable, and require severe and exact proof, 
by the carriers, to overcome that presumption. It is believed 
that Disque’s declaration that the Pittsburgh district has lost 
in the volume of its tonnage, in its competition with other dis- 
tricts, will also be surprising to many. Pittsburgh so long has 
been regarded as the premier iron and steel producing center 
that, to most men, it is suspected it will be surprising to have 
any proceeding in which careful scrutiny of testimony has been 
made, bring forth a declaration of that kind. The late Tom L. 
Johnson, a generation ago, evoked derisive comment when he 
declared that the day for making iron and steel in western 
Pennsylvania had passed and that such manufacturing would 
be done on the shores of the Great Lakes because there the 
fuel and iron ore met on the lowest rates possible on each. The 
Jones and Laughlin complaint, on which Disque made his report, 
alleged that the rates tended to restrict the markets of the 
Pittsburgh manufacturers, and Disque thinks the Commission 
should agree to that proposition and require rates to be lowered, 
from Pittsburgh, and probably raised from other districts, so 
as to give Pittsburgh what it is entitled to enjoy. A. E. H. 


SUSPENDED TARIFFS 


In I. and S. No. 2117, the Commission has suspended form 
May 15 until September 12, schedules as published in supple- 
ment No. 14 to Northern Pacific I. C. C. No. 7648. The sus- 
pended schedule proposes to cancel the commodity rate on sili- 
cate of soda, carloads, from St. Paul, Minneapolis and Minnesota 
Transfer, Minn., to Sartell, Minn., and to apply in lieu <hereof 
class rates. The following is illustrative of proposed ciange: 


From— Present 
St. Paul, Minn. to Sartell, Minn...........eesseeeees 8 


Proposed 
15% 

In I. and S. No. 2118 the Commission has suspended from 
May 15 until September 12, schedules as published in supple- 
ment No. 27 to Leland’s I. C. C. No. 1586 and in supplements 
Nos. 35 and 37 to his I. C. C. No. 1590. The suspended sched- 
ules propose to increase the rates on cement carloads from 
Ada and Dewey, Okla., and other points in Oklahoma and Kausas 
Yo destinations in North Texas. The following is illustrative: 


From— Present Proposed 
Bie, Cee, CO. COrmes, TK. oso. cccccccccoscceveces 25 33 
Dewey, Okla. to Carnes, Tex............cccccccccecs 34 38% 
Kansas Gas Belt to Carnes, Tex............ceeeeeeee 34 38% 


In I. and S. No. 2119, the Commission has suspended from 
May 15, until September 12, schedules as published in supple- 
ment No. 9 to joint tariff, Jones’ I. C. C. No. 1464 and Leland’s 
I. C. C. No. 1644. The suspended schedules propose to cancel 
local proportional commodity rates on woven wire cloth, car- 
loads, from East St. Louis, Ill., St. Louis, Mo., Memphis, Tenn., 
and other points in Illinois to various destinations in Arkansas 
and apply class rates in lieu thereof. The following is illus- 


trative. 

From— Present Proposed 
Cairo, Til. to Benton, Ark.......cccscccccvccccceccves 31 74% 
East St. Louis, Ill. to Benton, Ark...............+4- 35 79 
Swine B.. to. BAGO BOC, Avene cicicsccccccsccccccecs 31 70 


In I. and S. No. 2120, the Commission has suspended, from 
May 15 until September 12, schedules as published in supple- 
ment No. 13 to Chicago, Indianapolis & Louisville I. C. C. No. 
4144 The suspended schedules propose to cancel carload com- 
modity rates on strawboard from Delphi and Lafayette, Ind.; 
to upper Mississippi River crossings applicable on shipments 
destined to points beyond. The following is illustrative of the 
present and proposed rates 


From— Present 
Delphi and Lafayette, Ind. to East Burlington, Ill...16 


Proposed 
19% 
In I. and S. No. 2110, the Commission has suspended, from 
May 9 until September 6, schedules as published in supplements 
Nos. 13 and 14 to Leland’s I. C. C. No. 1620. The suspended 
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schedules propose to change the present commodity description . 


in connection with rates on beets, carrots, and parsnips, car. 
loads, from Texas points to Central Freight Association, Trunk 
Line and New England territories as follows: Present descrip. 
tion: Beets, carrots or. parsnips with tops; beets, carrots or 
parsnips without tops. Sere aeons 

Proposed description: - Beets, carrots or parsnips with tops 
or clipped tops; beets carrots or -—parsnips without tops. 

In I. and S. No. 2111, the Commission has suspended, from 
May 10 until September 7, schedules as published in supplement 
No. 57 to joint tariff, Boyd’s I. C. C. No. A-1166 and Leland’s 
I. C. C. No, 1413. The suspended schedules propose to establish 
rates on petroleum and its products, carloads, from producing 
points in Arkansas, Kansas, Missouri and Oklahoma to Mobile 
& Ohio stations in Illinois which will result in increased rates 
in some instances. The following is illustrative: 


From Okmulgee, Okla. 
Prepon 
te, intyin. pul © ogy « ay enhinte ote epiate oauaii 6 


Mine SAME See 6 99's ewig + o.0'b'e e040 Sees eek en. c toe 33% 36 


In I. and S. No. 2115, the Commission has suspended from 
May 12 until September 9, schedules as published in supplement 
No. 14 to Countiss’ I. C. C. No. 1124. The suspended schedules 
propose to change Arona, Pa., from Rates Basis 12, Pittsburg. 
Buffalo District, to Rate Basis 1 (New England and Trunk Line 
Association District) on shipments of lumber, shingles, and 
other forest products from Oregon, Washington, Idaho, Mon- 
tana, Alberta, and British Columbia. The following applicable 
on lumber is illustrative of proposed change: 

From To Present Proposed 
Spokane Group I Es 6 iin ek ei Bosh oes sensee ae 85 87 

In I. and S. No. 2114, the Commission has suspended from 
May 15 until September 12, schedules as published in supple 
ment No. 7 to Boyd’s I. C. C. No. A-1403. The suspended 
schedules propose to restrict the rates on sand and gzravel 
carloads, from Muscatine, Ia. and Ottawa, Ill, and certain 
other stations in Illinois, to Carrel Street Station in Cincinnati, 
so that they will only apply in connection with the Chicago, 
Burlington & Quincy, the Chicago Rock Island & Pacific Ry., the 
Belt Ry. of Chicago and the Pennsylvania, and would result 
in the application of higher class rates on shipments moving 
via other carriers. 

In I. and S. No. 2113, the Commission has suspended from 
May 10 and later dates, until September 7, schedules as _pub- 
lished in supplement No. 17 to Erie I. C. C. No. A6053; supple- 
ment No. 25 to Delaware, Lackawanna & Western I. C. C. No. 
13375 and in supplement No. 8 to Beck’s I, C. C. No. 3. The 
suspended schedules propose to cancel through lake-and-rail 
rates to certain eastern destinations on traffic moving in con- 
nection with the Chicago Steamship Lines, the Cleveland & 
Buffalo Transit Company, the Detroit & Cleveland Navigation 
Company, the Great Lakes Transit Corporation or the Minne- 
sota-Atlantic Transit Company. The proposed changes would 
result in-the application of higher combination rates. 


To 
East Carondelet, IIl. 
Cairo, Ill 


REDUCED PEANUT RATES 


The Commission has refused to suspend a new rate on 
peanuts imported through Pacific coast ports, of $1 per 100 pounds, 
50,000 minimum, applicable to Chicago and Mississippi river 
points, the Mississippi valley and to the southwest. Protesis 
against it were made by the National Peanut Cleaners and 
Shellers Association and associations of growers in the south- 
eastern part of the country. The only rate at present is $1.25, 
applicable on a minimum of 28,000. That rate and minimum 
remain in effect. The lower rate on a higher minimum be 
came operative May 15. 


PETITIONS FOR REHEARING, ETC. 


The complainant in No. 13284, French Battery & Carbon 
Company vs. C. & N. W. Ry. et al., has filed a second petition 
with the Commission asking for a rehearing in this proceeding. 

The respondents in I. and S. No. 2013, Cement from East- 
ern Trunk Line points to points in New England, have asked 
for a reargument before the full Commission. 

The complainant in No. 13309, Burlington Shippers’ Ass0- 
ciation vs. A. T. & S. F. Ry. et al., has asked for rehearing 
and oral argument. 

The complainant in No. 12584, Indiahoma Refining Company 
vs. Director-General, has asked the Commission to grant a Tre 
argument therein before its entire body. 

The Director-General has petitioned for further considera- 
tion in No. 12725, United States Steel Products Company V8. 
Director General. 

The defendants in No. 13026, Wichita Motors Company VS. 
A, & V. Ry., et al., have asked for a rehearing. 


The abstracts of tariff filings, rejections, suspen 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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May 17, 1924 


RECONSIGNING RULE UNREASONABLE 


In a mimeographed report on No. 13563, Western Petroleum 
Refiners’ Association vs. C. R. I, & P. et al., the Commission 
has condemned as unreasonable Rule 12, of the reconsignment 
code, and reversed its decision in the big reconsignment case, 
jn part. The rule provides that, where a carload of petroleum 
products has been delivered on a private siding at original 
pilled destination, it may not be reforwarded, without unload- 
ing, beyond the switching limits of that destination, except at 
full combination of locals, plus a reconsignment charge. ‘The 
carriers, not later than July 24, are to put in a rule providing 
for application of through rate from origin to final destination 
plus a reconsignment charge. 

In condemning Rule 12 of the Reconsignment Code in its 
application to shipments of petroleum and its products, refor- 
warded from first billed destination to points outside of the 
switching limits of such destination, the Commission gave recog- 
nition to the fact that to an increasing degree the transportation 
and inspection of petroleum products was becoming hedged 
about by laws, ordinances, and regulations looking toward the 
elimination of dangerous factions. Important among such re- 
strictions, the Commission said, was that against inspection and 
sampling of certain products of petroleum in freight yards where 
other freight might be subjected to danger. As a consequence, 
it said, there was a growing tendency among dealers to confine 
inspection and sampling of petroleum that had been placed on 
private sidings. 

The Commission said that it was desirable that inspection 
and sampling be performed with all caution and under conditions 
which would insure the maximum of safety. Generally speaking, 
it said, this could be better accomplished on private sidings, 
than on the public delivery tracks of the carriers. The assailed 
rule, it said, tended toward forcing shippers of petroleum to 
inspect shipments on public delivery tracks under conditions 
and with facilities which failed to measure up to the high degree 
of safety desirable in the public interest. They tended to con- 
duct inspection on public tracks because by so doing they could 
avoid the rigors of rule 12 providing for the imposition of a 
combination of locals, plus a reconsigning charge, if the ship- 
ments had to be reforwarded because the products were not up 
te the standard set by the consignee or by the laws and regula- 
tions of the billed destination, the Commission said. The com- 
plainants set out in their testimony that under the rules now in 
effect they were left at the mercy of unscrupulous consignees 
who could threaten to reject shipments and thereby bring into 
operation rule 12 and the high cost of reforwarding, resulting 
therefrom, 

The conclusion that the rule was unreasonable, the Com- 
mission said, was at variance, in part, with conclusions in the 
Reconsignment Case, 47 I. C. C., 591, and that to the extent indi- 
cated in the report and with respect to the traffic concerned, that 
that case was overruled. 


CHICAGO COAL RATES 


The Commission, on reargument of No. 11224, Chicago Coal 
Merchants’ Association vs. Director-General, Santa Fe et al., 
has ordered a removal of undue prejudice in the matter of rates 
on coal of both kinds, not later than July 21, either by estab- 
lishing the Chicago line-haul rates to all points within the 
Chicago switching district, except Greenwood Street, in Evan- 
ston, or withdrawing the line-haul rates they maintained to 
Points in the switching district. The effect of the alternative 
order is expected to be the extension of the line-haul rates 
to the points not now having them. 

Chairman Hall and Commissioners Meyer, Aitchison, Eastman 
and Esch dissented from the report. , 

In his mimeographed report Commissioner McChord said the 
question presented upon reargument was “Should the flat Chicago 
rates on anthracite and bituminous coal and on coke, from vari- 
ous producing regions, apply to all points in the Chicago switch- 
ing district as defined in L. A. Lowrey’s tariffs I. C. C. Nos. 52 
aid 63? The answer of the majority of the Commissioners, 
i effect, was that either the flat Chicago rates should apply to 
the whole switching district or to no part of it. 

In the prior report, 73 I. C. C. 161, the Commission found 
that the rates on coal from various producing regions to parts 
of the Chicago district, higher than to Chicago itself, were not 
Unreasonable or unduly prejudicial. It also found the rates on 
cal to Evanston were unduly prejudicial to dealers in that 
suburb and unduly preferential of dealers at Greenwood street, 
in Evanston, to the extent the rates to Evanston exceeded the rates 

Greenwood street. Mr. McChord said the Commission or- 
dered the undue prejudice removed by placing all delivery points 
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in Evanston, including Greenwood street, on the one basis 
therein prescribed, i. e., 37.5 cents per net ton on bituminous 
coal and 63 cents per light ton on anthracite coal over the Chi- 
cago rates. 

Commissioner McChord, in his report, said the coal situa- 
tion at Chicago and incidental matters as developed upon the 
several records were reviewed at some length in the prior re- 
Port and to which reference, he said, might be had for more 
detailed information. A brief restatement, he said, would suffice 
for the present purpose. In that brief review, he said, the in- 
bound Chicago rates on anthracite coal applied only to that 
part of the Chicago district south of a line drawn from a point 
near the mouth of the Chicago river in a westerly direction just 
north of the so-called loop district, thence southerly and then 
in a southwesterly direction to Congress Park. The territory 
north of that line, he said, was zoned and charged Chicago rates 
plus arbitraries because it was deemed to be beyond the influ- 
ence of the eastern lines originating the traffic. 

In the case of bituminous coal, he said, the Chicago rates 
applied to that part of the district line south of a broken line 
drawn in a general easterly and westerly direction through 
Franklin Park and Mayfair, to all points of delivery in a dis- 
trict. North of that line an arbitrary of 13 cents a ton applied 
except that Greenwood Street now took the revised Evanston 
arbitraries. 

The differential areas hereinbefore described are served by 
the Chicago, Milwaukee &.St. Paul and the Chicago & North 
Western. They presented the active opposition to the relief 
sought, said Mr. McChord. Counsel for the North Western alone 
participated in the reargument. The basis of his argument, Mr. 
McChord said, was the contention that the Lowrey. tariff was 
founded upon reciprocity between the lines parties thereto which 
would not apply to coal since his line nandled no coal into 
Chicago, as against which iit would be called to switch thou- 
sands of cars for coal carrying roads. On the point of reci- 
procity, Mr. McChord said: 


Even if the matter of reciprocity were conceded to be controlling, 
which it is not, it would not be rages | that there be reciprocity 
in kind. The several lines in the district are grouped under the 
Lowrey tariffs for the indiscriminate interchange of most of their 
diversified traffic; and as between any two lines it is hardly con- 
ceivable that there would be an exchange of services car for car. 
Aside from this, the purpose and effect of the Lowrey tariff were 
to make the numerous receiving and delivering points on the various 
lines entering that great industrial district one point or terminal for 
all practical purposes. If coal had been wholly excepted from its 
unifying provisions another question might be presented, but under 
it the flat inbound Chicago rates have been extended to large por- 
tions of the district and not to others. This differentiation is not 
supported by sound transportation considerations, since it is clear 
that no greater service is necessary in making deliveries within the 
excepted areas than is rendered in reaching many points to which 
the Chicago rates apply. At least primarily, the exceptions rest 
upon the view that the excepted areas are beyond the influence of 
the respective lines which originate the traffic in question. The 
record discloses that there is competition of one kind and another 
between the various receivers of coal in the Chicago district. 


The Commission said that upon reconsideration the rates 
had not been shown to be unreasonable in themselves but that 
they were unduly prejudicial. He said that no finding as to 
coke was madé owing to the meagerness of the record but he 
said the Commission repeated that no reason appeared why 
rates on that commodity- should not be correspondingly adjusted. 

Chairman Hall, dissenting in part, said he was unable to 
concur in the finding of undue prejudice. He said the previous 
report should be affirmed on the evidence and for the reasons 
there set forth. He said further hearing had not been had and 
upon reargument no error was disclosed. The other commis- 
sioners concurring in that expression did not state their views. 


NEBRASKA LIVE STOCK CASE 


In a mimeographed report, written by Commissioner Camp- 
bell, in Docket No. 13273, Nebraska live stock case, the Com- 
mission found that the present adjustment of rates on ordinary 
live stock from Nebraska points to the Missouri River cities, 
Kansas City to Sioux City, inclusive, resulted in undue preju- 
dice to interstate shippers and to St. Joseph and Kansas City, 
Mo., and Sioux City, Ia., unreasonable preference of intrastate 
shippers and of Omaha and of South Omaha and unjust dis- 
crimination against interstate commerce. The Commission said 
the whole situation needed constructive treatment and announced 
that it and the Nebraska commission had agreed on the simul- 
taneous publication of a scale to be used for establishing rates. 
For single line hauls, that scale begins with 8.5 cents for ten 
miles and less, 19 cents for one hundred miles, 26.5 for two 
hundred, 30.5 for three hundred, 34 for four hundred, 42 for 
five hundred, and runs out with 50 cents for six hundred’ miles. 
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The scale is to apply from northern Nebraska. A slightly lower 
seale applies from other than northern Nebaska points for short 
distances, but also runs out at 50 cents for six hundred miles. 
The carriers are expected to comply with the findings not later 
than July 20, but no order was issued. 

The Commission intended to determine whether the 
proper relationship existed between the interstate and intra- 
state rates on ordinary live stock, from all Nebraska points to 
Omaha and South Omaha, on the one hand, and the interstate 
rates from the same points of origin, to St. Joseph and Kansas 
City, Mo., and Sioux City, Ia., on the other, with a view to pre- 
scribing such rates as would remove any undue prejudice, un- 
reasonable preference or unjust discrimination against inter- 
state commerce, as might exist. 

Upon the invitation of the federal commission the Nebraska 
commission sent one of its members to sit with the federal 
examiner who heard the testimony. Simultaneously, the Ne- 
braska commission put out a like report and expression of re- 
quirément suggesting that the carriers make rates operative 
not later than July 20, in accordance with scales mentioned in 
their reports, which, the Commission said, were not “suggested 
as reasonable maxima.” 

The situation with which the Commission dealt was that 
created by the Director-General, who, in acting on its decision 
in South St. Joseph Live Stock Exchange vs. Chicago, Burling- 
ton & Quincy, 53 I. C. C., 114, removed an undue prejudice 
against St. Joseph and Kansas City, and an undue preference 
for Omaha, by increasing the rates from parts of the Burling- 
ton to Omaha. Thereby he made the Burlington’s rates higher 
than the rates maintained by its competitors, the North West- 
ern and the Union Pacific, serving cross-country points. They 
were not named as defendants in the South St. Joseph case. 

Commissioner Campbell, who wrote the report, said the sit- 
uation brought about much dissatisfaction and was brought to 
the Commission’s attention with the request that some action 
be taken to bring about relief. The Commission thereupon in- 
stituted the investigation upon which Mr. Campbell wrote the 
report. 

Just before the federal examiner’s report was ready for 
serving the Nebraska commission instituted a case of its own, 
No. 74, in which the Nebraska commissioners made a majority 
report and the minority submitted its views. Then the federal 
commission’s examiner made a second report, which was sub- 
stantially the same as the views of the minority of the Ne- 
braska commissioners. The report was believed not to affect, 
materially, the revenues of the carriers. The Commission, in 
the report written by Commissioner Campbell, set forth conclu- 
sions differing from those proposed by the examiner. The Com- 
mission’s conclusions and findings are as follows: 


We find that the present adjustment of rates on ordinary live 
stock from Nebraska points to the Missouri River cities, Kansas City 
to Sioux City, inclusive, results in unlue prejudice to interstate ship- 
pers and to St. Joseph and Kansas City, Mo., and Sioux City, Iowa, 
unreasonable preference of intrastate shippers and of Omaha and 
South Omaha, Neb., and unjust discrimination against interstate 
commerce. There are also instances of unreasonable preference of 
interstate shippers and localities, undue prejudice to intrastate ship- 
pers and localities and unjust discrimination against intrastate com- 
merce. The whole situation needs constructive treatment. 

This commission and the Nebraska commission, acting in co- 
operation, have each reached the conclusion that for the correction 
of the unlawful situation above referred to the proper basis of rates 
on live stock from all Nebraska points to Missouri River markets, 
Sioux City to Kansas City, inclusive, is that set forth in the fol- 
lowing paragraph. Both commissions will announce their conclusions 
simultaneously. These rates are not suggested as reasonable maxima. 
The carriers will be expected to establish these rates on or before 
July 20, 1924. The case will be held open for the making of such 
formal findings and orders as may be necessary if this is not done. 

From points on the Northwestern’s line extending from Scribner 
via Dakota Junction into Wyoming and South Dakota and from other 
points in Nebraska north of Albion, Humphrey, Scribner and Oak- 
land, for single-line application, on cattle, and on calves, hogs and 
sheep in double-deck cars, rates based on scale I in the appendix; 
and from other points in Nebraska, for single-line application, on the 
above kinds of traffic, rates based on scale II in the appendix; on 
hogs and calves in single-deck cars, and on horses and mules, rates 
115 per cent of the rates on cattle for iike hauls and on sheep in 
single-deck cars, 125 per cent thereof. In arriving at rates under 
these percentages, fractions may be disposed of as follows: Frac- 
tions of less than one-fourth of a cent to be omitted; fractions of 
one-fourth of a cent or greater but less than three-fourths of a cent 
to be stated as one-half cent; fractions of three-fourths of a cent 
and greater to be increased to the next whole cent. In Investigation 
of Alleged Unreasonable Rates on Meats, we prescribed a two-line 
differential of 2.5 cents and in the Dimmitt-Caudle-Smith case, a 
differential of 2 cents was prescribed for multiple line hauls. Under 
the subsequent general increases and reductions these have become 
3.5 cents and 8 cents, respectively. We find that for moving cattle 
and for moving calves, hogs, and sheep in double-deck cars over two 
or more lines for distances of 500 miles and less, a differential of 
not to exceed 3.5 cents may be added to the single-line rates herein 
prescribed. For moving hogs and calves in single-deck cars, and 
horses and mules, over two or more lines, a differential of 4 cents 
may be added to the single-line rates, and for transporting sheep, 
in single-deck cars, a differential of 4.5 cents may be added. These 
arbitraries are to apply only for distances of 500 miles or less, and the 
rate so obtained for 500 miles should be used as a minimum for 
greater distances. 

In determining distances for the application of the foregoing 
rates, they shall be computed via the shortest routes having con- 
nections for interchange of carload traffic. but need not involve 
more than the lines, or parts of lines, of three carriers. Carriers 
operating under a common control or management, as the Chicago 
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& North Western and the Chicago, St. Paul, Minneapolis & Omaha 
should be treated as a single line. Distances to South Omaha stock 
yards should govern the rates to both Omaha and South Omaha, ang 
distances to St. Joseph and Kansas City stockyards should govern 
the rates to those points. The distances to the latter points may 
be averaged and common rates applied to both. 

In. publishing rates in conformity with the foregoing findings 
respondents should publish specific rates from the respective points 
of origin to final destination, and not merely a distance scale. 

The scales suggested in the appendix are not intended for such 
rigid application as would prevent meeting of short-line competition 
It appears, however, that the meeting of cross-country competition 
has been carried to unreasonable extremes in the past. here rates 
from adjoining states apply through Nebraska to the markets jn 


question they should apply as maxima from intermediate points jp 
Nebraska. 


The higher rated scale begins with 8.5 cents for ten miles 
or less, is 19 cents at 100 miles, 26.5 at 200 miles, 30.5 at 300, 
34 cents at 400, 42 at 500 and runs out with 50 cents at 609 
miles. The lower rated scale begins with 8 cents for the mini. 
mum distance, is 17.5 at 100 miles, 24.5 at 200, 28 cents at 300, 
34 cents at 400 miles, 42 cents at 500 and 50 at 600 miles. 

Chairman, Hall, in a dissent, said the higher rates of the 
Burlington, which caused the proceeding to be initiated, did not 
materially stimulate cross-country competition. Now, as in 1919, 
when the South St. Joseph case which caused the trouble with 
which the Commission dealt in this case, he said there was no 
He said the report was not a cure, 
but a cure-all. 

“The cure which the majority apply is a scheme of distance 
rates which no party to this proceeding desires, unless it be 
the smaller rival market at Sioux City,” said Mr. Hall. “The 
producers do not want it; the markets do not want it; the car. 
riers do not want it. Observance of it will break up producing 
groups of long standing, beneficial to the stock-raiser, and dis- 
integrate the existing parity or fixed relationship of markets, 
also of long standing.” 

After saying that distance scales should be resorted to 
sparingly because they hindered or prevented equalization of 
producing points and markets, Mr. Hall said: 


I refrain from detailed analysis of these scales and merely ob- 
serve that in scale II the rates increase by 7 cents from 100 to 200 
miles, by 3.5 cents from 200 to 300 miles, by 6 cents from 300 to 400 
miles, and by 8 cents from 400 to 500 and from 500 to 600 miles. 

Much the same is true of scale I, except that in this scale, sug- 
gested for application from a _ higher-rated territory than scale II, 
the increase from 300 to 400 miles is 3.5 cents compared with 6 cents 
in scale II for the corresponding distance. This not only goes counter 
to sound and well-recognized principles of ratemaking, but also in- 
creases the rate spreads in favor of Omaha from many producing 
points, and reverses in some instances the spreads which are now 
in favor of Kansas City. 

Both scales must prove unduly prejudicial to. South Dakota ship- 
pers _on traffic to these markets, and, in turn, to Kansas City and 
St. Joseph on traffic from Nebraska, because these markets will be 
affected in more instances and to a greater degree than will Omaha 
and Sioux City by the longer strides between equal distance blocks 
in the longer hauls. 


INDIANA RATES TO THE WEST 


In a report written by Commissioner Meyer on No. 11388, 
Public Service Commission of Indiana et al. vs. Atchison, Topeka 
& Santa Fe et al., opinion No. 9444, 83 I. C. C. 709-24, the Com- 
mission condemned class rates from Indiana to the Twin Cities, 
higher than the corresponding rates from points in Illinois, and 
points on the west bank of the Mississippi, in Iowa and Missouri, 
to the same destinations in the near northwest, as unreasol- 
able, unduly prejudicial to the Indiana complainants and u- 
duly preferential of the other points of origin. A smaller find- 
ing was made as to specified commodity rates. 

No order was made but the carriers were advised of the 
Commission’s expectation that they would revise their rates, 
in accordance with the criteria set forth in the report, not 
later than August 20. The case was on further hearing and 
the findings in the original report, 66 I. C. C. 512, modified. In 
that report the Commission found the rates’ on the first five 
classes and the commodity rates in issue, from Indiana points, 
were and for the future, would be unreasonable and unduly 
prejudicial to the extent they exceeded the rates contemporé 
neously in effect from Illinois points and west-bank Mississipp! 
river points in Iowa and Missouri, for approximately equal 
distances, and that Indiana, like Illinois, should be divided into 
about five zones or groups, the details of the adjustment 10 
be left, in the first instance, to the carriers. ‘ 

Upon the St. Louis Chamber of Commerce and East Side 
Manufacturers’ Association petitions the case was re-opened 
and further hearings had. The complainants alleged the class 
rates and rates on agricultural implements, on band, car, boiler 
and rod iron, on nails and wire, new furniture, glass fruit jar, 
paper boxes and matches,‘from'‘all points in Indiana, except 
points grouped with Chicago, to the Twin Cities, were unreas 
onable unjustly discriminatory and unduly prejudicial in por 
parison with much lower rates from all points in Illinois, 40 
west-bank points in Iowa and Missouri. 

The Commission said that the record on which the pre 
vious report was based showed there was a substantial move 
ment of traffic from St. Louis to St. Paul over lines operatins 


thre 
tha 
Pat 
line 
had 
whi 
stal 
The 
the 
whi 


tha: 
ma 


Indi 
unr 
duly 
Riv 
rate 
is r 
fror 


diar 
the 

cen! 
whi 
or 1 


and 
rese 
Chi 
6 cé 
be 1 
as | 
tion 
cept 


Ricl 
apo! 
Chi 
rate 
mile 
Chi 
29.5 


Indi 
und 
cage 
tha) 
com 
poir 


to § 
low 
and 
hele 


For 
Ter 
Mun 
New 
Vine 
Joli 
Chi 


Eas 
clas 


load 








mini- 
t 300, 


f the 
d not 
1919, 
. with 
‘as no 
_ cure, 


stance 
it be 
“The 
le car- 
ducing 
id dis- 
arkets, 


ted to 
ion of 


ely ob- 
} to 200 
) to 400 
) miles. 
le, sug- 
cale II, 
6 cents 
counter 
also in- 
oducing 
ire now 


ta ship- 
sity and 
will be 
| Omaha 
e blocks 


1 


>. 11388, 
Topeka 
he Com- 
n Cities, 
ois, and 
Missouri, 
nreason- 
and ut 
ler find- 


d of the 
ir rates, 
ort, not 
ring and 
ified. In 
first five 
a points, 
di unduly 
item pora- 
ississipD! 
ly equal 
‘ided into 
tment to 


Sast Side 
re-opened 
the class 
ar, boiler 
fruit jars, 
a, except 
“e unreas 
1 in com 
inois, and 


the pre 
tial move 
operating 


May 17, 1924 


through Chicago. At the later hearing St. Louis interests showed 
that only a small percentage of traffic from that city to St. 
Paul moved through Chicago; that the Burlington had a single- 
line haul between St. Paul and St. Louis; and that St. Louis 
had the advantage of at least potential water competition, 
while Indianapolis and other points in Indiana, in most in- 
stances, had neither single-line hauls nor potential competition. 
They also showed that existing combinations on St. Louis, from 
the southwest, to St. Paul, were lower than those on Chicago, 
while proposed combinations, although the distance through 
St. Louis was less than via Chicago, would be as low or lower 
than combinations based on St. Louis. 

After discussing rates in great detail, 


the Commission 
made the following findings: 


We are of the opinion and find that the class rates from points in 
Indiana to St. Paul and Minneapolis are, and for the future will be, 
unreasonable, and unduly prejudicial to points in Indiana and un- 
duly preferential of points in Illinois and west-bank Mississippi 
River points in Missouri and Iowa to the extent that the first-class 
rates, made upon a group basis, (1) from points of which South Bend 
is representative exceed or may exceed the contemporaneous rates 
from the Chicago group by more than 20 cents and from Springfield 
by more than 5 cents; (2) from points of which Terra Haute, In- 
dianapolis, and Fort Wayne are representative exceed or may exceed 
the contemporaneous rates from the Chicago group by more than 33 
cents and from St. Louis by more than 6 cents; (3) from points of 
which Vincennes, Mitchell, and Richmond are representative exceed 
or may exceed the contemporaneous rates from the Chicago group 
by more than 45 cents and from Centralia by more than 5 cents; 
and (4) from points of which Evansville and Jeffersonville are rep- 
resentative exceed or may exceed the contemporaneous rates from the 
Chicago group by more than 53 cents and from Cairo by more than 
6 cents. The rates on the lower classes from Indiana points should 
be made upon the same percentage. relationships to the first-class rate 
as are contemporaneously applied from Chicago to the same destina- 
tions, and subject to the same classification and classification ex- 
ceptions. 

4 Agricultural implements move from La Porte, South Bend, Munice, 
Richmond, Evansville, and Columbus, Ind., to St. Paul and Minne- 
apolis, at fifth-class rates, and meet competition of Moline, Peorta, 
Chicago, and Rockford, Ill., all in the Chicago group. The present 
rate from South Bend to St. Paul is 48 cents for a distance of 494 
miles, and from Evansville 56 cents for 678 miles. The rate from 
Chicago is 33.5 cents for a distance of 398 miles, and from Moline 
29.5 cents for 347 miles. 

We find that the rates on agricultural implements from points in 
Indiana above named to St. Paul are and for the future will he 
unduly prejudicial to such points and unduly preferential of Chi- 
cago to the extent that they exceed the rates from Chicago by more 
than the amounts by which the rate on the class to which the 
commodity is assigned in the governing classification from Indiana 
points exceeds the corresponding class rate from Chicago. 

The rates on band, bar, boiler, and rod iron from Indiana points 
to St. Paul and Minneapolis are in many instances in excess of the 
lowest combinations on Chicago or Danville. The distances, rates, 
and lowest combinations from Indiana points to St. Paul are shown 


helow: 

Combi- 
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The competition met by Indiana shippers is with those at Chicago, 
Joliet, and possibly East St. Louis. The rates to St. Paul from 
Chicago, 396 miles, and Joliet, 426 miles, are 27.5 cents; and from 
East St. Louis 586 miles, 29.5 cents. These articles are rated fifth 
class in both official and western classification. The evidence with 
respect to competition at East St. Louis is unsatisfactory. 


We find that the rates on band, bar, boiler, and.rod iron, in car- 

loads from the Indiana points named to St. Paul and_ Minneapolis 
are for the future will be unduly prejudicial to Indiana points 
and unduly preferential of Chicago and Joliet to the extent that 
the rates from these Indiana points exceed or may exceed the con- 
temporaneous rates from Chicago and Joliet by more than the 
amount by which the fifth-class rates from the Indiana points herein 
prescribed exceed or may exceed the contemporaneous fifth-class 
rates from Chicago and Joliet. 
_ Nails and wire, in carloads, from Crawfordsville, Anderson, Mun- 
cle, and Kokomo, Ind., to St. Paul take fifth-class rates of 48.5 cents 
for distances of from 553 to 590 miles. Competition is said to be 
with Waukegan, Ill., Chicago, and Peoria, all in the Chicago group 
from which the rate is 27.5 cents for distances of 385 to 435 miles. 
The rate on nails and wire from Chicago to St. Paul is the same as 
the rate on band, bar, and rod iron. Nails and wire are rated the 
Same as band, bar, and rod iron in both official and western classifica- 
tions. We find that the rates on nails and wire, in carloads, from 
Crawfordsville, Anderson, Muncie, and Kokomo, Ind., to St. Paul 
and Minneapolis are and for the future will be unduly prejudicial of 
such origin points and unduly preferential of Chicago and points 
grouped therewith, to the extent that they exceed or may exceed the 
contemporaneous rates from the Chicago group by more than the 
amount by which the fifth-class rates from Indiana points herein 
Prescribed exceed or may exceed the contemporaneous fifth-class 
rates pon Se Chicago group. 

rom Muncie to St. Paul the rate on glass fruit jars for the dis- 
ages of 577 miles, is 48.5 cents, the fifth-class Be A producer 
at Muncie meets competition from a producer at Hillsboro, Ill. The 
oe from Hillsboro for a distance of 567 miles is 28 cents. We find 
bo the rate on glass fruit jars, in carloads, from Muncie to St. 

“4 is, and for the future will be, unduly prejudicial to Muncie and 
” erential of Hillsboro to the extent that the rate from Muncie 
t ceeds or may exceed that from Hillsboro by more than the amount 
a Which the fifth-class rate from Muncie herein prescribed ex- 
— or may exceed the contemporaneous fifth-class rate from Hills- 


A manufacturer of corrugated paper boxes at Anderson meets 
Sec tition at St. Paul from producers at Chicago, Rockford, and 
- Louis. Other manufacturers are said to be located at Joliet and 


Marseilles, Ill., and Kokomo, Fort Wayne, and South Bend, Ind. 
ibis Cn eances and applicable carload rates from Anderson, and 


Rockford, and St. Louis are shown below: 
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The manufacturer at Anderson also has a plant at Chicago, but a 
large portion of the traffic to St. Paul is supplied from its Anderson 
plant at the higher rates. 

We find that the rates on corrugated paper boxes, in carloads, from 
Anderson are, and for the future will be, unduly prejudicial to 
Anderson and unduly preferential of Chicago, Rockford, and St. 
Louis to the extent that they exceed or may exceed the rates contem- 
poraneously in effect from Chicago by more than the amount by 
which the fifth-class rates from Anderson herein prescribed exceeds 
or may exceed the contemporaneous fifth-class rates from Chicago. 

Furniture, new, n. o. s. in carloads, is rated second class in official 
and third class in western classifications. Manufacturers at Shelby- 
ville and Rushville, Ind., meet competition of manufacturers at 
Rockford, Chicago, and St. Louis. The rates are from Shelbyville 
$1.11, for 619 miles, and from Rushville $1.105, for 631 miles. The 
rates from Rockford and Chicago are 61 cents and from St. Louis 
64 cents. The present rates from these Indiana points are now 
lower than the class basis. Any undue prejudice which may exist 
in the rates on this commodity will be removed by the readjustment 
of the class rates. 

Sufficient evidence was not introduced to warrant any finding re- 
specting rates on matches. 

Rates on the commodities here dealt with should be established 
from seed points in Indiana in harmony with those from points 
named, 

We shall not at this time enter any order. The carriers will be 
expected to work out the details of the adjustment in conformity 
with the conclusions set forth herein and establish the rates on or 
before August 20, 1924. The proceeding will be held open for the 
entry of an order if rates are not published in conformity with our 


findings. 

Commissioner Lewis did not participate in the case. Chair- 
man Hall, in dissent, condemned the majority for its indul- 
gence in what he called a sweeping condemnation. He said: 


The rates to the Twin Cities from points in Illinois are grouped. 
Some of the groups are large. The Chicago group stretches clear 
across the State, overlaps into Wisconsin, and extends as far south 
as Quincy, Springfield, and Decatur. The distance from Moline, in 
this group, is 347 miles. But the distance used throughout for com- 
parison is that from Chicago, 398 miles, and the group rate, 91.5 
cents first class, is recognized as manifestly ‘‘depressed owing to 
water competition.’’ Yet by that measure there is meted out to all 
class rates from Indiana the finding of unreasonableness, although 
the Indiana rates are not ouped, but are individual, varying with 
distance. The extent of that unreasonableness is nowhere found. 
Some part, at least, of any existing Indiana rate must be reasonable. 
But no one can determine fram this report how much is reasonable 
and how much not. A sweeping condemnation of that kind seems 
to me meaningless and a poor guide for the carriers in the task en- 
joined upon them of working out an adjustment in conformity with 
the conclusions of the majority report. The intent seems to be that 
the St. Louis rate, also manifestly ‘depressed owing to water com- 
petition,” shall be increased, that the Chicago group rate shall be 
left where it is, and that the Indiana rates shall be reduced and 
gathered together in clusters, if not groups. Possibly that will re- 
move undue prejudice, if it exists, in the rates from all points in 
Indiana as compared with all points in Tlinois, St. Louis, and the 
others designated in the complaint. But the existence of that undue 
prejudice in the rates of all classes, governed as they are by the offi- 
cial classification from Indiana and by the western classification 
from Illinois and beyond, is deducéd rather than demonstrated in 
this report and fails to carry convinction except as it is found by the 
majority. Here again the findings seem to me too sweeping. I am 
unable to concur in the report, 


INDIANA-MISSOURI RIVER RATES 


In what might be called a companion case to No. 11388, 
the Commission, in No. 13671, Public Service Commission of 
Indiana and Indiana Chamber of Commerce vs. Atchison, To- 
peka & Santa Fe et al., opinion No. 9446, 88 I. C. C. 728-42, 
condemned as unreasonable, unduly prejudicial to Indiana and 
unduly preferential of Illinois, class and commodity rates, from 
points in Indiana to Kansas City and other Missouri river 
cities, and points intermediate thereto. It did not enter an 
order but said it expected the carriers, not later than August 20, 
as in the first mentioned case, to establish rates in accordance 
with the guides set forth in this case, the report on which 
was written by Comissioner Meyer, who also wrote the report 
in the case involving the class and commodity rates to the Twin 
Cities. The report in this case, as in the other, said that if 
they failed to establish such rates, an order would be en- 
tered. 

The rates condemned, from Indiana, are based upon com- 
binations on the Mississippi, local and proportionals, based, as 
to origin points, on the Official Classification and the six- 
class scale used in connection therewith, while the rates from 
Illinois points, in most instances, are through rates, based as 
to origin and destination points, on Western Classification and 
the 10-class scale used in connection therewith. The Illinois 
rates, in addition, are largely grouped, while the rates from 
Indiana, are largely based upon distance. 

The Commission said that it was obvious that the entire 
state of Indiana, except a narrow belt in the Chicago group, ex- 
tending west of a line from near Hammond, to a point near 
Danville, Ill. paralleling the New York Central, was upon a 
much higher plane of rates to the Missouri river cities and 
other points west of the Mississippi river, than was Illinois; 
that the sudden break in rates at the Illinois-Indiana line was 
so great that manufacturers and shippers at Indiana points 
were placed at an unreasonable disadvantage in competing 
with manufacturers and shippers from [Illinois to the same 
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destinations. It said the rates from the Indiana points east 
of the narrow strip were but slightly less than the combin- 
ation of locals, whereas, in most instances, from the Illinois 
points to the same destinations through class rates provided a 
basis of rates that were out of proportion with rates in effect 
from Indiana points, despite the fact that the territory in the 
two states was essentially similar in character and that the 
a line did not divide diverse transportation con- 
ons. 

“Even if it be conceded that some difference in rates may 
be justified, due to the fact that the rates from Illinois points 
are influenced by the single lines of the western carriers and 
the rates from the Indiana points are largely made by the 
eastern lines in connection with the western lines, the dif- 
ferences shown in the present adjustment is not justified,” said 
the Commission. The Commission’s findings are as follows: 


We are of opinion and find that the class rates from points in 
Indiana to the Missouri River cities and points intermediate thereto 
are, and for the future will be, unreasonable and weer prejudicial 
to points in Indiana and preferential of points in Illinois. 

We further find that the unreasonableness and undue preference 
and prejudice should be removed by providing, upon a group basis, 
first-class rates from such points as Indianapolis, Kokomo, and South 
Bend to Kansas City, Omaha, Sioux City, and Sioux Falls, which do 
not exceed the contemporaneous first-class rates from the Chicago 
group by more than 17 cents; first-class rates from such points as 
Fort Wayne, Muncie, and Richmond, which do not exceed the con- 
temporaneous first-class rates from the Chicago group by more than 
28 cents: first-class rates from Vincennes, Terre Haute, and Evans- 
ville to Kansas City and Omaha which do not exceed the contem- 
poraneous first-class rates from East St. Louis by more than 36 
cents; and to Sioux City and Sioux Falls which do not exceed the 
contemporaneous first-class rates from the Chicago group by more 
than 17 cents; first-class rates from such points at Mitchell, Bedford, 
and Bloomington to Kansas City and Omaha which do not exceed 
the contemporaneous first-class rates from East_St. Louis by more 
than 47 cents: and to Sioux City and Sioux Falls which do not 
exeeed the contemporaneous first-class rates from the Chicago group 
by more than 28 cents; and first-class rates from such points as 
Lawrenceburg, Jeffersonville. and Greensburg to Kansas City and 
Omaha which do not exceed the contemporaneous first-class rates from 
East St. Louis by more than 58 cents; and to Sioux City and Sioux 
Falls which do not exceed the contemporaneous first-class rates from 
the Chicago group by more. than 39 cents. 

The rates on the lower classes from Indiana points should be made 
upon the same percentage relationships to the first-class rate as are 
contemporaneously applied from the Chicago group to the same 
destinations, and subject to the same classification and classification 
exceptions. ‘ 2 

The rates to intermediate points in Iowa and Missouri should be 
readjusted in harmony with the rates here prescribed to Missouri 
River cities, distance considered. 

The proper readjustment of the class rates will remove any undue. 
prejudice which now exists with respect to most of the commodities 
dealt with at the hearing. The rates on building and roofing mate- 
rial, and on paper boxes, folded flat, knocked down, and the rates on 
chip board from Indiana producing points should be aligned in 
harmony with the principles laid down with respect to the class 
rates. 

Some evidence was introduced with respect to rates on coke and 
sewer pipe. but the record is not sufficiently developed to warrant a 
finding with respect to rates on these articles. The rates on bar iron 
from Vincennes and Terre Haute are but 1 cent higher than the 
rates from Chicago, and no undue prejudice is shown to result from 


this basis. 


Chairman Hall dissented from the findings as to class 
rates from Indiana. He pointed out that the rates from Indiana 
to St. Louis, as well as from other states in central territory, 
were made on the C. F. A. scale, prescribed by the Commis- 
sion in 45 I. C. C. 254, and that the rate to St. Louis was used 
as a proportional to other Mississippi river crossings, in making 
combinations to the Missouri river cities, and that the factors 
west of the river were based upon the rates prescribed by the 
Commission in Warnock Co. vs. C. & N. W., 91 1. ©. C. 546. 


In addition he pointed out the rates for the crossings north’ 


of St. Louis, by reasons of equalization with St. Louis, were 
lower than the rates prescribed in the C. F. A. scale. He 
said it might be that the differences in rates from Indiana and 
Illinois, particularly from the Chicago group had become too 
great by reason of the general percentage increases, but he 
said that if that was-so, the differences should be distributed 
gradually and not in the way indicated by the majority. He 
said the effect of the action of the majority would be to cause 
reductions throughout central territory, to say nothing of the 
effect on rates beyond the Missouri river stretching as far 
west as the Utah common points. He said that that effect 
was conceded by the complainants and the majority. In con- 
clusion he said: 

Granting that the trouble of which Indiana complains has been 
brought about in part by various general increases authorized by 
us, it should be remembered that such increases were only authorized 
after most convincing demonstration of the carriers’ needs for in- 
creased revenues. I realize, of course, that following such increases 
adjustments must be made where the transition from one territory 
to another becomes so abrupt as to result in undue prejudice to in- 
dividual shippers or localities. This may be and probably is one of 
those situations, but it does not call, on the showing made upon 
this record, for such a wholesale condemnation as unreasonable of 
one of the most important rate structures of the country, or for 
the resulting sacrifice of revenue by roads in the eastern group. 


ALABAMA PASSENGER FARES 


Although the Alabama commision’s order requiring the car- 
riers to establish passenger fares on Class I roads, for intra- 
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state journeys, and sell 1,000-mile books for 525 
enforced, the Commission, in a report on Sm terse oye. 
Passenger Fares and Charges, opinion No, 9424, 88 I ca 
621-30, has condemned the rates on the ground that, if appli d, 
it would result in intrastate fares and charges lower than ot. 
responding interstate fares and charges and in unjust disorines: 
nation against interstate commerce, presumably in violation t 
section 13, although the finding is not so worded. The findin, 
as usual in section 13 cases, is without prejudice to the ri re 
of the state authorities, or any other party in interest for : 
modification of the conclusion as to any intrastate fares a. a 
charges on the ground that the latter are not related to sal 
interstate fares and charges in such a way as to contrav 4 
the ys eet of the interstate commerce act. = 
ommiss oner Eastman concurred in the decisio 
he said he could perceive no essential difference lage = 
atd the New York and Wisconsin fare cases, 59 L. C. C. 290 wa 
ym van p roseecad findings were made. He dissented in those 
ey were i 
sonal «Pinna sustained by the Supreme Court of the 
_ Commissioner Aitchison dissented and wrote his vi i 
which Commissioners Potter, Campbell and Cox hart “ais 
ground of dissent was that the finding of the Commission was 
gratuitous, without legal force, because the order of the Ala- 
bama commission was never enforced. He treated the case 
as one in which the Commission lacked jurisdiction because 
no violation of the interstate commerce law had been shown 
He ‘said the finding could certainly not be bottomed on any 
violation of section 3, as a discrimination against persons Pie: 
or places alone. He said that section 13 contemplated action 
thereunder in the event that a rate, fare or charge made or 
imposed by state authority currently and presently caused 
any undue or unreasonable advantage, preference or prejudice 
In that event, he said, it required the Commission io prescribe 
the rate, fare or charge required to remove the advantage 
preference, prejudice or discrimination, He said the majority 
oar As enter such an order. . 
e report, at most, he said, was an expression of opini 
by the majority on an assumed statement of facts ind pe mene 
stances and with respect to which, should it actually arise in 
the future, under facts and circumstances precisely similar 
jd oe a Rg tears! would cause, at such time, the undue 
reasonable advantage, preferenc judi 
vad unlawfl heer’ . D e or prejudice declared to 
e reason for the talk about gratuitous finding is 
found in the fact that the order of at Alabama ilavaten’ enn 
been Stayed by the order of a federal court. The stay has been 
kept in force at the request of both parties, pending decision 
of the case brought by the carriers as soon as they had pro- 
cured a restraining order forbidding the Alabama authorities 
to enforce their order. The order was made in July, 1922, but 
postponed until December of that year but before that day ar- 
rived the railroads procured the injunction. As before set forth, 
the order of the court has been held in force at the request of 
both parties, pending the determination of this case. 
; Recognizing that the case would come within the designa- 
tion of moot were it in a court, the Commission said it had 
repeatedly declined to pass upon hypothetical cases. It said 
that in the instant case it was evident from statements of the 
attorney general of Alabama and of the representatives of car- 
riers that the district court had kept its restraining order in 
force at the request of the parties, to enable the Commission, 
after proper investigation, to determine whether the proposed 
fares would affect interstate commerce injuriously should they 
become operative. 

On that basis the Commission inquired into the matter. The 
state urged that the only questions the Commission was called 
upon to determine were: (1) “Will the proposed intrastate 
passenger fares work undue prejudice against persons in in- 
terstate commerce? (2) Will the proposed intrastate fares 
constitute an unjust discrimination against interstate commerce 
as a whole which it would be our duty to remove?” 

“1G. 38 our view that answers to the two queries above 
propounded will be sufficient to indicate what our action would 
be if the proposed rates were now in force and were before 
us in this proceeding,” said the Commission. 

Among the contentions made by the Alabama commission 
was that the average fare actually paid by the traveling public 
in Alabama was higher than that paid in adjoining states but 
Alabama’s population being largely rural, it did not use com- 
mutation and excursion fares extensively. It showed that the 
average fare per mile received by the Central of Georgia, was 
3.412 cents pre mile in Alabama and only 3.058 cents per mile 
in Georgia, for the same period. The lower average per mile 
of that railway of Georgia was accounted for by heavy com- 
mutation travel into and out of Atlanta. The Commission said, 
on the other hand, it was not improbable that there was less 
commutation travel in Mississippi than in Alabama, for the 
population was even more rural in Mississippi than in Alabama. 
Certainly, it said, there were no cities in Mississippi comparable 
in size to Birmingham and Mobile. 

The Commission specifically found that the rates made by 
the carriers under Ex Parte 74, to which the Alabama commis- 
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sion assented, in effect, resulted in reasonable fares and that 
the fares ordered by the Alabama commission if effective, would 
result in unjust discrimination against interstate commerce. 


LIGONIER VALLEY RATES 


In a report written by Commissioner Campbell, in No. 
12550, Barrett Company vs. Director-General et al., opinion No. 
9410, 88 I. C. C., 535-42, the Commission condemned as un- 
reasonable rates on rags, waste paper, cottonseed-hull shavings, 
cotton linters, and roofing paper, subsequent to March 26, 1920, 
between Latrobe and Kingston, Pa. used as components in 
through rates between Kingston and interstate points to the 
extent the factor exceeded 2.5 cents prior to August 26, 1920, 
3.5 cents from that day to July 1, 1922, arid 3 cents after that 
date and for the future. It awarded reparation to that basis, 

The complaint in effect was that the failure of the Penn- 
sylvania to absorb the entire rate of the Ligonier Valley rail- 
road, between Latrobe and Kingston, made the through rates, 
in which the unabsorbed part of the rates became a factor, un- 
reasonable to the extent they exceeded those which would 
have resulted from complete absorption of the rates of the short 
line. 

The case, the Commission said, presented one of tariff in- 
terpretation, the Pennsylvania having provided for absorption 
of the rate. The Pennsylvania contended that the absorption 
was voluntarily established and that it could not in the first 
instance have been required to absorb the charges of the Lig- 
onier Valley. No question of undue prejudice, the Commission 
said was involved because the Pennsylvania did not absorb 
the charges of the Ligonier Valley on any traffic other than 
that of the complainant destined to or originating beyond the 
yards of the Ligonier Valley at Latrobe. The report said the 
Pennsylvania did not object to its present absorption, but con- 
tended that the Commission was without authority to award 
reparation against it for failure to do something which is was 
under no obligation to do, its failure being to absorb completely 
Ligonier Valley rates after they were increased. 

The Commission said the absorption tariff was an improper 
way to publish the Pennsylvania’s offer because the haul of the 
Ligonier Valley was a line-haul. It said the carriers were ex- 
pected to revise their tariffs so as to state the rates in a lawful 
manner. Commissioner Cox dissented.. He said the complaint 
was directed against the factors of the Ligonier Valley and the 
failure of the Pennsylvania to absorb them. He said joint rates 
were not asked and that no evidence was introduced as the 
measure of the through rates. He said that the only issue was 
as to the reasonableness of the Ligonier Valley rates, as pro- 
portionals, separately considered. 


GRAPE JUICE SCALE 


In a report on No. 12400, Armour and Company vs. Director- 
General, Alabama Great Southern Railroad et al., opinion No. 
9412, 88 I. C. C. 569-81, a sub-number thereunder, J. Hungerford 
Smith Grape Juiec Co. vs. Same; No, 12600, Welch Grape Juice 
Co. vs. A. C. L., Director-General, et al., and No. 12483, J. Hunger- 
ford Smith Grape Juice Co. vs. A. T. & S. F., the Commission 
found rates on grape juice, in glass, carloads, from Ohio river 
crossings to points in the southwest, on traffic originating at Law- 
ton and Mattawan, Mich., and from Lawton to points in south- 
western territory in Arkansas, Oklahoma, Texas and Louisiana, 
unreasonable. It ordered the carriers, not later than July 28, 
to establish rates in accordance with a scale prescribed for 
that purpose. It awarded reparation on shipments from Law- 
ton and Mattawan to the southeast in No. 12400, to Armour 
and Company on all shipments moving since December 29, 1916. 
and to the complainant in Sub-No. 1, J. Hungerford Smith Grape 
Juice Company on shipments since March 1, 1920. Reparation 
was denied in Sub-No. 1, J. Hungerford Smith Grape Juice 
Company on shipments moving prior to federal control, on the 
ground of insufficiency of proof as to the payment and the 
bearing of the charges. It said that under the circumstances 
it would deny reparation in No. 12483, on shipments between 
January 1, 1917, and February 1, 1921, sought by the complain- 
ant, J. Hungerford Smith Grape Juice Company on shipments 
from Lawton to the southwest. It said the scale prescribed 
to be used as a factor in determining the rates for the future 
from Lawton to the southwest was made with relation to scales 
Prescribed on other commodities in the Memphis-Southwestern 
Investigation. In that case, it said, increases and reductions 
were required, and, therefore, under the rule applicable in 
such instances, it felt that reparation should be denied. 

The finding in the case in respect of rates to the southeast, 
the Commission said, were without prejudice to its decision 
in No. 13494, Southern Class Rate Investigation, or other pro- 
ceedings involving the adjustment of class or commodity rates 
to or between points in that territory. 

The Commission said that fourth class rates applied on grape 
from Lawton to Ohio river crossings and were not assailed. It 
Said that from Lawton to the southwest the rates were gen- 
erally based on the fiftth class differentials over St. Louis. It 
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added that, in connection with the scales prescribed in the Mem- 
phis-Southwestern case, the continuance of the existing differ- 
ential basis over St. Louis from Lawton and other points in 
defined territories was approved and there appeared no reasoon 
why the same course should not be followed in this proceeding 
in connection with reasonable rates on grape juice from the 
basing point, St. Louis. 

Specifically, the Commission found the assailed rates from 
the Ohio river crossings, to points in the southeast on traffic 
originating at Lawton and Mattawan were, and for the future 
will be, unreasonable to the extent they exceeded, exceeed or 
may exceed 90 per cent of the contemporaneous fifth class. 

It found the joint fifth class rates assailed, from Law- 
N. Y., North East, Pa., to the southeast not unreasonable, al- 
though they were materially lower than those which would 
result from the application of the fourth class rates to the Ohio 
river crossings on the Virginia cities plus 90 per cent of the 
fifth class beyond. It therefore dismissed No. 12600. 

The Commission found that the rates assailed, from Law- 
ton, to points in southwestern territory in Arkansas, Oklahoma 
and Louisiana to Texas common points for the future would 
be unreasonable to the extent they exceed rates based on a 
scale from St. Louis, plus the fifth class differential Lawton 
over St. Louis. It said the Texas common point group was one 
of long standing and on this record, which presented no issue, 
as to the propriety of the continuance of that grouping, the 
Texas common point group would not be disturbed. That find- 
ing, however, it said, was without prejudice to’conclusions that 
might be reached in any other proceedings in which the pro- 
priety of that grouping might be brought in issue. 

The Commission said that rates should be made not in ex- 
cess of those based on a scale from St. Louis, plus the fifth 
class differential, Lawton over St. Louis, and observing an av- 
erage distance of over 800 miles from St. Louis in determining 
the rates to the Texas common point group. That scale begins 
with 14 cents for 5 miles and under, for single-line hauls and 17 
cents for multiple line hauls. At 100 miles it becomes 31 
cents for single and 34 cents for jointline hauls. At 200 miles 
it becomes 46 and 49 cents; at 300 miles it becomes 57 and 
59; at 400 miles it becomes 66 and 68 cents; at 500 miles it 
becomes 73 and 74 cents; at 600 miles it becomes 80 cents for 
both single and joint-line hauls; at 700 miles it becomes 85 
cents, and 800 miles it becomes 90 cents. For distances over 
800 miles the rates are to be blanketed at 92 cents, 


BY-PRODUCT COKE DEMURRAGE 


The Commission, in a mimeographed report on I. and S. 
No. 2035, Demurrage Rules on Coal and Coke, has condemned, 
without prejudice, the effort of the carriers to amend the 
national demurrage rules carried in Jones’ I. C. C. No. 1466, 
so as to deprive by-product coke ovens not adjacent to or 
operated in conjunction with coal mines of the benefit of the 
car distribution rules applicable to other kinds of coke ovens 
or by-product ovens adjacent to or operated in conjunction with 
coal mines. 5 

Protests against the amendment was made by the Laclede 
Gas Light Company and the Missouri Pacific. The former 
operates a by-product oven at St. Louis on the rails of the 
latter. Demurrage is not assessed by the Missouri Pacific, 
the report says, on cars promptly loaded by the gas company. 
The Missouri Pacific, the report says, has never subjected 
that by-product oven to the demurrage rules, but has always 
treated it, since its operation, since 1914, on the basis of car 
distribution rules, such as prevail at coal mines and bee- 
hive ovens. The Commission said that no demurrage was 
assessed for the detention of cars held for loading coke 
at the protestant’s plant “and apparently no other penalty 
attaches for such detention.” 

According to the Commission’s report the Laclede com- 
pany’s plant is the only one in the country not subject to 
demurrage rules. Witnesses for the railroads, other than the 
protesting one, said the object of the amendment was to make 
demurrage rules apply to all coke ovens which are not “coal 
mine owned.” The Commission said that, under the amend- 
ment, a by-product oven to be exempt from demurrage had to 
be either adjacent to or operated in conjunction with coal mine, 
“in addition to being subject to car distribution rules in lieu 
of demurrage.” It said the amendment did not require this in 
the case of bee-hive ovens. It said that although the record 
did not show that any bee-hive ovens were operated outside 
of coal-mining districts, no reason appeared why a by-product 
oven should be treated differently from a bee-hive oven if both 
were similarly situated and were subject to car-distribution 
rules in lieu of demurrage. The principal witness for the 
respondents, the report said, admitted that the word “by- 
product” should be eliminated from the proposed amendment. 
The testimony also showed that the railroads were not able to 
define the words “adjacent to” or “in conjunction with” in 
such a way as to make them definite. One witness said they 
meant the same thing. Another testified that he thought a 
coke oven was adjacent to a mine when it was not necessary 
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to haul the coal in railroad cars to the oven, and also stated 
that a by-product oven 25 miles from a coal mine might be 
operated in conjunction with the mine. In summing up the 
case, the Commission said: 


The proposed amendment makes a distinction between by-product 
coke ovens and other coke ovens which are not operated in the im- 
mediate vicinity of the coal mines, and respondents’ evidence indi- 
cates that the provisions of the amendment are not so clearly stated 
that misinterpretation and confusion in applying them could be 
avoided. At the same time it is apparent that protestant receives 
special treatment at the hands of the Missouri Pacific which is not 
accorded by-product ovens at other points in the United States. Al- 
though protestant is said to be operating under car-distribution rules 
it is the only coke plant on the lines of the Missouri Pacific. An 
operating witness, having charge of car distribution for the latter 
carrier, testified that no penalty attached against the protestant 
if it failed to load promptly all the cars furnished. Car distribution 
rules, as ordinarily in force, are expected to and do provide a penalty 
for detention of equipment which, while not of the same character, 
accomplishes the same purpose as the penalty provided by the demur- 
rage rules. A shipper who does not pay a penalty of either char- 
acter is at a manifest advantage over other shippers who operate 
either under car-distribution rules as properly applied or under 
demurrage. | 

We find that the proposed schedules have not been justified. 
An order will be entered requiring their cancellation and discontinu- 
ing this proceeding, without prejudice to the filing of new schedules 
which will accomplish the purpose here sought by language which 
is clear and unambiguous, 


COMBINATION RULE CASE 

In a mimeographed report on I. & S, No. 2022, Combination 
Rule on Box Shooks from Pacific Coast to Colorado, the Com- 
mission said the carriers had not justified their proposal in 
connection with a proportional rate from Grand Junction, Colo., 
to Montrose and Somerset, Colo., and intermediate points, on 
interstate shipments of box shooks and car strips, in carloads, 
originating in defined territory. It ordered the suspended sched- 
ule to be cancelled and discontinued the proceeding. 


CREAM RATES CONDEMNED 

A finding of unreasonableness and an award or reparation 
have been made in No, 14063, Kirschbaum & Sons, Inc., vs. 
American Railway Express Co., opinion No. 9432, 88 I. C. C. 
670-2, as to rates on cream, in 10-gallon cans, shipped by express 
from stations in South Dakota, Iowa and Missouri, to. Omaha. 
In a report written by Commissioner McChord, the Commission 
found that the rates assailed were unreasonable to the extent 
that, including transfer charges of 6 cents, they exceeded the 
following: From Nunda, 67 cents; from Alvord, 59 cents; from 
Davis, 66 cents; from Sinai, 68 cents; and from Powersville, 
74 cents. It awarded reparation to the basis of the rates men- 
tioned, on shipments, between May 1, 1921, and January 13, 1922. 


RATES ON PRESERVES 

In a report written by Commissioner Meyer on No. 12253, 
Goodwin Preserving Co., Inc., vs. Louisville Bridge & Terminal 
Co,, et. al., opinion No. 9445, 88 I. C. C. 725-7, the Commission 
found the rates on preserved fruits, jellies and fruit butter, 
from Louisville to St. Paul and Duluth, unreasonable and unduly 
prejudicial in relation to rates from St. Louis. On the au- 
thority of the contemporaneous report in Indiana Public Service 
Commission vs. A. T. & S. F., 88 I. C. C. 709, the Commission 
said the rates would be unreasonable and unduly prejudicial 
and preferential of shippers in St. Louis to the extent they 
exceeded or may exceed the rates contemporaneously main- 
tained from St, Louis by more than 10.5 cents. 


RATING ON SUPERHEATERS 


A third class rating, in lieu of second class, has been pre- 
scribed in a mimeographed report on No. 13961, Power Spe- 
cialty Company vs. Dansville & Mt. Morris et al., effective 
not later than June 24. The Commission said that the less- 
than-carload rating of second class, in Western Classification 
territory, on steam superheaters and parts thereof, was unrea- 
sonable to the extent it exceeded the third class rating. It 
awarded reparation on shipments from Dansville, N. Y., to 
Western Classification territory destinations in the two-year 
period prior to the filing of the complaint. 

The Commission said the third class ratings in Official and 
Southern Classification territories were not unreasonable. 

Chairman Hall dissented, in part, in this case for the rea- 
sons given in his dissent on A. & C. Mill Co. vs. -Director- 
General, Aberdeen & Rockfish R. R., et al., 89 I. C. C., Docket 
No. 11982, decided April 15, 1924, but not yet reported. He 
said he did not concur in allowing the complainant to submit 
proof by affidavit that it paid and bore the charges. 


BROKEN STONEWARE RATES 
In’'a mimeographed report on No. 14929, Northwestern 
Terra Cotta Company vs. Pittsburgh, Cincinnati, Chicago & 
St. Louis Railroad et al. the Commission found the rate on 
broken stoneware and broken tile, carloads, from Brazil, Ind., 
to Chicago, prior to July 1, 1922, unreasonable to the extent 
that it exceeded $2.11 per ton, minimum 50,000 pounds, and 
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awarded reparation on shipments thereunder subsequent to 
September 7, 1920. The Commission found the existing rate 
of $2.11 not unreasonable. The condemned rate was $2.24 per 
ton, 


GREEN SALTED HIDES 

A finding of unreasonableness and an award of reparation 
have been made in a mimeographed report on No. 15136, Eagle. 
Ottawa Leather Company vs. Director-General, as to the rates 
on green salted hides from Milwaukee, Wis., to Whitehall, 
Mich., and the charges thereunder, on shipments in May and 
June, 1919. The Commission found the rate of 19.5 cents un- 
reasonable to the extent it exceeded 14 cents. 


COTTONSEED REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in a mimeographed report on No. 15190, Rob- 
erts Cotton Oil Company vs. Butler County Railroad et al., as 
to a rate of 19 cents on six carloads of cottonseed, shipped be- 
tween September 30 and December 30, 1922, from Broseley, 
Mo., to Cairo, Ill. The Commission found it unreasonable to 
the extent it exceeded 18 cents on a minimum of 40,000. 


MEAT AND POULTRY RATES 

In a report on No. 12423, Armour & Company et al. vs. At- 
lantic Coast Line, Director-General, et al., and I. and S. No. 
1494, application of the class rates on fresh meats and dressed 
poultry from Chicago and other points to Guif ports for export 
(mimeographed), the Commission found that on some ship- 
ments of fresh meats and dressed poultry from Louisville, 
Chicago, South St. Paul and Kansas City to Key West, Fila, 
for export to Cuba, were overcharged and directed refunds. It 
found the applicable rate on such shipments not unreasonable. 
It found the rates charged on one carload shipment of dressed 
poultry from Springfield, Mo., to Key West, for export, unrea- 
sonable to the extent that it exceeded, exceeds or may exceed 
the rate contemporaneously in effect on like traffic from Kansas 
City. A rate no higher than that from Kansas City is to be 
established from Springfield to Key West for export to Havana 
not later than July 21. Reparation was awarded on account 
of that unreasonable rate. 


RATES ON OATS AND GROATS 

The Commission has dismissed No. 13394, Atlas Cereal 
Company vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
written by Commissioner McChord. It found rates on rolled 
oats, oat groats, oatmeal and oat flour, in straight or mixed 
carloads, or in mixed carloads with corn, meal and hominy, from 
points in Missouri, Kansas, Nebraska, Iowa and Minnesota, 
embraced in transcontinental groups E, F and G, to north and 
south Pacific coast and intermediate points and to points in 
Montana and northern Wyoming not unreasonable or otherwise 
unlawful. The complaint was that since December 27, 1921, 
the rates were unreasonable to the extent they exceeded 90 
per cent of the contemporaneous rates on wheat flour, minimum 
50,000 pounds. Commissioner McChord said there was n0 
basis upon this record for a finding of undue prejudice based 
on the fact that the rates on these coarse grain products were 
not lower than the rates on wheat flour. 





NITRATE OF SODA SALE 


In a mimeographed report on No. 14553, New Orleans Joint 
Traffic Bureau vs. Alabama & Vicksburg et al., the Commission 
found rates on nitrate of soda, carloads, from New Orleans and 
sub-ports taking the same rates, to destinations in Arkansas un- 
reasonable for the future to the extent they will exceed rates 
made in conformity with a distance scale set forth in the re- 
port, distances to be computed in accordance with the rule laid 
down in the Memphis-Southwestern case. The scale begins 
with a rate of 22.5 cents for single-line hauls exceeding 240. 
miles but not exceeding 250, 29 cents for 400 miles, 32 cents for 
500, 35 cents for 600 miles and 37 cents for 700 miles, Joint 
line rates are to be either one cent or half a cent over for dis- 
tances up to 500 miles. For greater distances there is to be no 
differential. 


LUMBER PENALTY CASE 

The Commission has dismissed No. 12921, Chestnutt Lum- 
ber Co. vs. Director-General, (mimeographed) and three sub- 
numbers thereunder, brought by the same complainant against 
the Director-General in the first two numbers, and the Louis- 
ville & Nashville in the third one. It found the penalty charges 
on shipments of lumber consigned to and delivered at Nashville, 
between April 30, 1919, and September 13, 1920, and subsequently 
forwarded to other destinations. not “applicable and directed 
their cancellation. It further found that reconsignment charges 
were applicable in certain instances but unreasonable as to 
others and directed the cancellation of the inapplicable charges 
and the waiving of the ones found unreasonable. It found that 
demurrage was applicable to some shipments but not to others. 
Twenty-six cars were involved. The Commission held that a5 
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to cars partly unloaded and reloaded with stock taken from the 
complainant’s yard, the subsequent movements must be re- 


garded as new shipments and not as reshipments or recon- 
signments. 


SLOSS-SHEFFIELD REPARATION 


In an eighth supplemental report on No. 4800, Sloss-Sheffield 
Steel & Iron Company vs. Louisville & Nashville et al., opinion 
No. 9426, 88 I. C. C., 640-2, the Commission has awarded repara- 
tion, on account of unreasonable rates on pig iron, shipped from 
Rockwood and Chattanooga, Tenn., to Ohio river crossings and 


points in central territory. The preceding supplemental report 
was made in 62 I. C. C., 646. 


Tentative Reports 


SIXTH CLASS FOR IRON 


Attorney Examiner William A. Disque, in a report on No. 
15110, Jones & Laughlin Steel Corporation vs. Baltimore & 
Ohio, et al., proposes a readjustment of rates on iron and steel 
articles, which railroads may be expected to regard as but little 
short of an earthquake in its effect upon the existing rate 
structure. He suggests that the Commission condemn the fifth 
class as unreasonable to the extent it exceeds 80 per cent of 
fifth class, which is the equivalent of sixth class. 

Specifically, he said the fifth class rates on manufactured 
iron and steel articles from points in the Pittsburgh district 
to St. Louis and points in Indiana and Illinois should be found 
unreasonable to the extent that they exceeded 80 per cent of 
fifth class, or the equivalent of sixth class rates. A further 
proposal was that the Commission should find commodity rates 
on the same articles from Illinois and Indiana points to the 
same destinations, in many instances, to be productive of un- 
lawful preference, prejudicia and discrimination. He said that 
no order should be entered but that the parties should be given 
an opportunity to work out a general revision of the rates in 
question to the end, that in the aggregate, they would approx- 
imate the basis proposed, from the Pittsburgh district. 

The complaint alleged that the fifth class rates from the 
Pittsburgh district to St. Louis and points in Indiana and in 
Illinois (except the northern quarter) were unjust and unreason- 
able and that the maintenance, from points in the Chicago 
district (including Joliet, Gary and Indiana Harbor), and from 
Fort Wayne, Kokomo, Anderson, Vincennes and Terre Haute, 
to points in the destination territory in question, of commodity 
tates considerably lower than the fifth class rates, resulted in 
undue preference and prejudice and in unjust discrimination 
against interstate commerce. Disque said the prayer was for 
“proper” rates for the future. 

Producers and consumers of iron and steel, and various 
organizations of shippers, and commercial interests in Illinois, 
Indiana, southern Wisconsin, and on the Mississippi River in 
Iowa and Missouri, Disque said, intervened to combat the alle- 
gation of undue prejudice and unjust discrimination, and to 
oppose the grant of any relief that might result in a disturbance 
of the rates on iron and steel from the Illinois and Indiana 
points to the affected destination territory. 

The Buffalo Chamber of Commerce and manufacturers of 
iron and steel in that vicinity, he said, intervened to urge 
that whateyer rate reductions might be accorded the Pitts- 
burgh district should likewise be required from the Buffalo 
district, both districts being in one group at present insofar 
as the rate in question were concerned. The Wheeling Steel 
Corporation, he said, intervened for a similar purpose, seeking 
a continuance of the Pittsburgh basis for Wheeling, Steubenville 
and other points in that vicinity. The Bethlehem Steel Com- 
pany intervened to seek for its plant at Johnstown, Pa., the 
benefit of any reduction that might be made from Pittsburgh, 
the existing rates from Johnstown being a differential of 1% 
cents over those from Pittsburgh. The Youngstown Chamber 
of Commerce intervened to seek the maintenance of the pres- 
ent differences in rates, Youngstown under Pittsburgh in the 
event reductions were required from Pittsburgh. Disque 
said there were also other interveners who did not declare their 
Positions nor take an active part in the proceedings. 

An attack upon the fifth class rate by the Pittsburgh inter- 
ests, the examiner said, had been in contemplation for a good 
Many years, but had been withheld because of a desire not 
to reduce the revenues of the carriers at a time when they 
could ill affordit. Disque declared the case involved all the 
manufactured iron and steel articles rated fifth class in Official 
Classification. He said the complainant contended that the ap- 
Plicable fifth class rates from Pittsburgh to many destinations 
West of the Indiana-Illinois line were unreasonable because 
they exceeded the scale prescribed in C. F. A. Class Scale case, 
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The largest amounts, combining principal and interest, were 
in favor of the Roane Iron Company. Awards of principal and 
interest, amounting to about $80,000, are to be paid to it by the 
Cincinnati, New Orleans & Texas Pacific. The largest award to 
the Roane Company is $32,353, on which interest amounting to 
$22,753 is allowed. 

The Citico Furnace Company, the only other complainant 
dealt with in this report, was awarded a principal amount of 
$1,577 against the Cincinnati, New Orleans & Texas Pacific. 
Interest on that sum, amounting to $1,244, was also awarded. 

The Commission, in answer to objection to awards to the 
two companies, on the ground that they had not filed any claims 
prior to the last hearing, said the companies were parties to the 
original and all subsequent proceedings in the case. 


45 I. C. C. 254, in which Mr. Disque was the examiner who 
made up the so-called Disque scale. To illustrate his point, he 
said the fifth class rate from Pittsburgh to St. Louis at present 
was 43 cents, whereas if the C. F. A. scale were applied, a 
rate of 38.5 cents would result. He said the differences were 
less marked at destinations in central and eastern Illinois. 
Disque said, in extenuation of what the carriers had done that 
while the scale was intended and did apply from Pittsburgk to 
Chicago and to points east of the Indiana-Illinois line, it was 
not intended for general use in arriving at rates from the Pitts- 
burgh-Buffalo zone to points west of the Indiana-Illinois state 
line, except to points taking less than 103 per cent of the 
New York-Chicago rate on traffic from trunk line territory. 
The carriers’ plan of making the rate from the Pittsburgh-Buf- 
falo zone with relation to the New York-Chicago adjustment, 
he said, was approved in order not unduly to disturb rates 
between central and trunk line territories. It was hoped at 
that time, he added, that the carriers within a reasonable period, 
would bring the C. F. A. and the C. F, A.-Trunk Line adjustments 
into harmony but that that had not yet been accomplished. The 
situation needed treatment, he said, but it could not be ade- 
quately dealt with in this case. He said the carriers were 
now being pressed by the Commission for an early adjustment 
of the class rate between C. F. A. and Trunk Line territories 
and that it was believed the public interests would best be 
served by awaiting the outcome of their proposal. Moreover, 
he said, as both adjustments were prescribed as reasonable 
in the C. F. A. Class Scale Case, the Pittsburgh-Illinois adjust- 
ment was no less sacred than the former. 

The situation with which the report deals in a pointed 
manner is that brought about by the action of the Western 
Classification territory lines in making rates from the Illinois 
points on a basis lower than Official Classification lines and the 
action of lines in Illinois and Indiana whereby they elected to 
meet the competition of the western lines in some degree but 
refused to meet it in other phases. He said that it was undis- 
puted that almost throughout the country by far the greater 
proportion of the iron and steel movement was under com- 
modity rates. He said it should be said, however, that, particu- 
larly in the west and south, the commodity rates were due to 
the fact that the class rates were so high that they moved 
but comparatively little carload traffic of any kind, and also 
to the fact that the carriers deemed them necessary to meet 
competition and other special conditions. He said that it was 
not ordinarily the policy of carriers to depart from the class 
basis without a good business reason, but that that did not 
mean that the class rates were reasonable, or that the com- 
modity rates were less than reasonable. 

The complainant, Disque said, regarded the rates from the 
Indiana-Illinois points are reasonable, and asked for comparable 
rates from the Pittsburgh district. 


“Do the relatively lower rates from the Indiana-Illinois pro- 
ducing points than from the Pittsburgh district result in undue 
preference and prejudice and in unjust discrimination against 
interstate commerce, in violation of Section 2, 3 and 13 of the 
act,” is the question Disque propounded for answer by himeelf. 
He said competition between the complainant and the producers 
in Illinois and Indiana existed throughout the destination terri- 
tory. He said that in the past twenty years, due to various 
causes, but principally to the general percentage increases, the 
rates from the Pittsburgh district had been subjected to much 
greater increases in cents per hundred pounds than had the com 
modity rates from the Illinois and Indiana producing points. He 
pointed out that from a difference of 8.5 cents per hundred pounds 
in rates from Chicago and Pittsburgh to St. Louis, in 1901 it 
had gone up to 25.5 cents against Pittsburgh in 1924. Tle 
said a large amount of business was not sold on the Pitts- 
burgh basis. The delivered price in St. Louis on the most 
important articles, he said, was generally the Chicago price 
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plus freight. Therefore, he said, the Pittsburgh interests had 
to absorb the difference which amounted to $5.10 per ton 
now as compared with $1.70 in 1901. He said the record showed 
that in recent years the business from the Pittsburgh district 
had fallen to a mere fraction of its former volume. 
The lower rates from Illinois and Indiana points, he said, 
had resulted from a policy followed by certain carriers to foster 
the development of industries on their lines. He grouped the 
railroads which had pursued policies that had an effect on the 
situation into two bodies: (a) the western lines, such as the 
Illinois Central and the Chicago & Alton, serving many of the 
Illinois points and St. Louis; and (b) central territory lines, 
such as the Baltimore & Ohio and the Pennsylvania, serving 
the territory in general between Pittsburgh and the Mississippi 
River. He said the policy of the western lines had been to 
build up Illinois industries. Their rates, he said, had tlieir 
origin mainly in commercial requirements. He said not only 
were they much lower than fifth class but that they generally 
disregarded distance and other transportation conditions. The 
policy of the central territory lines, he said, was to hold their 
rates on the fifth class basis wherever possible but that the 
competition between them and the Illinois lines and competition 
among the Illinois and Indiana producers had compelled them 
from time to time, as a business proposition, to establish, within 
Illinois and to a certain extent within Indiana, and between 
Illinois and Indiana points and between those points to St. 
Louis, rates on substantially the same general level as those 
of the Illinois carriers. As among the Illinois and Indiana pro- 
ducers, he said, it appeared that the present adjustment was 
reasonably satisfactory. The Indiana and Illinois interveners, 
he said, contended that transportation conditions in their part 
of the country were more favorable than those surrounding fhe 
movement from the Pittsburgh district. The central territory 
lines opposed any reduction. 


The defendants, Disque said, expressed some apprehension 
as to revenue effects of a substantial reduction on the heavy 
volume of traffic directly and indirectly involved. He admitted the 
reduction from and to the points embraced in this case probably 
would call for reductions from and to all points where the fifth 
class basis applied and that rates on articles of iron and steel 
not included in the so-called manufactured list here in question 
might likewise be affected. The revenue effects of reduced 
rates from the Pittsburgh district, he said, probably would be 
largely offset by increased tonnage therefrom while the effects 
of increased rates from the Illinois and Indiana points probably 
would be offset, to a considerable extent, by reduced tonnage 
therefrom, so that neither the individual carriers nor the car- 
riers in the aggregate would be as much affected by a rate- 
levelling process as might appear at first blush. 

In conclusion, he said the record established that the pres- 
ent rates from Pittsburgh were unreasonable to the extent 
hereinbefore indicated. He said that upon an appropriate 
record, it might be found proper to differentiate as between the 
high grade and the low grade, between the finished and the 
unfinished, and between the heavy loading and the light load- 
ing articles dividing them into two or more groups taking 
different ratings. He said the finding here should be without 
prejudice to a different finding in a case where that question 
might be tried out. 


The above basis, he sajd, should also be found reasonable 
from Johnstown, Buffalo, Wheeling, Benwood, Steubenville, 
Youngstown, and related points, except that rates from Johius- 
town might be continued of the long-standing differential of 1.5 
cents over Pittsburgh so long as rates from other producing 
points in general east and west of, but near the Pittsburgh 
district were differentially related to the Pittsburgh rate. He 
said the failure to accord Youngstown a differential basis, 
while other points had such a basis, needed explanation, but 
that it was not in the issue in this case. 


Disque said there was no basis for a finding under section 
13 that the intrastate rates in Illinois and Indiana resulted in 
unjust discrimination against interstate commerce, for the rec- 
ord did not show that they were “made or imposed by the 
authority of any state or initiated by the President during the 
period of federal control,” a necessary condition precedent to 
the exercise of power under that section. Nor were there any 
facts of record, said he, that would support a finding of unjust 
discrimination under section 2 of the act. 

In view of the fact that the central territory lines, in many 
instances, were not necessary participants in the rates from 
Illinois points and were not responsible for the policies and rates 
of the western lines, he said, and further, that in view of the 
fact that the western lines were not necessary participants in 
the rates from the Pittsburgh district to many of the destin- 
ations in question, there might be some doubt about the Com- 
mission’s power, in this proceeding, to make a valid finding 
of undue preference under section 3 with respect to the com- 
presi rates in the aggregate from the Illinois and Indiana 
points. 

“The fact that the rates of the central territory lines from 
Illinois and Indiana points are made to keep those lines and 
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the producing points which they serve on a practical parity 
with their Illinois competitors,” said Disque, “does not justify 
relatively lower rates from the Indiana points than from the 
Pittsburgh district. The central territory lines, having met 
the competitive situation created by the western lines from the 
Illinois and Indiana points, are in no position to refuse a sim- 
ilar basis of rates for application from producing points of 
Indiana.” : 

A valid order under section 3, he said, could be made that 
would remove a very large part of the difficulty under which 
the complainant was laboring but if the preference were re- 
moved only in part, it would, no doubt, result in an intolerable 
situation in Illinois and Indiana, for, assuming that the sixth 
class basis were applied from the Pittsburgh district, many of 
the rates from Indiana and Illinois points would have to be 
raised to the sixth class basis, while others might be left 
as they were. Illinois and Indiana, he said, would become a net 
work of high rates and low rates, and present a situation that 
would be highly objectionable to both shippers and carriers, 

“Such a situation should not be eountenanced,” said the 
examiner. “They are certainly within the reach of the law. 
The conflicting rate policies that are at the bottom of this 
case must be harmonized. The day is past when such things 
may be permitted to interfere with commerce. Even though 
there may be a doubt about the Commission’s power in this 
particular proceeding, to make a valid order with respect to 
the situation as a whole, the Commission should have no hesi- 
tancy in declaring under its broad powers, that the adjust- 
ment in general is so unwholesome, unjust, and unfair and so 
productive of unlawful preference, prejudice and discrimination 
that it must be immediately corrected. 

“The sixth class basis, which is 80 per cent of fifth class, 
should be ordered into effect from the Pittsburgh district forth- 
with and if that exact basis, which has much to commend it, 
is not acceptable from the Illinois and Indiana points, the in- 
terested parties, including the Illinois Commerce Commission 
and the Public Service Commission of Indiana, should be given 
sixty days from the date of service of the final report to confer 
and work out a new adjustment from those points so that on 
the whole the rates will approximate 80 per cent of fifth class. 

“The Commission has the necessary remedial power and 
should not let loose of this situation until it is corrected, regard- 
less of what may be the Commission’s powers in this case. If 
the suggested conference fails, the situation can be reached 
in another proceeding; for instance, one having for its object 
the fixing of reasonable, minimum interstate rates in the Illinois 
district and between that district and Indiana points, and the 
fixing of intrastate rates within Illinois and Indiana in harmony 
therewith under section 3 of the act to avoid undue preference 
of intrastate traffic. It is hoped, however, that the parties 
will approach the situation broadly with a spirit of mutual help- 
fulness and that the circuity of further formal proceedings 
will be obviated.” 


CAST IRON TOY RATING 

The ratings on cast iron toys in Official and Southern Clas- 
sification territories have been proposed for condemnation as 
unreasonable by Examiner John P. Money in No. 14879, Grey 
Iron Casting Company, et al. vs. Alabama & Vicksburg, et al. 
Money said the Commission should find that the existing ratings 
are unreasonable to the extent they exceed second ¢lass in less 
than carloads in Southern classification and fourth class, min- 
imum 30,000, subject to Rule 34 of the Consolidated Classifica- 
tion in carloads in Official and Southern Classification territories. 


LUMBER REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner David P. Copenhafer, in 
No. 15051, Prairie Oil & Gas Company vs. Atchison, Topeka & 
Santa Fe Railway, et al., as to rate on lumber and the charges 
thereunder from Ranger, Tex., to Drumright, Burbank, Copan, 
Deer Creek and Temple, Okla., imposed in July, August and 
October, 1921. He said the rate was unreasonable to the extent 
it exceeded 39 cents to which reparation should be awarded. 


CLAY CASE DISMISSED 


Examiner Myron Witters has recommended the dismissal 
of No. 15335, Niagara Wallpaper Company et al. vs. Macon, 
Dublin & Savannah, et al., on a finding that rates on cl"y 
from Dedrick, McIntyre, and Dry Branch, Ga., to Niagara Falls, 
N. Y. and New Brighton, Pa., are not unreasonable. 


COAL REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Burton Fuller, in No. 
14907, Pittsburgh & Conneaut Dock Company vs. Pennsylvania, 
and a sub-number thereunder, Pittsburgh Steamship Company. 
vs. Pennsylvania, et al., as to rates on coal in the spring, sum- 
mer and fall of 1922, from Leesburg, Pa., to Conneaut Harbor, 
Ohio. The Examiner said the Commission should find the rates 
unreasonable to the extent they exceeded $1.68 prior to July 
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1, 1922, and $1.51 thereafter, and that the lake cargo coal rate 
was unreasonable to the extent that it exceeded $1.34. The 
complainants sought reparation to the basis of the subsequently 
established rate on shipment to Conneaut Harbor proper and 
for trans-shipments beyond. The examiner so recommended. 


LAW NOT VIOLATED 


An order of dismissal has been recommended by Examiner 
Leo J. Flynn in No. 15312, Leslie Brothers Lumber Company vs. 
Pennsylvania, et al., on a finding that the loss sustained by 
the complainant in connection with the shipment of a carload of 
yellow pine lumber which was sold by the carriers and the pro- 
ceeds applied to the payment of accrued charges had not been 
shown to have resulted from any violation of the interstate 
commerce act. In this case the consignee refused a shipment 
and no provisions were made for paying the accrued charg; as 
a condition precedent to reconsignment as provided by the 
reconsignment tariff. The carriers, therefore, sold the shipment, 
as the examiner said they had a right to do. He said no viola- 
tion of the interstate commerce act could be predicated on the 
facts shown. 


REPARATION ON FUEL OIL 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner Bronson Jewell in No. 15374, 
Globe Light & Power Company et al. vs. Arizona Eastern et al., 
as to rates and charges on fuel oil from Burkburnett and Wichita 
Falls, Tex., and Beckett, Okla., to Glove, Ariz. A rate of 59.5 
cents was charged on fifteen carloads shipped between August 11 
and November 14, 1921. The examiner said that rate should be 
held unreasonable and otherwise unlawful to the extent it 
exceeded 50 cents. 


ORANGE RATES UNREASONABLE 

Examiner J. P. McGrath, in No. 15122, Gulf Coast Citrus 
Exchange et al. vs. Louisville & Nashville et al., said the Com- 
mission should find unreasonable, rates on oranges from Grand 
Bay, Irvington, Bay Minette, Loxley, Silver Hill and Foley, Ala., 
to destinations in Central and Western territories to the extent 
they exceeded rates established December 25, 1923, and award 
reparation on shipments made in 1922 and 1923. 


FABRICATION IN TRANSIT 


Examiner F. W. McM. Woodrow, in a report on No. 15141, 
Maloney Tank Manufacturing Company vs. Baltimore & Ohio 
et al., said the Commission should find that fabrication in 
transit at Tulsa, Okla., of steel plates shipped from Gary, Ind., 
to Sunburst, Mont., was permissible under the tariffs at the 
through rate from Tulsa, plus the fabrication charge of 2 cents 
per 100 pounds. The privilege of fabrication was denied. Wood- 
row said the Commission should find that the rate assessed 
was illegal and that the applicable rate of $2.185 plus the 2-cent 
fabrication charge was applicable. He said the Commission 
should award reparation to $673.69 with interest. 


CLAIMS FOUND BARRED 


Attorney-Examiner William B. Hunter has recommended 
the dismissal of No. 13739, Tulsa Fuel & Manufacturing Com- 
pany vs. Director-General, Atchison, Topeka & Santa Fe et al., 
on a finding that the complaint for reparation on shipments 
made in the federal control period were filed more than one 
year after the termination of federal control and therefore 
barred under section 206 (c) of the transportation act. The claim 
was that the joint Class C rate of 50 cents on zinc concentrates 
from Minnequa, Colo., to Collinsville, Okla., in March, 1918, 
were in violation of the first three sections of the interstate 
commerce law, and section 10 of the federal control act, 


JACKSON, MISS., RATES 


Assistant Chief Examiner Chas. F. Gerry has recommended 
the dismissal of No. 13984, Jackson Traffic Bureau vs. Akron, 
Canton & Youngstown et al., on a finding, without prejudice, 
that certain commodity rates from points in central territory 
to Jackson, Miss., in Kelly’s I. C. C., 1201 (now Jones’ I. C. C, 
1201), had not been shown to be unreasonable, unjustly dis- 
criminatory or unduly prejudicial. He said the dismissal should 
be without prejudice to any different conclusion that might be 
reached as to class rates in the Southeastern Class Rate In- 
vestigation, No. 13494. 


HANDLING CASE DISMISSED 
_ Attorney-Examiner John McChord has recommended the 
dismissal of No. 15168, New Orleans Export Company, Lid., vs. 
Illinois Central, on a finding that charges for handling cotton- 
seed cake over the Illinois Central piers at New Orleans are 
hot unreasonable or otherwise unlawful. 


DEMURRAGE REPARATION 


Examiner J. P. McGrath, in No. 14198, Southwestern Mill- 
ing Company vs. Washington & Old Dominion, said, the Com- 
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mission should find unauthorized in part demurrage charges 
assessed on a carload of bran at Purcellville, Va. He said the 
Commission should further find that the applicable demurrage 
charges on this and three other carloads of bran at that point, 
imposed in August and September, 1920, were unreasonable to 
the extent they exceeded $2 for the first four days and $5 per 
day thereafter, and award reparation. 


BLACKSTRAP RATE BASIS 


Rates made 85 per cent of sixth class for application on 
blackstrap from eastern seaboard cities to Pittsburgh have been 
recommended by Attorney-Examiner William A. Disque in No. 
15060, Dwight Hamlin, Inc., vs. Pennsylvania et al. . He said 
the Commission should find sixth class rates unreasonable but 
not unduly prejudicial. 

“Sixth class is just naturally too high a basis for a com- 
modity like blackstrap molasses,” said Mr. Disque. The rec- 
ord established, he said, that the rates were unreasonable to 
the extent they exceeded 85 per cent of the sixth class rate. 
He said there was no basis for a finding of undue prejudice 
and recommended the establishment of rates on the basis indi- 
cated. 


COCOANUT OLEIN RATES 


A fifth class rating on cocoanut olein, carloads, from 
Bayonne, N. J., to points in Southern Classification territory 
has been recommended by Examiner Paul O. Carter, in No. 
15405, Best Foods, Inc., formerly the Nucoa Butter Company, 
vs. Central Railroad Company of New Jersey et al. The com- 
plaint alleged that the third class rating in the two years pre- 
ceding the filing of complaint and the rates thereunder were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
Carter said the rating was not unjustly discriminatory or unduly 
prejudicial. 





SWITCHING OVERCHARGES 


Attorney-Examiner W. D. Hunter in No. 13660, Butterworth- 
Judson Corporation vs. Director-General and Central Railroad 
of New Jersey, said the Commission should find a local switch- 
ing rate of 30 cents per ton applicable on carload movements 
between divisions of complainant’s plant at Newark, N. J., 
while the railroads were under federal control, not unreason- 
able. He said the Commission should find that on carloads on 
which a higher rate was collected were overcharged and award 
reparation. 


UNDUE PREJUDICE FOUND 

A finding of undue prejudice and an order for its removal 
have been recommended by Examiner Paul O. Carter in No. 
15478, Summerville Iron Works vs. Central Railroad of New 
Jersey, as to rules and regulations maintained by the defendant 
at Piers Nos. 10, 11, 39, 46 and 81, North River, New York, 
restricting delivery of cast iron soil pipe, carloads, at those 
piers. He said the regulations were not unreasonable or un- 
justly discriminatory but merely unduly prejudicial. 


DEMURRAGE CHARGES ILLEGAL 

A finding of illegality and an award of reparation have 
been advised by Examiner Chas. R. Seal, in No. 15408, Milne 
Lumber Company vs. Cleveland, Cincinnati, Chicago & St. Louis, 
et al., as to demurrage charges collected for the detention of 
one car of lumber at Cleveland from July 1, 1922 to August 7, 
1923. The applicable demurrage tariff, he said, provided that 
demurrage would not be assessed for detention of cars where 
the carrier’s agent demanded payment of transportation charges 
in excess of tariff authority. He said the charge billed against 
the car at Cleveland admittedly included an overcharge of $5 
and that the detention of the car at that point was due primarily 
to the dispute over that question. 


REPARATION ON WHISKEY 


A finding of inapplicability and an award of reparation 
have been proposed by Examiner W. M. Cheseldine, in No. 15547, 
Woolner Distilling Company vs. Director-General, and Minne- 
apolis & St. Louis, as to the rates charged on whiskey, alcohol, 
brandy and gin in carloads from Peoria to Minneapolis and St. 
Paul in the period between March 8, 1918 and June 12, 1919. 
Second-class any-quantity rates were applied. The question 
of limitations on account of value was involved. The examiner 
said that under the law (second Cummins amendment) the 
Commission should find that the commodity rates stripped of 
unlawful limitations of value were legally applicable and that 
the shipments were overcharged. 


MID-WEST REGIONAL ADVISORY BOARD 


The Mid-West Regional Advisory Board will meet in Chi- 
cago at the Great Northern Hotel, May 21. 
be open to the public. 


The meeting will 
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COMMISSION ORDERS 


The complainant’s petition for rehearing in No. 18769, Globe 
Grain & Milling Company vs. Director General, has been denied 
by the Commission. 

The complainant’s request for reconsideration of No. 14241, 
Krauss Brothers Lumber Company vs. Director General, A. C. 
L. R. R. et al., has been denied. 

The petition for rehearing and reconsideration filed by the 
Romeo Stores Company, complainant in No. 13267, San Luis 
Valley Federation of Commerce et al. vs. Director General, 
D. & R. G. W. R. R. et al., has been denied. 

The Commission has denied the complainant’s request for 
rehearing in No. 15056, Central Pennsylvania Lumber Com- 
pany vs. Tionesta Valley Ry. et al. 

The complainant’s petition for rehearing in No. 14512, 
American Radiator Company vs. Director General, has also 
been denied by the Commission. 

The Commission has denied the complainant’s request for 
rehearing in No. 13457, American Stockmen’s Supplies Associa- 
tion vs. C. R. I. & P. Ry. et al. 

The Commission has denied the complainant’s motion to 
dismiss the absorption phase of the complaint in No. 12798, 
Galveston Commercial Association vs. G. C. & S. F. Ry. et al., 
however, without prejudice to the right to present the question 
at the argument in the case. 

The Director General’s petition for reargument, reconsid- 
eration or revision of No. 12727, Fairbanks, Morse & Company 
vs. Director General, has been denied by the Commission. 

The proceedings in No. 11894, Indiana rates, fares and 
charges, have been reopened for further hearing on the question 
of whether the intrastate rates on sand and gravel, C. L, 
from pits of the Neal Gravel Company and the Carmichael 
Gravel Company, near Attica, Ind., to Attica, in effect prior 
to March 24, 1921, were related to interstate rates in such 
manner as to contravene the provisions of the interstate com- 
merce act; and, if so, what maximum or minimum rates would 
have resulted in a basis under which no provisions of the act 
would have been contravened. 

On the defendants’ request, the proceedings in No. 14247 
(and Sub. No. 1.) Wadhams Oil Company et al. vs. C. & N. W. 
Ry. et al., have been reopened for further oral argument. — 

The Commission has denied the complainant’s petition for 
reargument in Nos. 13891 (and Sub. Nos. 1 to 5, incl.), Atlas 
Portland Cement Company vs. C. R. R. of N. J. et al. 

The Commission has further modified its original order in 
No. 12530, In re distribution among coal mines of privately 
owned cars and cars for railroad fuel, so as to make it effective 
on August 1. 

The Commission has postponed the effective dates of its 
orders in No. 12969, Divisions received by Brimstone Railroad 
& Canal Company, and has reopened the proceeding for further 
hearing and for the purpose of conducting a cost study. 

The Commission has denied the petition filed by the Iola 
Cement Mills Traffic Association and Atlas Portland Cement 
Company of Kansas asking for rehearing, reargument, etc., in 
No. 14936, Iola Cement Mills Traffic Association et al. vs. Ar- 
kansas Western Ry. et al. 


The defendants’ petition for reconsideration in No. 13915, 
E. L. Palmer vs. Missouri Pacific R. R. et al., has been denied. 

The Commission has revoked, as of May 10, 1925, its Spe- 
cia] Permission No. 48280 and any other of its orders authoriz- 
ing the alternative application of the aggregate of intermediate 
rates versus through rates. 


The Johnson County Brick Company, Kansas Gas Belt Brick 
Manufacturers’ Association, and the Harrisonville Brick & Tilé 
Company have been permitted to intervene in No. 15738, Acme 
Brick Company et al. vs. Abilene & Southern Ry. et al. 


The Commission has amended its vrder in No. 14661, South- 
western Interstate Coal Operators’ Association et al. vs. Arkan- 
sas Western Ry et al., so as to permit the establishment of the 
rates prescribed on 10 days’, instead of thirty days’ notice. 


The Kansas City Wholesale Grocery Company, Abner Hood 
Chemical Company and John T. Kennedy Sales Company have 
been permitted to intervene in No. 14261, Loose-Wiles Biscuit 
Company vs. Santa Fe Ry. et al. 

Francis B. James has been permitted to intervene in No. 
14514, Shreveport Creosoting Company vs. Louisiana & Pacific 


Ry. and Director-General, for the sole purpose of filing a brief, 
as amicus curie. 


The petition for reargument filed by the Clay Products 
Traffic Association of the St. Louis District in Docket Nos. 
14019, Davis Fire Brick Company et al. vs. B. & O. R. R. et al, 
and 14249, Chicago Retort & Fire Brick Company vs. C. R. I. 
& P. Ry. et al., has been denied; however, the Commission’s 
order in No. 14249, entered on February 5, has been modified 
so that it will become effective on June 8 on twenty days’ no- 
tice and filing. 

The Commission’s order in No. 14167, Chicago, Milwaukee 
& St. Paul Railway Company vs. Union Pacific R. R. et al., has 
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been modified so that it will become effective on August 19 
instead. of on June 10 as originally ordered. : 


-.& Company has been permitted to intervene in No 


Armour 
15728, Sioux City Live Stock Exchange vs. C. & N. W. Ry., et al 
The Indiana Coal Traffic Bureau has been permitted to in. 
tervene in Nos. 15817 (and Sub. Nos. 1 to 5, inclusive), Hoopes- 
ton Grain and Coal Company vs. C. & E. I. Ry. et al. 


FINANCE APPLICATIONS 


The Maryland & Delaware Coast Railway Company has ap- 
plied to the Commission for authority to acquire and operate 
an existing line of railroad heretofore operated by the Mary. 
land, Delaware & Virginia Railway Company between Denton, 
Md., and Lewes, Del., a distance of approximately 40 miles, 
The company said that application would be made for authority 
to issue 17,500 shares of stock of no nominal or par value and 
$350,000 of first mortgage 6 per cent sinking fund gold bonds. 
The stock will be used as part payment for the purchase of 
the railroad and proceeds from the sale of $300,000 of the 
bonds will be used to complete the payment, purchase neces. 
sary equipment, and for other corporate purposes. 

The Atchison, Topeka & Santa Fe Railway Company has 
applied to the Commission for the approval and authorization of 
acqusition of control by applicant of the California Southern 
Railroad Company by the purchase of capital stock under para- 
graph (2) of. section 5 of the interstate commerce act. The 
Santa Fe already controls the California Southern under a ten- 
year lease and the present owner of the capital stock is the 
Santa Fe Land Improvement Company, whose capital stock is 
owned by the Santa Fe. The Santa Fe said no useful purpose 
was served by the capital stock being held by the land company 
and that the public interest would be best served by vesting 
the ownership of such capital stock directly in the Santa Fe. 

The Chicago, Burlington & Quincy and the Deadwood 
Central Railroad Company have applied to the Commission for 
authority to abandon the Deadwood’s electric trolley line be- 
tween Deadwood and Lead, S. D. The Burlington has operated 
the line since 1893. The applicants said the traffic was insuf- 
ficient to pay the cost of operation. 

The Statenville Railway Company has applied for auithor- 
ity to abandon its line from Haylow to Statenville, Ga., a dis- 
tance of 14 miles, on account of heavy losses sustained in the 
operation of the road. 


The United Telephone Company, the Consolidated Tel- 
ephone Company and the St. Francis Telephone Company 
have applied to the Commission for approval of acquisition by 
the United Telephone Company of the properties of the other 
petitioners in Kansas. 


The Chicago, Indianapolis & Louisville has applied for per- 
mission to issue $1,061,000 of first and general mortgage six 
per cent gold bonds to reimburse its treasury for expenditures 
from income. 


Authority has been requested by the Osage Railway to 
issue and sell 2,558 shares of its capital stock. The proceeds 
are to be used to reimburse its treasury for expenditures made 
in extending its line from Shidler to Lyman, Okla. 


Application has been made by the Susquehanna & New 
York for permission to lease the Tionesta Valley, from Shef- 
field to Hallton, Pa. The track to be leased is 77 miles long. 

The Asherton & Gulf has asked for a certificate of public 
convenience and necessity to extend its present 32-mile rail- 
road for a distance of 208 miles, making a railroad 240 miles 
long, from Del Rio to Corpus Christi, Tex. Extensions would 
be built from each of its present termini. 


The Bell Telephone Company of Pennsylvania has asked 
permission to buy certain of the physical properties of the 
Petroleum Telephone Company for $32,354 and to sell certain 
of its physical property to the Petroleum company for $190,000. 

The Statesboro Northern has asked permission to acquire 
a line of railroad which was originally a part of the Savannah, 
Augusta & Northern. The line to be acquired extends from 
Stevens Crossing to Statesboro, N. C., a distance of 40 milés. 
The applicant proposes to sell its entire capital stock, consist- 
ing of 200 shares, at par, $120,000 of first mortgage 6 per cent 
five-year bonds, and use the proceeds to pay for the line it 
has arranged to buy. 


ABANDONMENT OF LINE 

The New York, New Haven & Hartford has been authorized 
by the Commission to abandon a branch line of railroad extend- 
ing from Harrison Square to Mattapan, a distance of 4.20 miles, 
in Suffolk and Norfolk counties, Mass., on condition that the 
branch be sold to the city of Boston. The branch is owned by 
the Old Colony Railroad Company and has been operated by 
the New Haven under a 99-year lease. The Commission said 
the proposed abandonment was in furtherance of plans for pro- 
viding a comprehensive rapid transit system for the Dorchester 
district of Boston. The Massachusetts legislature has author- 
ized Boston to buy the line for not more than $1,000,000. 
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REDUCED AGRICULTURAL RATES 


The Trafic World Washington Bureau 


After brief consideration, the Senate, May 12, adopted a 
joint resolution offered by Chairman Smith, of the Interstate 
Commerce Committee, declaring agriculture to be the basic 
industry of the country and directing the Commission to effect 
such lawful changes in the rate structure of the country as to 
permit the movement of products of agriculture and livestock 
at the lowest possible lawful rates compatible with the main- 
tenance of adequate transportation service. The language of 
the resolution is different from that used in the resolution re- 
ported by the interstate commerce committee. The resolution 
was sent to the House and it is expected that it will be passed 
in some form by the House. 

Senator Capper, in a statement, said Congress must pass 
four measures designed to relieve the farmer before adjourn- 
ment. Three of the measures relate to stabilization of prices, 
while the fourth is the resolution passed by the Senate direct- 
ing the Commission to readjust rates. Capper made no men- 
tion of repeal of section 15a as one of the things that must be 
done before adjournment. 


The text of the Smith resolution follows: 


Resolved, by the Senate and House of- Representatives of the 
United States of America in Congress assembled, that it is hereby 
declared to be the true ‘policy in rate making to be pursued by the 
Interstate Commerce Commission in adjusting freight rates, that 
the conditions which, at any given time, prevail in our several in- 
dustries should be considered in. so far as it is legally possible 
to do so, to the end that commodities may freely move with fair 
profit to the producer and sold at a reasonable price to the consumer. 

It is further declared that agriculture is the basic industry of 
this county and that it is the policy of Congress to promote, en- 
courage, and foster that industry, and especially in rate making dur- 
ing the existing depression in agriculture. In furtherance of these 
policies the Interstate Commerce Commission is hereby directed, 
with the least practicable delay, to effect such lawful changes in 
the rate structure of the country as will promote the freedom of 
movement by common carriers of the products of agriculture, in- 
cluding livestock, at the lowest possible lawful rates compatible with 
the maintenance of adequate transportation service; provided, that 
no investigation or proceeding resulting from the adoption of this 
resolution shall be permitted to delay the decision of cases now 
pending before the Commission involving rates on products of agri- 
culture, and the policy herein stated shall be applied in such de- 
termination as soon as possible. 


The text of the Smith agricultural rate resolution as re- 
ported from the interstate commerce committee follows: 


Resolved, ete., That agriculture is hereby declared to be the basic 
industry of this country; and that it is the policy of Congress to pro- 
mote, encourage, and foster the agricultural industry, in. furtherance 
of which the Interstate Commerce Commission is hereby directed, with 
the least practicable delay, to effect such lawful changes in the rate 
structure of the country as will promote the freedom of movement 
by common carriers of the products of agriculture, including live- 
stock, at the lowest possible rates: Provided, That no investigation or 
proceedings resulting from the adoption of this resolution shall be 
permitted to delay the decision of cases now pending before the com- 
mission involving rates on products of agriculture, and the policy 
herein stated shall be applied in such determination as soon as 
possible. 


When the resolution was reached on the calendar May 12, 
Chairman Smith offered an amendment in the nature of a sub- 
stitute which he said had been prepared jointly by Senator 
Cummins and himself and which had been approved by mem- 
bers of the committee. The substitute as heretofore set forth 
was agreed to by the Senate. 

Senator Watson, of Indiana, remarked that the substitute 
was “quite an amendment.” Chairman Smith insisted, how- 
ever, that there was no new proposition involved in it. 

“It is simply a’direction to the Interstate Commerce Com- 
mission,” said he, “that whenever there is a depression in any 
of the basic industries of the United States, as there has been 
in agriculture, the Commission should take cognizance thereof 
and regulate the rates so as to facilitate the movement of 
products of that industry.” 


The discussion of the resolution proceeded as follows: 


SENATOR CUMMINS—I have collaborated somewhat with my 
friend the senator from South Carolina with respect to this subject. 
I believe the substitute announces a sound principle of rate making. 
I think it is applicable not only to the agricultural situation as we 
Now find it, but it is applicable as well to the movement of every 


a. gaa commodity, and I very sincerely hope the resolution will be 
ed. 


SENATOR KING—Let me ask the senator if he believes it wise 
for Congress to announce its purpose to “‘foster’’ any industry? The 
word “foster,” as the senator knows, may be given a wrong inter- 
pretation. The beneficiaries of unjust tariff rates announce that the 
s0vernment’s policy is to foster their manufacturing enterprises. The 
government should treat all industries and all classes in a just and 
fair manner. Of course, all must admit that br en ae gpd is the basis 
of our economic life and it must not be discriminated against. Some 
may assume that the word “foster” means bounties or bonuses. But 
of course that is not contemplated by the resolution. I agree with the 
Senator that agriculture is an industry of paramount importance. 
When it suffers from depression it causes profound solicitude among 
se people. I would object to a statement that it was the policy of the 
ederal government to foster manufacture, or to foster mining, or 
any industry, if it meant a legislative declaration that the federal 
government would use the taxing power to collect money from the 
People to support any enterprise or industry. It is the policy of the 
ederal government to ete the duties which devolve upon it 
under the Constitution of the United States. 


. 
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SENATOR CUMMINS—I gave no thought to the use of the word 
“foster.”” The resolution does not depend for its efficacy upon the 
use of that word. I think the word is used in the sense of being 
friendly, rather than in any other sense. The truth is that in the 
movement of commodities throughout the United States, railways and 
the regulating commissions of the Government ought to give attention 
to the conditions of the particular industry or interest. When agri- 
culture is depressed—that is to say, when farmers are unable to 
sell the products of their farms at a profit in order to encourage the 
continuation of the industry—then freight rates upon agricultural 
products should go down to the lowest possible point. 

SENATOR KING—I agree with the senator agg ing © and I think 
that the word ‘‘foster’’as used here will be given the interpretation 
intended by the committee. I have felt that the railroads have not 
sufficiently considered the depression in various industries and adjusted 
their rates to meet the situation. I believe that reductions in freight 
rates charged agricultural products would have proven advantageous 
to the | ge and also the railroads. The fact is that in many sec- 
tions of the country the rates were so high as to have prohibited the 
shipment of many kinds of agricultural procects. 

SENATOR SMITH—If the senator will allow me, I think the sen- 
ator from Iowa has expressed just what this substitute is in- 
tended to express, that in the sense that the government, through 
the agency of the railroads, can call the attention of the country to 
conditions, in that sense we foster. 


SENATOR KING—I am for the measure. 

SENATOR FLETCHER—May I inquire of the senator whether or 
not the Interstate Commerce Commission have not this authority 
and power now, whether presumably they do not do just what is 
indicated? We are merely giving emphasis to the policy. 

SENATOR CUMMINS—Undoubtedly the Interstate Commerce 
Commission has complete and adequate power to reduce freight 
rates in exact accordance with the declaration made by this joint 
resolution, and while the Interstate Commerce Commission has, since 
the ist of September, 1920, reduced rates upon agricultural products 
very markedly, yet I think it is wise again to call the attention 
of the commission and of the country to the principle which should 
underlie rate making in basic commodities. 

SENATOR BRUCE—As a member of the committee on interstate 
commerce I desire to say that I concurred in the favorable report 
on this joint resolution. I think that here is at least one thing that 
we can do for agriculture at the present time, and that a practical, 
timely thing. It is true that the Interstate Commerce Commission 
has the full power now to regulate railway rates on agricultural prod- 
ucts, but the tendency of this resolution would be to strengthen its 
hands and to make it just a little quicker that it would otherwise 
be to give some sort of lawful reasonable preference at this conjunc- 
ture to agricultural products when in course of transportation. 

I do not suppose that there is a human being in the world who 
has less sympathy than I have with visionary projects for the pro- 
motion of the agricultural interests of the country, but whenever an 
opportunity is presented to me to do something sensible, something 
practical, for the farmer I propose to avail myself of the opportunity. 
such an opportunity I think, has arisen in connection with this 
measure. ¥ 

SENATOR TRAMMELI-—TI think it is very wise that the Con- 
gress should emphasize the necessity of a consideration of agricul- 
ture as a basic industry in the rate structure and consider the con- 
ditions which surround this industry in making rates. In my own 
state we have suffered very much from excessive rates, and I am in 
hopes that this measure will emphasize and bring to the attention 
of the Interstate Commerce Commission the necessity for some pro- 
pr along lines that would give better rates to the people of my 

tate. 


The resolution was then placed on passage and approved 
without a record vote. 


HOCH RESOLUTION UP 


The Trafic World Washington Bureau 


The Hoch resolution directing the Commission to under- 
take an investigation of the freight rate structure for the pur- 
pose of removing “inequalities and injustices” found to exist, 
was May 13 ordered favorably reported hy the House commit- 
tee on interstate and foreign commerce. The purpose of the 
resolution is to bring about, if possible, lower rates on agri- 
cultural products. In that respect the resolution is not so 
direct as the Smith resolution, passed by the senate. 

Representative Hoch said he had no objection to the Smith 
resolution, but that he felt his resolution provided for a much 
more comprehensive handling of the subject. 

The Smith resolution had not been officially received by 
the House commitiee when it acted on the Hoch resolution, but 
it was discussed by the committee. 

The Hoch resolution may be offered in the House as a sub- 
stitute for the Smith resolution. Passage of the Hoch resolu- 
tion by the House under that procedure would result in both 
resolutions being considered in conference between the House 
and the Senate. 

There was no opposition to the Hoch resolution in the com- 
mittee. A special rule to bring the resolution before the House 
probably will be obtained. 

The text of the Hoch rate revision resolution as ordered 
favorably reported by the House committee on interstate and 
foreign commerce, follows: 


Whereas it is believed by many that as a result of economic and 
industrial changes and other developments affecting the various parts 
of the country and the various classes and kinds of commodities 
there now exist in the railroad freight rate structure injustices, in- 
equalities, and discriminations which tend to prevent the natural 
and proper development of the country as a whole and to give undue 
advantage to or impose undue burden upon various classes and kinds 
of commodities: Therefore be it 

Resolved by the Senate and House of Representatives of the 
United States of America in Congress assembled, That the Inter- 
state Commerce Commission is authorized and directed to make a 
thorough investigation of the rate structure of common carriers 
subject to the Interstate Commerce Act, in order to determine to 
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what exent and in what manner existing rates and charges may 
be unjust, unreasonable, unjustly discriminatory, or unduly prefer- 
ential, thereby imposing undue burdens, or giving undue advantage 
as between the various localities and parts of the country, the various 
classes of traffic, and the various classes and kinds of commodities, 
and to make, in accordance with law, such changes, adjustments, and 
redistribution of rates and charges as may be found necessary to 
correct any defects so found to exist. In making any such change, 
adjustment, or redistribution the commission shall give due regard, 
among other factors, to the general and comparative levels in market 
value of the various classes and kinds of commodities as indicated 
over a reasonable period of years, to a natural and proper development 
of the country as a whole, and to the maintenance of an adequate 
system of transportation. In the progress of such investigation the 
commission shall, from time to time, and as expeditiously as possible, 
make such decisions and orders as it may find to be necessary or 
appropriate upon the record then made in order to place the rates 
upon designated classes of traffic upon a just and reasonable basis 
with relation to other rates. Such investigation shall be conducted 
with due regard to other investigations or proceedings affecting rate 
adjustments which may be pending before the commission. 


In a statement explaining the purpose of the resolution, Mr. 
Hoch said: 


The resolution is based on the contention that the present fregiht 
structure is out of adjustment, that the burden is not properly dis- 
tributed either as between commodities or as between various sections 
of the country. It is contended that the freight rate on basic com- 
moégities, and particularly agricultural products in view of the agri- 
cultural depression, are higher than the traffic should fairly be called 
upon to bear. The maladjustments in the freight structure have 
been greatly increased by the flat horizontal freight increases made 
in recent years. The resolution directs the Interstate Commerce 
Commission to proceed at once to investigate the relative freights 
on various classes and kinds of commodities, and as between various 
parts of the country, and to make as expeditiously as possible the 
as necessary to correct the inequalities and injustices found 
ci) st. 

During federal control, on June 25, 1918, there was a flat increase 
in freights of 25 per cent throughout the whole country. In August, 
1920, there were further flat horizontal increases throughout the 
country, ranging from 25 per cent to 40 per cent. These increases 
have been especially heavy on the products of the farm, owing to 
the price deflation in these products, and the present structure does 
not give prgper weight to the question as to what the traffic can fairly 
bear. The resolution directs the Commission in making the adjust- 
ments to take into consideration, among other factors, the price levels 
of various commodities as indicated over a reasonable period of 
years. This involves giving greater consideration to the value of 
the service to the shipper than has perhaps heretofore been given. 
The resolution contemplates no unfairness to the railroads, but spe- 
cifically provides that in making these readjustments the maintenance 
of adequate transportation shall be given due regard, 

The resolution provides that this general inquiry shall not inter- 
fere with cases already pending wherein relief is asked in specific 
cases such for instance, as the grain case upon which extensive 
hearings were recently finished by the Commission, and upon which 
action by the Commission is anxiously awaited. The resolution also 
provides that the Commission is not to delay action in making ad- 
justments from time to time, and as soon as practicable, as the 
facts already developed warrant. 

This survey and readjustment of the freight structure has been 
earnestly urged by the great farm organizations, by the Joint Con- 
gressional Commission on Agricultural Inquiry, by a select commit- 
tee of the United States Chamber of Commerce, and by many experts 
who have made a close study of the freight problems. In his message 
to Congress in December, President Coolidge said upon this subject, 
“Competent authorities agree that an entire reorganization of the 


rate structure for freight is necessary. This should be ordered at 
once by Congress.”’ 


Representative Hoch reported to the House the resolution 
directing the Commission to investigate the freight rate 
structure. The committee report recommending passage of the 
resolution, prepared by Mr. Hoch, followed substantially his 


statement issued when the committee ordered the favorable 
report. 


FELTON REPLIES TO JOHNSON 


Senator Magnus Johnson and other radical public men are 
severely criticised for the railway policy advocated by them 
in an open letter written by S. M. Felton, president of the Chi- 
cago Great Western Railroad, to Senator Johnston in reply to 
a letter written by Senator Johnson to Mr. Felton. Mr. Felton 
asserts that the views expressed by Senator Johnson, in the 
latter’s letter of April 23, “completely disregard the actual facts 
regarding the present railway situation.” Referring to Senator 
Johnson’s statement that it seems to him “the only solution of 
the railroad question lies in government ownership and opera- 
tion of the lines,” Mr. Felton says: 


The principles of regulation you favor, if adopted, necessarily 
would lead to government ownership, and that is plainly the true 
objective of all public men who favor the same policy of regulation 
that you do. 

When the people of the west, and especially the farmers, awaken 
to a full realization of the fact that what radical members of Con- 
gress are seeking is not a policy of regulation which will be fair and 
constructive as applied to railway under private operation, but a 
policy of regulation which will make continuance of private owner- 
ship and management impossible, there will in my judgment be a 
powerful reaction of public sentiment in favor of fair regulation. 

You and Senator La Follette have rendered a public service in 
definitely stating that you are in favor of government ownership. 
This helps to make clear the real issue that is involved in the present 
struggle over regulation, which heretofore has not been entirely 
clear to western people. 


With reference to the opinion expressed by Senator John- 
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son that the railways are greatly overcapitalized and that many 
of them are now earning more than their value entitles them to, 
Mr. Felton cites the results of official valuations of the railways 
made by the railroad.commission of Minnesota, Senator John- 
son’s own state, and by the Commission, and adds: 


You have never made, or had opportunity to make, any thorough 
study of the value of the railways, and you certainly show a remark- 
able willingness to disregard the results of official investigations that 
have been made, and to form opinions regarding questions of great 
importance that are not based upon facts, when you say that you are 
of the opinion that the railroads are greatly over-capitalized and that 
many of them are earning returns in excess of what they are entitleq 
to on the basis of their actual value. 


Senator Johnson, in saying he believed government owner- 
ship to be the only solution of the railway problem, referred to 
the situation under government control. Mr. Felton says in 
reply: 


What you say as to what would have been the results if the 
railways had not been returned to their owners indicates that you 
believe the policy of government operation adopted for war purposes 
should have been continued. It is hard to understand how any man 
who knows what has actually occurred could be of this opinion. 
Between December, 1917, when government operation was adopted, 
and February, 1920, when government operation was terminated, the 
operating expenses of the railways of the United States increased 
from $8,106,521 a day to $14,310,450, or by $6,203,929 a day. After their 
return to private operation wages were advanced by the Railroad 
Labor Board and they are still paying substantially higher wages 
than they did under government control, and yet in February, 1924, 
operating expenses had been reduced to $12,920,000 a day, or to 
pte o> yg a day less than they were at the termination of government 
control. 

This reduction of operating expenses, which has been due to in- 
creased efficiency in operation, has been the principal thing that has 
made it possible to make reduction in rates since 1921, which, on the 
basis Ea the traffic handled in 1923, amount to over $650,000,000 
annually. 


Mr. Felton quotes various statements made and views ex- 


pressed by Senator Johnson, and comments upon them as fol- 
lows: 


The falseness of the premises from which you reason concerning 
regulation is illustrated by the reasons you give for favoring the 
repeal of Section 15a of the Transportation Act. ‘‘This guarantee 
feature so-called,” you.say, “gives the railroads a power to collect 
income that certainly is denied to the farmers and the producers 
generally, I am opposed to any method that enables business of any 
sort to be assured of a definite income by legislation unless this same 
method should be applied to industries generally.” 

You ignore the fact, but every intelligent man knows that it is 
a fact, that the government, many years before the Transportation 
Act was passed, began to follow a policy in dealing with the railways 
entirely different from that followed by it in dealing with the yo" 
ers and producers generally.” It already regulated the rates and in- 
come of the railways, and limited the profits the railways might earn, 
while, excepting a short time during the war, it did not regulate 
in any way the prices that might be charged or the profits that might 
be made by the “farmers and producers generally.” In consequence, 
the rates and profits of the railways declined over a long period of 
years while the prices and profits of farmers and producers generally 
were largely increasing. In other words, before the war the govern- 
ment did exactly what your letter implies that it should not have done— 
viz., dealt with the railways in a way entirely different from that 
in which it dealt with farmers and other producers. The policy then 
followed so reduced the development of the railways that, although 
the efficiency of their operation was constantly increasing, they be- 
came unable satisfactorily to handle the commerce of the country. 

If you really desired to have railways, farmers and other pro- 
ducers all treated alike, you would advocate the repeal of all laws 
that now regulate the railways in order that, like farmers and other 
producers, they might be able to fix their own rates and make 
what profits they could in competition with each other. But the 
Transportation Act did not repeal the laws that already regulated 
railway rates and income; and you, while implying that you believe 
that all should be treated alike, do not advocate their repeal. The 
transportation act continued regulation of the rates and profits of 
the railways so that they, unlike farmers and other producers, should 
be restricted to a fair return upon the value of their properties, but, 
unlike previous laws, it assured the railways they would be given 
opportunity to earn this return. What those who, like yourself, advo- 
cate repeal of Section 15a actually are trying to establish is, a pomer 
which would make certain that the railways never would be allowed 
to earn a fair return. To argue, as you do, that such a policy should 
be adopted to take from the railroads “a power to collect income 
that certainly is denied to the farmers and producers generally, 
when, in fact, the rates and income of the railways already are regu- 
lated and restricted in ways that those of farmers and other producers 
are not, entirely ignores the actual facts, and is wholly misleading 
and unfair. 

Furthermore, your statement that by the transportation act the 
railways are assured of a ‘definite income” is entirely incorrect. The 
transportation act directs the Interstate Commerce Commission b 
try to so adjust rates that the railways will be able to earn a = 
return,” but it does not say what is a fair return, but expressly 
leaves this to be determined by the Commission from time to time. 
The Commission may, therefore, change the percentage it holds to be 
a fair return at any time it believes conditions warrant this. Further- 
more, the law does not even require the Commission to fix rates which 
at all times will enable the railways to earn what it has held to be 
“fair return,” and in fact the Commission never yet had done so. The 
total net operating income earned by the railways in the three.years 
and four months one J December 31, 1923, was $1,132,000,000 less 
than what the Commission itself had held would be fair. : 

Although the railways never yet have earned anywhere near é he 
return the Commission has held would be fair, you say in your let ed 
“It is my opinion that the railroads are greatly over-capitalized = 
that the income that they are now receiving is far is excess to what 
most of the lines are entitled to on the basis of their actual value. 
You refrain from saying upon what grounds you base the opinion 
quoted, and in fact, they are not based upon any valid groun 
whatever. It is well known that a few railways are over-capitalized, 
but it is well known to every student of railway matters that many 
railways are capitalized for much less than they have actually cost; 
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and furthermore valuation and not capitalization is under the con- 
stitutional law of the country the basis for regulating rates. Numer- 
ous valuations of railways have been made both by state commissions 
and the Interstate Commerce Commission. One of the earliest of 
these was made by the State Railroad Commission of your own state, 
Minnesota, in 1908. The capitalization of the railways of your state 
was shown at that time to be only $39,496 a mile, while the valua- 
tion placed upon them by your state commission was $45,799 a mile. 
The commission found that both the cost of reproduction and the 
present value of 12 out of the 19 roads in your state exceeded their 
capitalization. Since then the vaiue of the roads has increased much 
more than the capitalization. 

The only official finding ever made regarding the value of the 
railways of the country as a whole is that of the Interstate Commerce 
Commission. It is based upon the results of ten years of investigation 
under the La Follette valuation law passed by Congress in 1913, and 
is largely in excess of the total outstanding capitalization of the 
railways. 

Some people of your way of thinking argue that the valuation of 
the railroads should be measured by the present day market prices 
of their securities, being evidently led to this view because of present 
depressed market prices of stocks and bonds, and believing that the 
present conditions would afford an excellent opportunity for the 
Government to acquire the railroads on this basis and at far less 
than their true value. No greater outrage could be committed upon 
the sanctity of private investments under our constitution than action 
of this kind. Aside from world-wide conditions which have produced 
the economic conditions that are well known, the principal reason for 
the present day depression in the market prices of railway securities 
is chargeable to the vacillating and unstable policy of the Government 
in the regulation of our railways; this policy is principally chargeable 
to radical doctrines and proposals advocated by men of your type. 
The country felt that after many years of study, the enactment of 
the Transportation Act of 1920 represented a purpose on the part of 
Congress to stabilize railroad conditions and enable our ratlroads to 
develop and progress, and afford investors in railroad securities the 
assurance that their property would receive the reasonable protec- 
tion which the constitution guarantees all forms of private property. 
No sooner had this act, however, come into operation than radical 
demands growing out of misleading propaganda, were heard from 
dis-affected sections of the country for repeal of the important 
provisions of the law and Congress today has before it a large num- 
ber of such measures for consideration. No fair minded person can 
assert that, in the face of these conditions, the billions of honest 
dollars that have been invested in the railroads should be appraised 
or valued upon the basis of market quotations such as have been 
currently available during this period. 

“We are told by eminent public officers such as yourself and 
others that because of economic conditions the present values of farm 
lands are greatly depressed, one reason being the depression in prices 
of farm products, principally growing out of lack of foreign demand 
and other well known conditions. Would you advocaté that the values 
of farm lands in your state, for instance, should be fixed for pur- 
poses of condemnation or other form of public use, upon present 
day depressed values, and do you believe that your fine Minnesota 
farm lands, as they are selling today, are bringing their true value? 
I think it is generally known that farm lands today are selling at 
much less than figures regarded as their real value, although at the 
same time, during the abnormal conditions of the war such_lands 
sold much above their true value. I should be glad if you would com- 
pare farm land values as at present with present day railroad values, 
because both represent private investments, guaranteed protection by 
the Constitution. It would be just as wicked to seize railroad invest- 
ments under present day depressed values and particularly because 
those conditions have largely been produced by the policy of the 
Government itself toward the railroads, as it would be to confiscate 
farm land values because of present depressed agricultural conditions, 

While, however, there is no relationship between the facts regard- 
ing railway matters and the opinions you express concerning them, 
it is not unnatural that since you favor government ownership you 
should hold the opinions you do concerning regulation. Practically 
all persons who favor government ownership also, like yourself, attack 
the valuation placed on the railways by the Interstate Commerce 
Commission. Doubtless the reason is that the shortest and surest 
way to force the railways into government ownership would be to 
make a drastic reduction in the valuation. A reduction of even one- 
third in the valuation would not cause a reduction of more than 5 
per cent in railway rates. This reduction of rates, however, would 
come entirely out of the net income, and would exceed the total 
dividends that the railways have paid annually during the last five 
years. The effect would be not only to destroy the ability of most of 
the railways to pay any dividends at all, but also to make it jm- 
possible for many of them to pay their interest on bonds and other 
fixed charges and thereby force them into bankruptcy. The railways, 
as a whole, would be rendered totally unable, under private owner- 
ship, to raise the new capital required to make the improvements and 
additions to their property essential to enabling them to render the 
American public adequate and satisfactory transportation service. 
In consequence. either the policy or regulation adopted would have 
to be completely reversed, or government ownership would have to 
be adopted, and it is plain that most of those who advocate this 
policy. believe and hope that the latter would be the outcome. 

“You advocate government ownership and at the same time assert 
that the values of the railroads are much less than present book 
investments. Do you expect the government. if your views prevail 
and government ownership results. to take over the railroads at a 
figure much below their present value as fixed by the Commission, 
and thereby confiscate vast investments, held not only by private 
individuals. but by insurance companies, savings banks. trust com- 
panies, colleges. hospitals and other important public institutions and 
enterprises of like character? If you do, your policy will prostrate the 
industry of the country, destroy many of its finest institutions and 
bring about the greatest panic ever seen in the history of the 
country. I assume you do not advocate any such destructive policy 
and that you would expect the Government of the United States, if it 
takes over the railroads, to treat the private investments in them in a 
fair and honorable manner, as our Government has always treated 
its citizens. In that event, the Government will have to take over 
the railroads and provide a means either through the revenues of 
the railroads or by taxation, to make up the deficits that will cer- 
tainly follow and, therefore. I ask you wherein do you expect the 
People to profit by adopting the policy which you advocate? 


The experience of this and every other countrv where it has 
been tried shows that government operation is less efficient and more 
expensive than private operation. and therefore. makes it necessary 
for the public to pay more for its transportation, in the form of higher 
taxes or higher freight and passenger rates. or both. Those who are 
fivocating government ownership, and destructive policies of regula- 

on as means of bringing it about, are, however good their intentions 
™ay be, enemies or the welfare of the American people. 
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GOODING FOURTH SECTION BILL 


The Trafic World Washington Bureau 


The Gooding bill (S. 2327) to amend the fourth section of 
the interstate commerce act so as to prohibit absolutely de- 
partures from the fourth section on account of water or market 
competition was unexpectedly brought before the Senate May 
12 by Senator Pittman, of Nevada, when he announced he 
would offer the bill as an amendment to the War Department 
appropriation bill then under consideration by the Senate. 

Earlier in the day the Gooding bill was reached on the 
calendar and was passed over at the request of Senator Bruce, 
of Maryland. 

“If this bill is on the calendar, why do we not fight it 
out here?” Senator Pittman asked, saying that question would be 
asked. “Because we realize that if it is so late in the session 
that it will be impossible to obtain consideration of this 
measure before we adjourn; and, mind you, there are now 
pending before the Interstate Commerce Commission applica- 
tions by all the western roads for a departure from the 
fourth section of the interstate commerce act so as to permit 
them to charge so low a rate that it will put out of business 
half of the ships going through the Panama Canal. 

“This is an emergency. It is time we should act. This 
government over 40 years ago established a policy in section 
4 of the interstate commerce act when it said that no railroad 
company should charge more for a short haul than for a long 
haul, the shorter being included in the longer.” 

Mr. Pittman then discussed the administration of the fourth 
section and declared the result was that every boat was driven 
off every river in the country. He referred to the amendments 
of 1910 and 1920 and said the western carriers were now 
asking permission to establish rates that would not only give 
them half of all the traffic moving via the Penama Canal but, 
“in the words of our Shipping Board, it will absolutely destroy 
all the coastwise traffic through the Panama Canal.” He read 
the resolution of the Shipping Board protesting against the 
Commission granting the pending fourth section applications of 
the western lines. 

The senator began by referring to the fact that the War 
Department appropriation bill carried $37,000,000 for rivers and 
harbors, $10,000,000 for flood control, and $7,000,000 for the 
Panama Canal. He said he had never opposed such appro- 
priations and would not oppose them “unless I am convinced 
that it is going to continue to be wasted as it has been in the 
past.” He said the government had spent $500,000,000 on the 
improvement of rivers and harbors for the purpose of inducing 
water transportation but that in spite of that expenditure “we 
have no water transportation on the inland waterways.” He 
said the government barge lines on the Mississippi had been 
a failure because “the railroads that parallel that river have 
strangled that line to death.” 

“Why?” he asked. “Everyone knows why. It is because 
under a provision of the fourth section of the interstate com- 
merce act the railroads were permitted to reduce their rates 
in competition with those boats to so low a point that the 
boats could not make a profit and they went out of business.” 

Referring to the hearings on the Gooding bill, Senator 
Pittman said the railroads asking for permission to depart from 
the fourth section on transcontinental traffic admitted that the 
rates proposed would not pay interest on their properties, that 
they admitted they would not pay dividends or interest on bonds 
but that the revenue obtained would simply cover the cost of 
hauling the commodities involved. Continuing, he said: 


I am talking now about the application of the western roads for a 
departure from the fourth section of the interstate commerce act. 
They ask, mind you, to put the rates to the Pacific coast so low 
that they are estimated to pay only the actual cost of hauling. Why 
do they ask it? They say they want that done because they want 
one-half of all the water-borne traffic now passing through the Pan- 
ama Canal. That is their avowed purpose. They admit that if these 
rates are granted they will put out of business at least one-half 
of the shipping now going through the Panama Canal, and yet this 
jae oleae an appropriation of millions of dollars for the Panama 

anal! 


Senator Pittman said he had heard senators say they were 
receiving protests against the bill. He said if they would 
read the hearings on the bill they would find out where the 
protests originated. Questioned by members as to the pur- 
pose of the Gooding bill, the senator said it was directed against 
the action of the Commission in allowing rates which would 
destroy water competition. 

“In offering this amendment,’ he continued, “I simply 
wanted to call to the attention of the Senate, and particularly 
to the attention of those senators who are interested in water 
transportation, the fact that they are not going to get any more 
appropriations, if it can be prevented by those who are 
opposed to useless appropriations, unless they will themselves 
do something to assist in protecting transportation on those 
rivers.” 


Senator Pittman charged that the railroads did not want the 
departures now asked for “for the profit there is in it. Less 
than 2 per cent of the business of these roads is involved in 
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this competition with water transportation. It is not that, They 
make nothing out of the freight. It is only 2 per cent of their 
business. The proposition is the same as it always has been. 
The object is to drive these water transportation concerns out 
of existence.” 

Senator Fletcher, of Florida, although saying he was for 
the bill, asserted he could not follow the reasoning that the 
construction of section 4 had enabled the railroads to run 
the boats off the rivers. He said Colonel Ashburn, chief of the 
inland waterways division of the War Department, had testi- 
fied that the Mississippi Barge Line had all the business it 
could handle and that the line had joint rate arrangements 
with some 18 or 20 railroads. 

Senator Bruce, of Maryland, said the matter under discus- 
sion was one of the most important questions that could pos- 
sibly arise in connection with the railroad transportation of 
the country. He said the object of Senator Pittman was to 
engraft upon the Army appropriation bill “a separate and inde- 
pendent measure” introduced by Senator Gooding. 

“The bill contemplates a profound and radical change in 
the interstate commerce act, one which, as I look at it, vitally 
and most seriously affects many great communities in the 
country,” said he, suggesting the absence of a quorum. “I 
happen to know that several senators most strongly opposed to 
the proposition which the senator from Nevada is urging are 
not in the chamber at the present time. I think they at least 
should have an opportunity to be present to express their 
views upon the matter.” 

Senator Wadsworth, of New York, in charge of the Army 
bill, said the proposed amendment by Senator Pittman was, 
of course, subject to a point o ordfer. He suggested that the 
bill be temporarily laid aside until the following day. Sen- 
ator Pittman said that would be satisfactory to him. 

Senator Bruce said the Pittman amendment had been 
brought forward “very precipitately and very unexpectedly.” 

In response to a question by Senator Wadsworth, Senator 
Pittman said he had not yet formally offered the Gooding bill 
as an amendment but would do so the following day. 

“Of course, I shall have to raise the point of order against 
the amendment,” said Senator Wadsworth. 

“Undoubtedly; I would not ask the senator to waive it,” 
replied Senator Pittman. 

Senator Cummins, in the chair, said if the point of order 
were raised, it must be submitted to the Senate and decided 
without debate. 

“Senator Pittman, continuing his defense of the Gooding bill, 
said unless the bill were passed, the Commission would grant 
the fourth section applications of the carriers. He said Con- 
gress should say to the Commission that it had violated the 
powers Congress intended to give it “and the only way we can 
stop you, apparently, is to take them away from you.” 


“Some of us have passed through this ordeal twice now 
and have come out of it with the thought that we won a vic- 
tory, and in the end we found that there was a failure,” inter- 
jected Senator Smoot, of Utah, urging adoption of the Gooding 
bill. 

Senator Pittman said the Commission had “knowingly vio- 
lated it (the law) for thirty years.” 

Senator Ransdell of Louisiana expressed doubt as to whether 
nassage of the Gooding bill would restore the boats to the 
inland waterways, adding that he was sympathetic with “the 
unfortunate situation that exists today in the intermountain 
section.” Senator Pittman said he was not talking about the 
intermountain section. 


“I know the senator is not, but his friends are, and he 
lives out there, and I think I know human nature pretty well,” 
replied Senator Ransdell. “I wish to reiterate what the sen- 
ator from Utah said, that we have had so much trouble about 
this matter that I think senators should be very, very careful 
now and be sure they are right when they pass a measure 
like this, so that it can never be misunderstood.” 

“That is what the railroad managers say; be careful and 
do not do anything,” replied Senator Pittman. 

“I do not think that the slur of the senator is quite de- 
served, for no one can ever charge me with being a railroad 
man,” said Senator Ransdell. 

Senator Pittman said he did not intend to charge that the 
senator was under the influence of the railroads. He said 
Senator Ransdell had fought for years for appropriations to 
make the Mississippi river navigable and that he “has been 
perfectly contented as long as we appropriated money to maké 
it navigable, whether it ever had a boat on it or not. As a 
matter of fact, it has no boats on it, and the senator is just as 
happy as if it did have.” 

“That is another very unwarranted statement, and I am 
surprised at my amiable friend saying a thing of that kind,” 
said Senator Ransdell. “Certainly you cannot use a river until 
it is navigable.” 


“How long would it take to make that river navigable?” 
asked Senator Pittman. 


Senator Ransdell said in 1874 the work of improving the 
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Ohio river was begun and that “we are still five or six years 
from the completion of the Ohio river project.” 

“No chain is stronger than its weakest link,” he continued, 
“How can the Ohio, the biggest feeder of the Mississippi, be 
used until it is made navigable for twelve months? There 
are railroads running along each bank of the river. These raj. 
roads can serve the public every day in the year. The river 
cannot serve them except when the boats can run, and the 
boats can run only in high wafer. The senator speaks about 
the Mississippi being made navigable. There are a great many 
shallow bars on that river. I have here the report of Colonel 
Ashburn, in charge of the barge line, which will show the sep. 
ator that two years ago it was impossible to operate boats on 
that river. Why should it not be made navigable? Beyond 
question it ought to be.” 

Senator Pittman said he lived on the Mississippi when a 
boy and that he remembered when from a hundred and fifty 
to two hundred boats were docking every day at Vicksburg. 

“How many railroads ran into Vicksburg then?” askked Sen- 
ator Ransdell. 

Senator Pittman said there were few railroads then but 
that the river was navigable there and any number of boats 
ran on it before any money was spent to improve it but that 
now, after $174,00,000 had been spent on that river, there were 
no boats and that Senator Ransdell was asking for more money 
for the river “but you are suggesting no means of getting boats 
on the river.” 

Senator Ransdell said the senator was mistaken—that there 
was a barge line on the river and that the Ohio was used four 
or five months out of the year. He said when the railroads 
ran on both sides of the river and gave such cheap rates to 
river points, the boats were driven off. He said another reason 
why the railroads had succeeded in driving the’ boats off the 
rivers was because in the early days the boats were the only 
means of transportation, but that when the railroads came on 
the scene and gave good service so much cheaper than the 
boats were able to give for just a few months of the year, the 
boats were driven out. He said the object of improving the 
rivers was to permit continuous service by the boat lines. 

“But the senator is not going to vote for this amendment?” 
asked Senator Pittman. 

Senator Ransdell said he had not said that, but that if the 
senator could get provisions inserted in the amendment that 
would put the boats back on the river, he “would be with him 
strong.” Senator Pittman contended the Gooding bill would 
accomplish that purpose. 

Senator Reed, of Missouri, said he did not believe the 
amendment would “gain any strength by the implied threat 
that if it is not passed there will be no more money appropri- 
ated for the rivers of the country.” 

“IT hardly think that is the way to get votes, if the senator 
from Nevada will permit me to say so,” he added. 

“I did not say that as a threat,” replied Senator Pittman. 
“J said it as a common sense proposition—that the country is 
getting quite tired of having appropriations made to improve 
navigation without getting transportation.” 

Senator Reed said he intended to support the bill. Sena- 
tor Walsh, of Montana, thought mthe effect of the bill would be 
to promote transportation by water rather than by land. Sena- 
tor Ransdell said he was sorry if he gave the impression that 
he was against the bill because he had always favored the idea. 

Senator Gooding read from a prepared speech for more than 
twd hours, giving his views on the fourth section along the lines 
repeatedly expressed by him in the hearings on the bill. 


Senators Pittman and Gooding frankly admitted in the 
Senate that the Gooding bill was to be offered as an amend- 
ment to the Army appropriation bill because the bill, if passed 
by the Senate as a separate measure, would not be considered 
by the House at this session. The Army appropriation bill has 
passed the House. If the Gooding bill is adopted as an amend- 
ment to the Army bill, it will go into conference between the 
House and Senate. 


Senator Wadsworth, in charge of the Army bill, called at 
tention to his experience with appropriation bills—that the 
House conferees had repeatedly refused even to’ discuss new 
legislation attached to such bills. 

“I say in all sincerity that the supporters of this measure 
(the Gooding bill) are picking out the most difficult way to 
get it enacted,” said he. “They are summoning up in its path 
every conceivable objection which can be found in the House 
rules and in the traditions and pride of the House. The House 
simply will not accept it. The quick and proper method, I say 
in all humility to those who are managing this proposition, as 
I assume, is to pass through the Senate in regular fashion the 
bill on the calendar dealing with the long and short haul clause 
and send it to the House. I remind the senator from Nevada 
that the other body has amended its rules at the present ses 
sion providing for a method of discharging a committee from 
consideration of a bill.” 

Senator Pittman thanked Senator Wadsworth for his ad- 
vice but declared “we might as well try that situation out,” re 
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ferring to the refusal of the House in the past to agree to con- 
sideration of amendments to appropriation bills not in line with 
the general provisions of such bills. 

Senator Pittman said he would not formally offer the Good- 
ing bill as an amendment until those senators who desired to 
discuss it had completed their remarks, because just as soon as 
he did that the point of order would be raised against the bill 
as an amendment and a vote taken on that question. 

‘In discussion of the Gooding bill, Senator Reed, of Missouri, 
indicated he would support the bill. He charged that the Com- 
mission had “so often plainly by its rulings defeated the pur- 
pose of the legislation of Congress that I am getting in the 
humor to ask that the Commission be abolished.” He also criti- 
cized the Commission in connection with the requests of the 
government barge lines for the establishment of joint rail and 
barge rates. He said he was “completely and utterly disgusted” 
with the Commission. 

Senator Cummins announced he was in favor of the Good- 
ing bill amendment. He said he did not think there ought to 
be any departures from the fourth section on account of water 
competition. He said no one had been more disappointed than 
he over the construction which the Commission had given to 
the amended fourth section. 

Senator Gooding submitted a copy of a letter marked “Per- 
sonal,” from W. P. Kenney, vice-president and director of traffic 
of the Great Northern, to Edward Chambers, vice-president of 
the Santa Fe, under date of July 26, 1921, relative to fourth 
section applications. He said the letter was obtained by the 
Commission or its representatives “in its investigation into the 
propaganda of commercial clubs and great cities and of the 
railroads themselves to force fourth-section violations upon the 
country.” The letter follows: 

There is intense feeling regarding request of the railroads for 
fourth section relief. 


I have been in Spokane and around the coast. There seems to be 
but little interest on the coast, while in Spokane and other inland 
cities the merchants are up in arms because they understand the rail- 
roads will file the request for forth section relief, and my own opinion 
is that our filing this request for fourth section relief will alienate all 
of the intermediate shippers, who, as Mr. McCarthy says, do not care 
et the rate is so long as they are on equality with their com- 
petitors. 

If we are ever going to fix up rates, such as you and I discussed, 
to apply terminal rates at intermediate points as maximum, we should, 
if we can do so, avoid the necessity for filing an additional fourth sec- 
tion application at this time, because our filing such application will be 
a signal for a general attack on our rates by the intermediate states, 
and I think we had better be prepared to apply every domestic rate as 
the maximum at intermediate points. If not and we get fourth sec- 
tion relief we are going to merely build up people that will continually 
try to break down our rates through water competition while the in- 
termediate jobber, who wants to be friendly and stay with us, will be 
less able to meet the competition from the coast. 

A general attack on our intermediate rates as to their reasonable- 
ness, such as the grain rates from Montana, wool rates, livestock 
rates, etc., that will be precipitated by fourth section application on 
our part, will lose us much more than we can gain by any relief we 
will secure through such application. 

I have certainly reached the conclusion that if we buck the inter- 
mediate sentiment we will lose much revenue in the interior, much 
more than we gain on the coast, and we will finally get an inflexible 
long-and-short-haul clause that will cause us a great deal of worry and 
trouble in the future. 


The letter evidently related to the applications involved in 
the transcontinental rate case of 1922. 

Senator Brookhart, of Iowa, said he assumed the Gooding 
bill meant a reduction of rates to intermediate points. He said 
it would not be of great value to the farmers unless it did 
mean a reduction in rates. He said nobody would be against 
the bill except those who believed in a monopoly of transpor- 
tation. He then branched off into a long discussion of his 
theories with respect to valuation of the railroads, declaring 
that all the stocks and bonds of the railroads, representing all 
the value of the properties, could be bought for $12,000,000,000. 
He talked about $7,000,000,000 of “water.” He reiterated a state- 
ment made before by him that in the first year after the end of 
federal control private operation cost $1,485,000,000 more than 
it did under the last year of federal control. He said by his 
method rates could be reduced by more than $1,000,000,000 “with- 
out reducing the wages of any man that works.” 

Senator Brookhart said the Gooding bill would “help a 
little, but only a little; it will help somewhat to equalize and 
to lower freight rates and will assist agriculture to that extent.” 





BUDD WILL SHOW NEWSPAPER MEN 


With the idea of correcting some false impressions con- 
cerning the agricultural, industrial and economic conditions of 
the northwest, President Ralph Budd, of the Great Northern 

lway, has arranged to conduct a party of about twenty rep- 
resentative eastern newspaper men on a nine-days trip from 

hicago to Seattle. They will obtain first hand information 
from the civic bodies and other sources of official information 
over the entire system of the Hill railway. The party will 
leave Chicago June 1. Representatives of civic organizations 
of Minnesota, North Dakota, Montana, Washington and Oregon 
be expected to meet the newspaper men in the cities 
ugh which the train passes on its journey to the coast. 
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HOUSE 15-A HEARINGS 


The Trafic World Washington Bureau 


The House committee on interstate commerce decided May 
14 to begin hearings next Wednesday on bills providing for re- 
peal or amendment of section 15-A. This action may block the 
move of Representative Shallenberger to take the Huddleston 
bill from the committee. A representative of the Commission 
will be heard first and then witnesses for the railroads prob- 
ably will appear. 


Speaking in support of his motion to discharge the House 
interstate commerce committee from consideration of the Hud- 
dleston bill to repeal section 15-a and restore freight rates as of 
August 25, 1920, Representative Shallenberger, of Nebraska, said 
he was glad to state “that we are at last to have hearings be- 
fore the committee on interstate and foreign commerce on sec- 
tion 15-a.” He said that action, however, did not in any way 
lessen the necessity for filing the discharge motion, because there 
was little chance of favorable action being taken by the com- 
mittee on bills to repeal the section. 


Mr. Shallenberger said section 15-a provided a “cost-plus” 
plan for the determination of rates. He said the section was 
forced on the House “by the power of special interests,” and 
that it “hog-tied” the Commission so that body was no longer 
free to determine what are just and fair rates both to the pub- 
lic and the carriers. Repeal of the section only, he asserted, 
would be useless unless such repeal were followed by “resulting 
relief.’ He said repeal should be followed by setting aside the 
rate increases, “which the act compelled the Commission to 
allow.” He said if the Huddleston bill were passed, it would 
result in immediate reduction of at least $1,000,000,000 in freight 
charges. 


“No member can fairly claim that he is in favor of reduc- 
ing railroad rates and charges and withhold his signature from 
the petition now on the clerk’s desk,” said he. 


Twenty-seven members had signed the motion up to the 
afternoon of May 15. The motion was filed by Mr. Shallenberger 
a week before that date. One hundred and fifty signatures of 
members are required to bring the motion before the House. 

Mr. Shallenberger indicated he did not have much faith 
in the Hoch resolution as a means of relief for the farmer. 

Representative Lea, of California, a minority member of the 
House interstate commerce committee, spoke against the dis- 
charge motion. He said the Huddleston bill would “deal with 
one of the most delicate and vital economic problems of Amer- 
ica in a ruthless and in a destructive way.” If the bill became 
a law, he said, it would reduce the freight income of the rail- 
roads 12.81 per cent. In 1923, he said, the railroads had a net 
railway operating income of $977,000,000 and that the bill would 
take out of that amount $774,000,000. 


“Is there anybody that can defend this bill for one moment 
when they realize that $4 out of $5 of net operating return of 
the railroads of the United States would be taken from them 
by this bill?” he asked. “Does that mean anything but destruc- 
tion, chaos and discouragement?” 


Mr. Lea referred to the increased cost of operation of the 
railroads and made an able presentation of the necessity for an 
adequate system of transportation. 

Representative Hoch, of Kansas, also spoke against the dis- 
charge motion. He explained the operation of section 15a. He 
said he came from a part of the country where the “burden of 
heavy freight rates has been grievous,” but he said the Hud- 
dleston bill proposed by one act to wipe out all the increased 
revenues of the railroads made necessary by the increase in 
operating’ costs, including the increases in labor costs. 

“You leave all of the labor costs, and you leave all of the 
other operating costs of the railroads as they are, but you pro- 
pose simply to wipe out the charges which the railroads make 
upon the public and from which alone they are able to meet 
these operating costs and these high labor costs,” said he. 

The wage increases to railroad labor in the period of federal 
control and since federal control, Mr. Hoch said, aggregated 
$1,261,000,000 annually. He asked the members who “come here 
in the interest of American labor,” whether it was in the in- 
terest of labor to take from the railroads by one sweep all in- 
creases in operating revenues, out of which the railroads could 
pay the increases in labor costs. He referred to his rate revision 
resolution and said he favored a readjustment of rates “made 
sanely and fairly and made in such a way as not only to bring 
relief to the people who need relief, but at the same time made 
in such a way as will make it possible to maintain an adequate 
system of transportation in this country, which I do not believe 
any sane man in his sane moments wants to destroy.” 





SHIPMENT OF IMPURE COAL 
Representative Taber, of New York, has introduced a bill 
(H. R. 9195) making it unlawful for any one to ship from a 
point in any state to a point in another state anthracite or bitum- 
inous coal that is not 95 per cent pure coal. 
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RECIPROCAL DEMURRAGE BILL 


The Trafic World Washington Bureau 


Representative Sproul, of Kansas, who describes himself 
as a lawyer, farmer, and as being in the oil and gas business, 
has introduced a bill (H. R. 9173), referred to the committee 
on interstate and foreign commerce, which, if passed, would 
establish a reciprocal demurrage and storage code, provide for 
the payment of liquidated exemplary damages for delay on the 
part of the railroad for failure to carry freight at less than 
fifty miles a day, and the payment of counsel fees to litigants 
constrained to invoke the aid of the courts in enforcing the 
terms of the measure. Prescription of rules to put the code 
into effect would be made part of the duties of the Commission. 

It requires a° railroad company to furnish suitable cars, to 
all who apply in good afith, and to transport such cars when 
loaded with all reasonable dispatch, and to provide and keep 
suitable facilities for the receipt, dispatch and handling of freight 
at any station or public switch, and to receive and transport, in 
like manner, the empty and loaded cars furnished by any con- 
necting road; and to demand and receive no more from one 
connecting road, for such service, than is demanded or received 
from another, for a like service. 

The carrier is required, within six days, upon application 
in writing, to furnish desired cars, in the order in which ap- 
plications are received; provided that if the application is for 
ten cars or less, they shall be furnished in three days; and 
provided further that if the application be for thirty cars or 
more, the railroad shall have ten full days in which to supply 
the cars. The time provided in the bill, however, shall not be 
deemed to excuse the railroad from furnishing the ‘cars in less 
time when less time is reasonable and when the shipper makes 
application for cars to be furnished in less time. Accidents 
and delays, due to causes that could not be foreseen, are to be 
exempted if the carrier supplies the cars within a reasonable 
time thereafter, or offers to supply them in such reasonable 
time thereafter. 

Applications are to state the number of cars desired, the 
place where they are desired, and the time, provided the place 
designated shall be at some public station or switch, on its 
line, and intended for some interstate destination. 

A penalty of $5 a day for each car not furnished,-as ex- 
emplary damages, to be collected in any court of competent 
jurisdiction, is provided, but the exemplary damages are not 
to affect the right or remedy the shipper may have, under the 
common law or a federal statute, nor to exempt the railroad 
from the obligations of any of the railroad laws of the United 
States or obligations imposed by the common law. 

Applicants may be required to deposit, at the time of filing 
the applications, not less than one-fourth of the freight accru- 
ing on the proposed shipments, provided the fourth does not 
exceed $10. The applicant is to load within forty-eight hours 
from the 7 a. m. following the placing of the cars, or be sub- 
ject to a penalty of $5 per day; and seniorities are to be ob- 
served in the applications, even if they are filed on the same 
day, in the imposition of penalties in the way of demurrage. 
In addition, the applicant may be held in actual damages 
caused by his failure to load cars. If the applicant elects not 


to make a deposit, then neither party shall be liable for the 
penalties. 


When the cars are promptly loaded, and shipping instruc- 
tions are given, the carrier is to issue bills of lading therefor 
and move them forward, within twelve hours, at a rate of not 
less than fifty miles per day, Sundays excepted, computing 
time from the first 7 a. m. following the receipt of the ship- 
ment. The bill says, however, that the provision about fifty 
miles a day is not to be taken as the proper speed for the 
carrying of live stock or as relieving railroads from any lia- 
bility for their negligence in failing to handle live stock at a 
proper and reasonable rate of speed. 


For failure to receive and transport the shipment within 
the time and at the speed prescribed, the railroad is to pay 
the shipper $5 per day, Sundays excepted, or fraction thereof, 
in the case of carload freight and five cents per 100 pounds 
or fraction thereof, in-+the- case of less-than-carload freight, with 
a minimum charge of five cents per package, upon demand in 
writing. Twelve hours are to be allowed for transferring freight 
at interchange points, with time out in which the movement 
of freight is suspended on account of accident or other cause 
not within the power of the railroad company to prevent. 

Notice of arrival of freight is to be given within twenty- 
four hours, by mail, together with the weight and amount 
of freight due thereon; and in no case is freight to be col- 
lected on any lading in excess of the actual weight, provided 
the actual weight is in excess of the minimum weight. 

Failure to give notice, or to include car numbers and 
initials, together with car initials and numbers of the old and 
new car, if the lading is transferred in transit, is to be pe- 
nalized by the payment to the shipper of $1 per day per car 
or five cents per hundred on less-than-carload freight, but not 
more than $5 per day on any less-than-carload freight. Re- 
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ciprocally the carrier is permitted to collect five cents per day 
per 100 pounds for storage for each day after forty-eight hours 
of free time the freight is not removed. 

Free time for carload freight is to be forty-eight hours op 
cars of 60,000 pounds or less and seventy-two hours on larger 
cars, after notice of arrival, with $2 per day demurrage there. 
after. A shipper, in case of bunching, is to be allowed such 
additional time “as may be necessary to unload cars in ex. 
cess” of the usual number when there is no bunching, “in the 
exercise of usual diligence on the part of consignee.” 

In the event of suits to recover penalties, the shipper shall 
be required to show that he had on hand grain or other freight 
necessary to load the cars when they were ordered. 

The Commission is authorized to make “elastic” rules, 
within six months, such as may be necessary to “further secure 
prompt and continuous moving of freight whether in car or 
bulk.” 

Violation of the proposed law would subject the carrier 
to the payment of three times the actual damages sustained 
by the aggrieved party, together with the costs of the suit and 
reasonable attorney fee. In case of appeal the appellate court 
is to add enough to the judgment to pay a reasonable fee for 
services in that court. 

The last of twelve sections declares that this act is in- 
tended to apply only to interstate shipments. 


POLITICAL RATE MAKING 


W. S. Turner, secretary of the Arkansas Cotton Trade 
Association, has sent out the following circular: 

“We are not in politics, never have been and hope never to 
be.~ We believe the Interstate Commerce Commission is the 
most efficient and intelligent organization in America. There is 
po doubt but that it has been so, and is kept so, by its freedom 
from political taint. Just now, there appears a determined 
effort on the part of a certain element in Congress to modify 
the interstate commerce act and to compel the Commission 
to materially reduce the rate on certain commodities which 
control much voting power. 

At our annual meeting, held in Pine Bluff, May 6, the fol- 
lowing resolutions were adopted: 


RESOLVED, That it is the wish and will of the cotton industry 
and interests of Arkansas, in their convention assembled, that there 
be no interference with the interstate commerce act nor with the 
machinery now established for the making and regulation of rates 
and rules thereto pertaining and, particularly, that section 15-A of 
the interstate commerce act be not molested. 


RESOLVED, That it is our wish and will that the U. S. Labor 
Board be not abolished, ; 

RESOLVED, That our secretary be instructed to present copies of 
these resolutions to the respective chairmen of the Senate and House 
of Representatives interstate commerce committees and that copies 
thereof be sent to each senator and representative from Arkansas to 
our national Congress. 


AGAINST LABOR BILLS 


The Board of Trade of Louisville has adopted resolutions 
opposing the enactment of railway labor bills now before Con- 
gress. The resolutions apply to Senate bill S. 2646 and House 
bill H. R. 7358. The resolutions say in effect that, whereas, the 
Board of Trade view with concern the proposed repeal of that 
section of the present act under which the Railroad Labor 
Board was inaugurated; whereas, the proposed four boards of 
adjustment have no public membership provided for; whereas, 
the bills violate the principles of the act, requiring public in- 
vestigation of railway labor disputes threatening interruption 
of transportaton; whereas, independent labor is not represented 
on the proposed boards; whereas, the cost of operation of the 
various boards will approximate one million dollars annually; 
whereas, the proposed boards are not only cumbersome, but 
offer no promise of industrial peace; therefore, it is resolved 
by the Board of Trade that it views any legislation tending to 
place any group in domination of the railroad labor field as 
vicious, undemocratic, and un-American, and that it is opposed 
to legislation detrimental to the public welfare; and that, in 
view of the initial success of the transportation act, as 4 
whole, no amendment to nor change in it should be attempted 
at this time. 


TIME FOR FILING CLAIMS 


Senator Fletcher of Florida has introduced a bill (S. 3283) 
amending the transportation act by adding at the end of sec- 
tion 206 (a) the following: 


Provided, however, That such actions, suits, or proceedings 48 
may be based upon causes of action arising out of loss and damage 
sustained in respect to any shipment of goods during the period 0 
operation by the President of any railroad or system of transporta 
tion of any carrier, may be brought not later than five years from 
the date of termination of Federal control, in any court which but 
for Federal control would have had jurisdiction of the cause of 
action had it arisen against such carrier,- provided such claims for 
loss or damage sustained were pending between the United States 
Railroad Administration and the claimants, but not agreed upon 
as to settlement on or before February 28th, 1922, 
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THE PULLMAN SURCHARGE 


The Trafic World Washington Bureau 


Senator Dial, of South Carolina, in a speech in the Senate 
urging abolition of the Pullman surcharge, said the surcharge 
remained as one of the “few outstanding annoyances and costly 
remnants of the war-time regulations.” 

“Thirty-five million dollars a year is the staggering sum 
collected by the railroads from the people of the United States 
in the form of the existing 50 per cent Pullman-car surcharge 
which the public is compelled to pay in addition to the standard 
Pullman fares and for which the railroads do not render any 


“compensatory service,” said he. 


The senator quoted from a statement by A. M. Loeb, pres- 
ident of a commercial travelers’ association, in which Loeb 
asked why the government permitted “this unwarranted gouge 
to continue to be exacted from a long-suffering public?” 

Elimination of the surcharge would increase the “proper” 
earnings of the carriers and stimulate business generally, the 
senator said, continuing as follows: 


: { 

If ever any imposition by private corporations engaged in public 
service was unfair to the taxpaying citizens who must bear the bur- 
den of the 534 per cent net return permitted under governmental 
protection, this is the most flagrant abuse of that governmental 
privilege of which I know. It should be revoked at once, and in 
such an unmistakable manner as to prevent and make impossible 
any delay in the immediate enforcement of the revocation order. 

I trust that the bill abolishing the Pullman surcharge will come 
before the Senate in a few days, and that we will soon pass it. 
We want to get rid of all the nuisance taxes and all the unnecessary 
impositions upon the taxpayers of this country, so that the people 
may get in a good humor and go back to business in the old-time 
way of hard work and accumulation. 


Senator Bruce, of Maryland, inquired if it was Senator 
Dial’s idea that the revenue obtained from the surcharge should 
be shifted to charges for ordinary coach travel or for the 
transportation of freight. Senator Dial said he believed all 
rates should be reduced. 


“Suppose that is not practicable? asked Senator Bruce. 

“That is now an undecided question,” replied the senator. 
‘tT am in favor of reducing freight rates and reducing passen- 
ger rates. I am no enemy of the railroads, but I do not believe 
in a camouflage arrangement of charging a passenger what is 
claimed to be a Pullman fare when part of it is collected as 
railroad fare. If the railroads cannot prosper under a proper 
charge, then the charges ought to be increased, but my 
_— is that all charges ought to come down all along the 
line.” 

Senator Dial said he thought there was too much govern- 
ment interference with the railroads and that with less inter- 
ference the railroads would get along better economically. 

Senator Bruce ‘called attention to the fact that the Com- 
mission was dealing with the surcharge question but Senator 
Dial said he did not think the Commission ever got “in much 
of a hurry.” Senator Bruce said the contention was made 
before the Commission that if the railroads did not get the 
revenue from the surcharge they would have to get it by an 
increase in rates, 


ARGUMENT IN SURCHARGE CASE 


With the main recommendation of Examiner Keeler’s report 
in No. 14785, the Pullman surcharge case, that the charge be 
abolished, attorneys for the Pullman Company and the traveling 
men had no fault to find. S. G. Fernald, representing the Pull- 
man Company, however, objected to the recommendation of the 
examiner that the Commission ask Congress for power to regu- 
late the relations between the railroads and the Pullman Com- 
pany and opposed the extension of the Commission’s power to 
cover the relations between a company furnishing a facility 
of transportation and the common carrier user of that facility. 

Mr. Fernald, commenting on the contracts between the Pull- 
man and the railroad companies under which the latter par- 
ticipate in the earnings of the Pullman cars, said the contracts 
were intended to give the railroads compensation for the extra 
service rendered where there was business enough to pay for 
the operation of the Pullman cars, and something over. He 
contended that the payments covered the point that had been 
stressed in the arguments by the railroad lawyers. 

Samuel Blumenberg, for the travelers generally, contended 
that when a man paid his Pullman fare he paid all that was 
due and that he should not be asked to make two payments. 
He went so far as to say that if the Pullman fare was not high 
enough to cover the expense and leave a profit that that fact 
should be determined in another and appropriate proceeding. 

A. M. Loeb, also speaking for the travelers, criticized, on 
the ground of inadequacy and unfairness, the railroad figures 
pertaining to the occupancy of coaches and Pullman cars. He 
Suggested that if the figures had been made in a proper way 
the difference in occupancy, instead of being as great as shown, 
would not be much; if any, more than two persons in favor of 
the day coach. 


D. E. Clink, for the International Federation of Commercial 
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Travelers, declared the surcharge was unfair and not lawful, 
but he did not cite authorities on which he based his declaration. 


SENATE REJECTS MESSAGE TAXES 


The Traffic World Washington Bureau 


By a vote of 61 to 23 the Senate rejected a committee 
amendment to the tax reduction bill providing for the imposition 
of taxes on telegraph and telephone messages. Sitting as a com- 
mittee the Senate had previously rejected the amendment. The 
amendment was offered by Senator Smoot, of Utah, who ex- 
plained the amendment: was simply the existing law on the 
subject*and that it produced $34,000,000 of revenue annually. 

Senator Reed, of Missouri, explaining that the House had 
rejected the provision, said a tax upon means of communication 
between the people of the United States “is about the last 
thing we ought to levy.” He argued that telegrams were not 
matters of luxury, but were practically always matters of neces- 
sity and generally of some acute necessity. He said he thought 
the telegraph companies ought to be compelled to reduce their 
rates or that they ought to be compelled to pay the tax. Senator 
Borah, of Idaho, asked how the senator would do that. 

“We could reduce the rate very easily if we had nerve 
enough to do it, but we seem never to have had it,” replied 
Senator Reed. “We can take off the tax now proposed, and 
that would amount automatically to that much of a reduction 
to a people of the United States who have to use the tele- 
‘graph.” 

The Senate passed the tax bill late May 10. It was sent to 
conference, but in view of the fact that both the House and 
Senate rejected the provisions for taxes on telegraph and tele- 
phone messages, the action by the Senate was final and these 
taxes will not be imposed on and after thirty days after final 
approval of the act, 


MINIMUM RATE BILL 


Representative Milligan, of Missouri, has introduced a bill 
(H. R. 9182) to amend the interstate commerce act so that 
“the Interstate Commerce Commission shall have no authority 
to determine, prescribe, or set any minimum individual or min- 
imum joint rate, minimum fare, or minimum charge whatsoever 
demanded, charged or collected by any common carrier or car- 
riers for the transportation of persons or property.” A similar 
bill was introduced recently in the Senate by Senator Howell, 
of Nebraska. 


BARNES SEES PRESIDENT 

Julius H. Barnes, president of the Chamber of Commerce of 
the United States, submitted to President Coolidge this week 
the viewpoint of business on the economic needs facing the 
country as expressed in the annual convention of the Chamber 
at Cleveland last week. In a statement issued after the confer- 
ence with the President, Mr. Barnes made the following remarks 
with reference to the railroads: 


Industry needs reassurance that there will be no backward steps 
in the policy of railroad regulation on such as the Howell-Barkley 
= ng be, eliminating as it does a public voice in railroad labor 

isputes. 

Industry needs assurance that railroad transportation, which last 
fall for the first time rose to the full needs of American commerce, 
should not be tampered with but allowed to demonstrate its effective- 
ness under the present transportation act by purther experience. 


SALE OF HOBOKEN SHORE LINE 
The Senate this week passed the bill (S. 2287) authorizing 


the Secretary of War to sell the Hoboken Shore Line to the 
Port of New York Authority. 


CAPE COD CANAL BILL PASSED 

By a vote of 149 to 131 the House this week passed the 
Winslow bill (H. R. 3933), approving a contract entered into 
by the Secretary of War with the Boston, Cape Cod and New 
York Canal Company for the purchase of the Cape Cod canal 
in Massachusetts by the government. The cost will be $11,500,- 
000. The bill was sent to the Senate. The proposal to have 
the government buy the canal has been before Congress for 
several years, If the bill is finally approved, the government 
will operate the property as a toll-free canal. 


MONEY FOR VALUATION WORK 


Senator Cummins May 14 urged President Coolidge to rec- 
ommend to the bureau of the budget that $800,000 additional be 
provided for the valuation work of the Commission. The sena- 
tor pointed out that completion of the valuation of the railroads 
was important in connection with the administration of section 
15-A and the collection of excess earnings thereunder. 
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AUTOMATIC TRAIN CONTROL 


The Trafic World Washington Bureaw 


General testimony against the wisdom of the Commission’s 
two orders requiring the installation of automatic train control 
devices was submitted at the second day’s hearing given by the 
Commission to the forty-two railroads that were not parties to 
the case in which the first order was issued but who were re- 
quired, by the second order, to equip, each of them, one com- 
plete passenger division. 

W. R. Cole, president of the Nashville, Chattanooga & St. 
Louis, C. L. Bardo, general manager, and C. H. Morrison, signal 
engineer, of the New Haven, opposed the orders on the general 
ground that all devices were in an experimental stage and, 
therefore, that the Commission should not require the expendi- 
ture of great sums of money on account of the danger of them 
being wasted, even if, in course of time, apparatus was brought 
to such a stage that it would accomplish an increase in the 
safety of travel. They approved the proposition to have regional 
tests conducted. Mr. Bardo approved the suggestion on the 
ground that the tests would show the public that the railroads 
were doing something. His view, however, was that the tests 
would not amount to anything; that is, that the result would 
not be worth the expenditures, even if it were admitted that 
enormous sums should be spent for comparatively small addi- 
tions to safety. Mr. Morrison went into details of the work 
that had been done by the New Haven. 

Although the Commission denied the application of the 
forty-nine railroads directed in the original order in that case 
to equip one complete passenger division with automatic train 
control devices for a rehearing, much of the testimony they de- 
sired to put before the Commission on rehearing has been given 
in connection with the first hearing given to the forty-two roads, 
which, in the second order, without any hearing at all, were 
directed to install such devices on one passenger division. The 
forty-two have called officials of the forty-nine to tell the Com- 
mission about the difficulties they have encountered and the 
great cost of the devices which their promoters are claiming 
would be successful, if installed. 

W. L. Campbell, assistant to the president of the Erie, gave 
the bids recently received by that road for the installation of 
devices on the division between Marion, O., and Huntington, 
Ind., a distance of 126 miles. The bids, as reported by him, 
ranged from $333,000 to $528,000, for that stretch of track. When 
he had nearly completed his statement, Chairman Hall, with 
a view to ascertaining if the general part of the hearing could 
not be closed on May 10, asked if Mr. Campbell would not com- 
plete his testimony in a few minutes. Mr, Campbell said he 
could do so. George M. Brown, attorney for one of the control 
device companies, gave pointed notice that he desired to cross- 
examine Mr. Campbell, because, as Mr. Brown said, the figures 
given by Mr. Campbell for the company represented by Mr. 
Brown were $100,000 too high. The representative of another 
company, without waiting for an opportunity to cross-examiné 
Mr. Campbell or to put in testimony of his own, said the figures 
given the Erie by his company were not “confidential,” as Mr. 
Campbell had said, but were the same figures given all other 
railroads, for installations under the most recent order of the 
Commission. 


Witnesses other than Mr. Campbell, examined on May 10, 
were W. H. Elliott, signai engineer for the New York Central; 
T. A. Hamilton, president of the International-Great Northern, 
one of the forty-two that had had no hearing; B. T. Anderson, 
signal engineer of the Chesapeake & Ohio, and C. A. Morse, 
chief engineer of the Rock Island. That road, he said, had 
installed a device that worked satisfactorily, but which required 
considerable attention. He said he could think, however, of 
many things for which the money spent on it could be used to 
better advantage, things that would bring a better return with- 
out diminishing safety. 


A long day was introduced in the automatic train control 
device hearing May 12 by Examiner Mullen, who on that day 
took charge of the hearing so as to free commissioners for 
the monthly conference to be held on that and the following 
day. He inaugurated a day that ran from 10 o’clock in the 
morning to 5 in the afternoon, with time out for luncheon, and 
from 7 to 11 o’clock at night. That long day was inaugurated, 
after general testimony had been put in by a committee that 
represented the railroads as a whole, so as to permit of the 
making of general objections to train control, by carriers that 
felt that, even if the orders to which the railroads generally 
objected, were made operative, they should be exempted. 
There were twenty-eight of such roads and more than half of 
them were heard before the end of the first long day. 

Only by such an arrangement, it was felt, could a tentative 
schedule of hearing the train control device manufacturers, by 
the whole Commission on May 14 and following days, be carried 
out. 

The roads that asked for and obtained separate general 
hearing, in a broad way, contended that they should not be 
required to install devices unless and until it was shown that 
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the devices would work and that the safety obtained by their 
use would warrant the cost, both initial and continuing. They 
claimed that even the experimental work that had been done 
did not warrant an order requiring them to spend as much 
money as it was indicated would be required. Those who had 
particular hearing on the general phases of the subject were: 
Western Pacific; Spokane, Portland & Seattle;, Maine Cen- 
tral; St. Louis Southwestern; Carolina, Clinchfield & Ohio; 
Minneapolis & St. Louis; El Paso & Southwestern; Nashville, 
Chattanooga & St. Louis; Bangor & Aroostook; Lehigh & 
New England; the Virginian; Minneapolis, St. Paul & Sault 
Ste. Marie; Central New England; Mobile & Ohio; Gulf, Mo- 
bile & Northern; Louisville, Henderson & St. Louis; Texas 
& Pacific Railway; New Orleans, Texas & Mexico; Seaboard 
Air Line; Florida East Coast; Yazoo & Mississippi; Rutland; 
Central of Georgia; Colorado & Southern; Fort Worth & Den- 
ver; M. K. & T., and M. K. & T. of T.; Louisiana & Arkansas; 
Northwestern Pacific; Denver & Rio Grande Western. 

General representations on the subject of automatic train 
control devices by individual railroads was completed at noon, 
May 14, and was followed by testimony in behalf of the various 
devices given by witnesses called by the device manufacturing 
companies. All the Commissioners listened to the testimony in 
behalf of the manufacturers, as they had. to the general testi- 
mony in behalf of the railroads as a unit. The Regan Saicty 
Devices Company was heard first. It called officials and em- 
ployes on the Rock Island to testify as the generally satisfac- 
tory service rendered by the Regan system on the 165 miles of 
the double track Illinois division of that carrier. It is a division 
that carries a heavy traffic. 


L. C. Fritch, vice president of that road approved the 
device but he said he would not advise that it be put upon a 
division of light traffic because he thought the money could be 
used to better advantage for other purposes. It was suspected 
Mr. Fritch was called because the chief engineer of the road, 
in his testimony for the railroads, was not enthusiastic about 
the device. 

Favorable testimony was also given by I. Lemore, a pas*cn- 
ger engineman, John C. Wood, a freight engineer, F. J. Boyd, 
road foreman of equipment, E. Wanamaker, an electrical en- 
gineer, and J. B. Beaumont, vice president of the Regan com- 
pany. He said he had had much experience on railroads, includ- 
ing the Panama railroad and railroads in France and Belgium. 
He commented on the testimony of other witnesses, made com- 
parisons of cost and said the feature of interchangeability which 
had been emphasized by railroad witnesses was not so importont 
as represented, because railroads did not interchange engines. 
Only when engines of one road used the rails of another, he 
said, would that point be of importance. 

Additional railroad testimony was put into the record be- 
tween the direct and cross-examination of Mr. Beaumont, vice- 
president of the Regan company, by H. 8. Balliet, signal engi- 
neer of the New York Central, and A. H. Rudd, signal engineer 
of the Pennsylvania. J. E. Monroe, assistant statistician in 
the Commission’s Bureau of Statistics, put in accident statistics. 


Mr. Beaumont, on cross-examinattion, said the Erie had 
padded the bids submitted by the Regan company for equip- 
ping a division on that road, by $115,000. Bids received by tne 
Erie were mentioned in the testimony of W. L. Campbell, for 
that company. It was brought out by questions that the Erie 
applied the unit prices submitted by the Regan company to 167 
crossing and siding ramps which the Erie said were needed 
but which the device company said were.not. In behalf of the 
Erie it was explained that all other bidders had submitted 
figures on the number of items the Erie thought necessary and 
that the bids would not be comparable unless the extra items 
were included. 


On cross-examination by Mr. Potter, the witness said he 
believed no railroad would be justified in selecting any device 
other than the Regan, for compliance with the Commissions 
order requiring the equipment of a number of passenger divi- 
sions. 

E. W. Schweyer, representing the Schweyer Electric & 
Manufacturing Company of Easton, Pa., said his system was 
fundamentally the same as the Regan. He asked the Commis- 
sion to co-operate with him in obtaining a trial for it on one 
of the five roads around Easton. . 


Frank J. Sprague, president of the Sprague Train Control 
and Signal Corporation, manufacturer of an intermittent in- 
duction type of device, said the experimental and development 
work of him and his associates cost about $700,000. He denied 
that train control was in the experimental stage, insisting that 
it was a proved thing, in the improvement stage. 


TELEPHONE CONSOLIDATION 


The Southern Bell Telephone Company has been authorized 
by the Commission to acquire the properties of the Brevard 
County Telephone Company in Florida. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and of National Reporter 
by West Pabliohbes'C 


System, ‘o., St. Paul, Minn. 


Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


State Commission Has Jurisdiction to Determine Reasonable 

Rates for Intrastate Switching Service: 

(Supreme Court of Oklahoma.) The state corporation com- 
mission has jurisdiction and authority to determine what is a 
switching service, in connection with intrastate railroad trans- 
portation, and to determine adequate and reasonable rates to 
be charged for the same.—St. Louis-San Francisco Ry. Co. vs. 
Standard Paving Co. et al., 224 P Rep. 296. 

Evidence Held Sufficient to Support Rate Order of Commission: 

Under rate order of the corporation commission, two cents 
per hundred for 10 miles and under was fixed as the rate for 
hauling crushed rock “from points of origin within the radius 
to Tulsa and West Tulsa for single line movements.” The 
commission found that Gray and Red Fork were both within 
the radius of said switching limits. The distance between said 
points by way of Tulsa was more than 10 miles, and by way 
of the shortest line distance was 6.3 miles. Defendant con- 
ceded, and there was evidence, that two cents per hundred 
was an adequate rate from Gray to Tulsa, a distance of 6.1 
miles. Held, there was sufficient evidence on which to base 
an order for such two-cent rate from Gray to Red Fork, since 
it was the duty of the commission to fix such rate by the short- 
est line distance.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and ests of National Reporter 
“. published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





United States Shipping Board Emergency Fleet Corporation Not 

Sharer in Government’s Immunity from Suit: 

(Court of Appeals of New York.) The United States Ship- 
ping Board Emergency Fleet Corporation is not a sharer in 
the government’s immunity from suit, but may be sued upon 
its contracts like any business corporation.—Cox vs. Lykes 
Brothers et al., 143 N. E. Rep. 226. 

Claim for Wharfage Entitled to Maritime Lien: 

(District Court, E. D., New York.) A claim for wharfage 
is enforceable in admiralty and is entitled to a maritime lien, 
whether the wharf be privately or publicly owned—Beard et al. 
vs. Marine Lighterage Corporation et al.; Same vs. Moran 
Towing & Transportation Co. et al.; Same vs. Flower Lighter- 
age Co., 296 Fed. Rep. 146. 

Lien for Wharfage Is Given by Law of New York and Is En 
forceable in Admiralty: 

By the law of New York a lien is given on a ship to which 
wharfage is furnished, and such lien is enforceable in admiralty. 
—Ibid. 

Lien for “Wharfage” Attaches to Ship Laid Up for Protection 
in Home Port if Not Out of Commission: 

“Wharfage” not only includes mooring of vessels for loading 
and unloading cargo, but also for the purposes of protection 
and safety, and a maritime lien, therefore, attaches to the ship 
in her home port if she is not out of commission or withdrawn 
from navigation.—Ibid. 

Charter Provision Fixing Wharfage Charges Applies to Private 

Wharves in Absence of Contract: 

Greater New York Charter, sec. 859, prior to amendment in 
1923 (Laws 1923, c. 477, sec. 1), fixing wharfage charges and 
providing that they should be a lien, applies to private wharves 
as to the lien and also as to the charges, in the absence of 
contract.—Ibid. 

Use of Wharf After Notice of Scale of Charges Constitutes 

Contract at Such Rate: 

A shipowner who uses a wharf after notice of the scale 
charges therefor is liable in accordance with such scale.— 

id. 
Must Be Pleaded: 

A custom or usage relied on to give a cause of action must 
be pleaded.—Ibid. 

Statutory Double Wharfage Not a Penalty, but a Rate Enforce- 
able as Lien: 

Under a statute providing that, where wharfage is not paid 
before the vessel leaves the wharf after demand, the rates 
Shall be double, such double wharage is not a penalty, but an 
alternative rate enforceable as a maritime lien.—Ibid. 
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Lease of Pier Held Not to Deprive Lessor of Right to Collect 

Wharfage from Other Vessels: 

The lease of a pier to a steamship company held not to 
deprive the owner of the right to collect wharfage for the use 
of the slip by other vessels for lighterage purposes.—Ibid, 
Delivery of Goods on Pier Held Under Bills of Lading to Have 

Ended Responsibility of Steamship Carrier: 

A steamship company which as carrier performed its whole 
duty to the shipper, under the bill of lading, by delivering the 
goods on a pier or to a lighter, held under no obligation to 
furnish free wharfage to the consignee for lightering the goods 
from the pier or vessel.—Ibid. 

Owner of Warehouse Held Entitled to Wharfage for Use of a 

Pier in Removing Goods Stored in Its Warehouse: 

The owner of a warehouse, in which a consignment of 
wool was stored, and also of a pier adjoining, for the use of 
which it charged wharfage, held under no obligation to furnish 
free wharfage at its pier to a lighter employed by the owner 
of the wool, by contract, to receive and remove it.—Ibid. 


Charter Party Construed as to Employment of Stevedore: 

(Distict Court D., Maryland.) Clause of charter party, 
“the stevedore employed by the vessel to be approved by char- 
terer,” means that appointment or nomination of stevedore is 
to be made in the first instance by the vessel, and submitted 
to charterer for its approval, which it, though having wide 
discretion as to approval or disapproval, cannot arbitrarily or 
unreasonably withhold, and what is unreasonable is to be de- 
termined under the circumstances of the particular case.— 
Pool Shipping Co. vs. Hanson Produce Co., 296 Fed. Rep. 235. 
Charterer’s Disapproval of Stevedore Nominated by Vessel Held 

Unreasonable: 

Charterer’s rejection of stevedore appointed by the vessel, 
and disapproval of a further list submitted, all of whom were 
qualified and efficient, and insistence on another, whose price 
was 20 per cent greater than that of the vessel’s appointee, 
was unreasonable, no satisfactory explanation therefor being 
given.—Ibid. 


Damages for Charterer’s Unreasonable Rejection of Stevedore 

Designated by Vessel, Difference in Price: 

Damages for charterer’s unreasonable rejection of the steve- 
dore designated by the vessel, and others submitted hy the 
vessel, was the difference between the bid of the designated 
stevedore and the amount that the vessel had to pay the steve- 
dore, whom only the charterer would accept, the testimony of 
one of the nominees, who made no bid, as to what it would 
have charged, had its nomination been approved, being merely 
speculative, and therefore not ground for holding the damages 
to be nominal.—lIbid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Appeal from Default Judgment Will Not Be Dismissed Because 
Testimony Not Reduced to Writing: 

(Supreme Court of Louisiana.) Code Prac. arts. 602, 603, 
requiring the district judge under certain circumstances to fur- 
nish a statement of facts on which the judgment was rendered, 
are applicable to a case where judgment has gone by default 
and the testimony was not reduced to writing; hence a motion 
by plaintiff to dismiss an appeal by defendant from a default 
judgment on the ground that the testimony was not reduced 
to writing must be overruled.—Raphiel vs. Louisiana Ry. & Nav. 
Co., 99 So. Rep. 459. 

Valid Default Judgment Will Not Be Set Aside Merely to Allow 
Defendant Opportunity to Defend on Ground that Action 
Would Be in Furtherance of Justice: 

No court may legally set aside a judgment by default con- 
firmed in strict conformity of all requirements of law in order 
to afford defendant an opportunity to offer a defense solely on 
the alleged ground that such action would be in furtherance of 
justice under Civ. Code, art, 21.—Ibid. 
sae rt for Plaintiff for Damages to Shipment of Cotton Sus- 

tained: 

In a shipper’s action against the carrier for damages to a 
shipment of cotton, evidence held sufficient to sustain a judg- 
ment for plaintiff.—Ibid. 

Plea to Jurisdiction Ratione Personze Too Late when First Made 
on Motion to Reopen: 

In an action by a shipper against a carrier for damages to 
a shipment of cotton, a plea to the jurisdiction ratione persone 
was too late when first made on motion to reopen case after 
judgment for plaintiff.—lIbid. 























Plea to Jurisdiction Ratione Materiz May Be Noticed at Any 
aime: 

A plea to the jurisdiction of the court ratione materie may 
be noticed at any time.—Ibid. 

— Against One of Two Defendants Sued in Solido Held 
roper: 

Where a shipper sued a railroad company and a commission 
merchant for damages to a shipment of cotton, seeking to re- 
cover in solido against both, a judgment against the carrier for 
the whole damage was not improper under the pleadings.—Ibid. 
No Notice or Filing of Claim May Be Required Where Loss Due 

to Carrier’s Negligence: 

(Supreme Court of Appeals of Virginia.) Interstate com- 
merce act, sec. 20, as amended (U. S. Comp. St., sec. 8604a), 
providing that if loss, damage, or injury to goods shipped was 
due to delay or damage while the shipment was being loaded 
or unloaded, or damaged in transit by carrier’s negligence, no 
notice of claim nor filing of claim shall be required as con- 
dition precedent to recovery, held to forbid carrier to require 
any notice or filing of claim for loss, damage or injury due 
to its negligence in performing its contract, whether the loss 
or damage was merely personal to the shipper or damage to 
the shipment itself, but to permit carrier to require notice’ of 
claim on any liability arising from its obligation as insurer.— 
Davis, Director-General of Railroads (Norfolk Southern Railroad 
division), vs. John L. Roper Lumber Co., 122 S. E. Rep. 113. 
Misdelivery at Destination Held Loss “in Transit” Within Fed- 

eral Statute; No Notice or Filing of Claim Required: 

Where carrier, without requiring the surrender of the crder 
bill of lading, negligently delivered an interstate shipment to 
a person not entitled to receive it, held, that the loss occurred 
while the property was “in transit,” within interstate com- 
merce act, sec. 20, as amended (U. S. Comp. St., sec. $604a), 
providing that in cases of loss, damage or injury to shipments 
in transit from carrier’s negligence no notice of claim or filing 
of claim shall be required as a condition precedent to recovery, 
“in transit” meaning any time after the property has been 
received by the initial carrier and before the contract of car- 
riage for the entire transportation is performed by delivery.— 
Tbid. 


Verdict for Shipper Demanded on Common-Law Presumption 
that Loss Occurred on Delivering Carrier’s Line: 

(Court of Appeals of Georgia, Division No. 1.) In a suit 
for damages by a shipper against the delivering carrier for 
deterioration of goods moving in interstate commerce upon a 
through bill of lading, where the undisputed evidence for the 
plaintiff shows that they were sound when received by the 
initial carrier, but does not affirmatively establish where the 
injury occurred, there is a common-law presumption, applicable 
under the Carmack amendment, that the loss occurred on the 
delivering carrier’s line; and, where no evidence tending to 
rebut this presumption is introduced, a verdict for the plaintiff 
is demanded.—Barron Bros. vs. New York, N. H. & H. R. Co., 
122 S. E. Rep. 83. 


Attachment Case Subject to Rules of Atlanta Municipal Court 
as to Cases of Default: 

An “attachment case” is subject to the rules of the mu- 
nicipal court of Atlanta regarding “cases of default.”—Ibid. 
Sustaining Certlorari and Granting New Trial Held Error: 

The court erred in sustaining the certiorari and in granting 
a new trial.—lIbid. 


Assignments Failing to Specify Error in Rulings Insufficient; 
Statement by Witnesses of Contents of Original Records 
Held Properly Excluded: 

(Court of Appeals of Georgia, Division No. 1.) The as- 
signments of error in the petition for certiorari upon the ex- 
clusion of certain parts of depositions offered by the petitioner 
are insufficient, in that they merely specify the rulings com- 
plained of, and do not point out the alleged error or errors in 


the rulings. Nor does the petition specify, either literally or- 


in substance, the evidence which was excluded. See, in this 
connection, Civil Code 1910, sec. 5183; Lamar Co. vs. Lamar, 
123 Ga. 667 (1), 668, 51 S. EB. 584; Green vs. Patterson, 25 Ga. 
App. 374, 376, 103 S. E. 437. 


(a) Moreover, it appears from the petition for certiorari, 
and the answer of the trial judge thereto, that the portions 
of the depositions excluded were those parts wherein witnesses 
were stating the contents of certain original records in their 
possession, the records not being introduced in evidence nor 
attached to the depositions, and the witnesses not reading from 
the records for the purpose of refreshing their recollection. 
Under these circumstances it was not error for the judge io 
rule that the original records were the best evidence, and that 
the witnesses could not state their contents. Civil Code 1910, 
sec. 5748, 5759; Griffin vs. Wise, 115 Ga. 610, 612, 41 S. EB. 1003; 
Johnson vs. State, 125 Ga. 248 (2-a), 54 S. E. 184; Henderson 
vs. Maysville Guano Co., 15 Ga. App. 69 (4), 82 S. E. 588; 
Perry vs. Camilla Cotton Oil and Fertilizer Co., 28 Ga. App. 
512, 518, 111 S. B. 828.—TIllinois Cent. R. Co. vs. Banks, 122 S. E. 
Rep. 85. 
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When Common-Law Presumption that Loss Occurred on De. 
livering Carrier’s Line Will Be Entertained, Stated: 

“When goods moving in interstate commerce upon a through 
bill of lading are delivered in bad condition, and the evidence 
shows that they were sound when received by the initial car- 
rier, but does not affirmatively establish where the loss occurred, 
there is a common-law presumption, applicable under the 
Carmack amendment, against the delivering carrier, that the 
injury occurred on the delivering carrier’s line.’ “There is 
no inconsistency between this rule and the provision of the 
amendment making the initial carrier also liable.” Chicago & 
Northwestern Railway Co. vs. Whitnack Produce Co., 258 U. §. 
369, 42 Sup. Ct. 328, 66 L. Ed. 665. See Barron vs. New York, 
etc., R, Co., 31 Ga. App.—, 122 S. E. 83, this day decided. 

(a) Under the above decision of the Supreme Court of the 
United States, and the facts of the instant case, the trial magis- 
trate, sitting without the intervention of a jury, did not err 
either in denying the motion for the grant of a nonsuit or in 
rendering the judgment complained of in favor >f the plaintiff, 
and the judge of the superior court did not err in overruling 
the certiorari.—Ibid. 

Award of Damages for Delay Denied: 

It not appearing to this court that the writ of error was 
prosecuted for the purpose of delay, the defendant in error’s 
request for the award of damages is denied.—lIbid. 

Domestic Express Company Held Subject to Suit in County 

Wherein It Had No Office or Agency: 

(Supreme Court of Georgia.) Assuming, because this was 
a suit against an express company, that the corporation re- 
ferred to in the second question is an express company, that 
question is answered in the affirmative; that is, a domestic 
corporation with its principal office fixed by its charter in 
Richmond county, Georgia, can be sued in Bibb county, Georgia, 
though at the time of the suit it had no office, agent, or agency 
in Bibb county, and was not transacting business there.—Fllis 
vs. Southern Express Co., Southern Express Co. vs. Ellis, 122 
S. B. Rep. 48. 

Damaged Condition of Goods on Arrival at Destination Held to 

Raise Presumption of Negligence: 

(Supreme Court of Arkansas.) Proof of delivery of sweet 
potatoes to the carrier in good condition and their frozen con- 
dition on arrival at destination, where they were first insne :ted, 
raised a presumption of negligence justifying recovery, in the 
absence of explanation.—Missouri Pac. R. Co. vs. Bell et al., 
259 S. W. Rep. 745. 

Contract for Shipment to Point Outside State Held Through 

Contract: 

A carrier accepting goods for shipment to a point on an- 
other line in another state, is conclusively treated as having 
made a through contract.—lIbid. 

Initial Carrier Has Burden of Proving Non-Responsibility for 

Damage to Goods in Transit: 

The burden of proof that damage to goods in transit re- 
sulted from some cause for which the initial carrier was not 
responsible is upon such carrier, since it has the better means, 
and often the only means, of making such proof.—lIbid. 
Evidence Held to Justify Verdict Against Initial Carrier for 

Injuries to Goods in Transit: 

In an action against an initial carrier for injury to sweet 
potatoes frozen in transit, evidence held to justify verdict for 
shipper.—Ibid. 

Jury’s Province to Believe Plaintiff's Witnesses Where Evidence 

Conflicts: 

Where evidence as to a question of fact was conflicting, it 
was within the peculiar province of the jury to believe plain- 
tiff’s witnesses, and draw all legitimate inferences from their 
testimony.— Ibid. 

Instruction as to Measure of Damages for Potatoes, Frozen in 

Transit, Held to Have Properly Stated the Law and Not to 

Be Prejudicial to Carrier: a 

In an action for injury to sweet potatoes, frozen in transit, 


‘an instruction stating damages as difference between amount 


potatoes sold for, at destination, and what they would have 
brought there, undamaged, with 6 per cent interest from date 
of arrival to present time, properly stated the law and was 
not prejudicial to defendant, where the proof showed they were 
so badly damaged that they had to be rehandled and that much 
of them had to be dumped and the balance were sold to the 
best advantage possible, authorized 4 much larger verdict than 
was rendered.—Ibid. 

Stipulation Held Binding on Petitioner for Certiorari Though 

Not Authenticated by Signature of Counsel: 

(Supreme Court of Tennessee.) A stipulation contained in 
the transcript between depositions filed as a whole, the cap- 
tion of the first of which, referred to in the stipulation, showed 
that counsel for all parties. were present when the depositions 
were taken, and purporting to be made “between counsel rep- 
resenting all parties,” held binding on petitioner for certiorari, 
though not authenticated by the signature of any counsel.— 
ao & Sons vs. Illinois Cent. R. Co. et al., 259 S. W. Rep. 
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Objection First Made on Certiorari to Admission of Stipulation 





Too Late: 

An objection first made on certiorari to admission of a 
stipulation as evidence is too late.—Ibid. 

Judicial Knowledge that Informal Stipulations Are Frequently 
Made and Observed Though Unsigned: 

The Supreme Court knows from observation and experi- 
ence that informal stipulations between counsel, such as 
waivers of formalities in taking depositions, or leave to use 
copies instead of original exhibits, are frequently made, ob- 
served, and relied on, though unsigned.—Ibid. 

Objection to Insertion of Stipulation in Record Should Be Made 
in Lower Court: 

To attack a stipulation between counsel as unauthorized 
and improperly inserted in the record by the reporter, objection 
should be made in the lower court, so that other parties may 
apply for leave to take additional proof on the matters cov- 
ered thereby, or for other relief.—lIbid. 

Qoods jin Good Condition When Delivered to Initial Carrier 
Presumed Damaged While in Possession of Delivering 
Carrier: 

Goods delivered to the initial carrier in good condition, but 
delivered by the last connecting carrier in damaged condition, 
are presumed to have been damaged while in the latter’s pos- 
session, and the Carmack amendment (U. S. Comp. St., sec. 
$604a, 8604aa) does not change such rule.—Ibid. 

Decree Against Transfer Company for Value of Goods Lost in 
Transit Held Justified by Evidence: 

Evidence as to thefts by employes of a transfer company 
from boxes of goods hauled by it from railroad freighthouses 
to consignees held sufficient to sustain a decree against it for 
the value of goods missing from a box thus delivered by it, 
whether or not it was a connecting carrier presumed liable 
for loss of goods delivered to the initial carrier in good condi- 
tion —Ibid. Pivot, 
Liability for Delivering Without Taking Up Bill of Lading and 

Draft Stated: 

(Supreme Court, Trial Term, Orleans County.) Where car- 
rier delivers goods without. taking up the bill of lading and 
draft attached thereto, it is liable for no more than the actual 
value of the goods at destination at time of delivery, and not 
for the amount of the draft, unless it is less than such value.— 
Hatch vs. New York Cent. R. Co., 202 N. Y. S. .807. 


CARRIAGE OF LIVE STOCK 


Published Schedules Best Evidence of Time for Transportation 
of Live Stock Under Bill of Lading; Where Published 
Schedules Not Introduced by Carrier, Schedule Time Ques- 
tion of Fact; Verdict on Conflicting Evidence Not Disturbed 
Unless Manifestly Wrong: 

(Supreme Court of Nebraska.) In an action between a 
shipper and a carrier for negligent delay in the shipment of 
live stock, the published schedules required by law are the 
best evidence of the time in which the live stock was to be 
transported under the bill of lading. But where such schedules 
are not introduced in evidence by the carrier, and where there 
is a conflict of evidence as to the schedule time, the question 
is one of fact for the jury, and a verdict based upon such evi- 
dence will not be set aside unless it is manifestly wrong.— 
Rose vs, Chicago & N. W. Ry. Co., 197 N. W. Rep. 952. 


BILLS OF LADING 
ee of “Bill of Lading” as Showing Title to Goods Shipped 
tated: 

_ (Supreme Court of Illinois.) A “bill of lading” is a receipt 
given by carrier, coupled with an agreement for the carriage 
of the goods according to the terms expressed in the bill, and 
it does not represent the contract between seller and buyer, but 
it is indicative of the title to the goods shipped.—Rudin vs. 
King-Richardson Co. et al., 143 N. BE. Rep. 199. 


REVERSES GARNISHMENT DECISION 


The Trafic World Washington Bureau 


In No, 232, Atchison, Topeka & Santa Fe, petitioner, vs. 
Edmund R. Wells et al., the Supreme Court of the United 
States, in an opinion by Mr. Justice Brandeis, this week re- 
versed the Circuit Court of Appeals for the Fifth Circuit be- 
Cause it affirmed a decree dismissing a bill of the Santa Fe 
seeking an injunction against enforcement of judgments result- 
ing from a damage suit brought against the Santa Fe, In 
giving the history of the case and the opinion of the court, 
Justice Brandeis said: 


’ 
,_ Wells, a citizen and resident of Colorado employed by the At- 
chison, Topeka & Santa Fe Railway Company, wee infaved “while 
: orming his duties in New Mexico. He sued the company in 
t state court of Texas, but could not make personal service upon 
. Within that State.* Wells procured from the same court a writ 
Wit shment to a Texas railroad company whose line connected 

Gh e Santa Fe; which had in its possession Santa Fe rolling 
after’ and which owed to it large sums on traffic balances. There- 
ih €r, constructive service was made upon the Santa Fe, by serv- 

® one of its officers in Kansas and by publication in a Texas 


Newspaper. The Santa Fe did not appear in the action; and 
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judgment in the sum of $4,000 and costs was entered against it 
by default. Objection by the garnishee to the jurisdiction having 
been overruled, a judgment was entered that Wells recover from 
it this sum with interest and costs, in satisfaction of his judgment 
against the Santa Fe. To enjoin the enforcement of these judg- 


‘ments, suit was brought by the Santa Fe in the federal court for 


western Texas against Wells, who had meanwhile become a resi- 
dent of that State, and his counsel. The case was heard on agreed 
facts; and a decree dismissing the bill was affirmed by the United 
+ Circuit Court of Appeals for the Fifth Circuit. 285 Fed 


It is here on writ of certiorari under Section 240 of the 
Judicial Code, 261 U. S. 612. 

The rolling stock held by the garnishee was then being used in 
interstate commerce and; the amount due on traffic balances 
arose out of transactions in such commerce. These facts did not 
render the property immune from seizure by attachment or gar- 
nishment. Davis vs. Cleveland, Cincinnati, Chicago & St. Louis 
Ry. Co., 217 U. S. 157. But the writ of garnishment is void becamse 
of the purpose for which it was invoked. The Santa Fe is a 
Kansas corporation. It had not been admitted to Texas as a 
foreign corporation. It had not consented to be sued there. It 
did not own or operate any line of railroad within the State; and 
had no agent there. The Texas statutes concerning garnishment 
were construed and applied in the Wells suit so as to permit a 
citizen and resident of another State to prosecute in Texas a cause 
of action which arose elsewhere against a railroad corporation of 
another State, which is engaged in interstate commerce, which 
neither owns nor operates a railroad in Texas, and which has not 
consented to be sued there. For the reasons stated in Davis vs. 
Farmers’ Co-operative Co., 262 U. S. 312 (decided since the entry 
of the judgment here under review) such a suit necessarily and 
unreasonably burdens interstate commerce; and the statute as 
construed and applied is invalid. 

Relief against the void judgments entered was properly sought 
by the Santa Fe in the federal court. Simon vs. Southern Ry. Co., 
236 U. S. 115; Wells Fargo & Co. vs. Taylor, 254 U. S. 175. See 
Essanay Film Co. vs. Kane, 225 U. S. 358, 360. The garnishment 
was void. Seizure of its rolling stock and credits interfered with 
interstate commerce. It was not obliged to assert its rights in the 
courts of Texas. Compare The Firestone Tire & Rubber Co. Vs. 
Marlboro Cotton Mills, 282 Fed. 811, 814. Nor could its right not 
to be sued there be affected by anything which the garnishee did 
or omitted to do. Moreover, the garnishee’s objection to the juris- 
diction (on grounds later upheld by this Court in the Farmers 
Co-operative Co. case) had been overruled by the state court. We 
have no occasion, therefore, to consider further the scope or the 
provisions of the statutes concerning garnishment. 


*See Atchison, T. & S. F. Ry. Co. vs. Weeks, 254 Fed 513. 


WRIT IN SHIPPING CASE 


On petition of the Skinner & Eddy Corporation the Su- 
preme Court of the United States this week in No. 28, Original, 
In the Matter of the Skinner & Eddy Corporation, issued a 
writ of mandamus directed to the court of claims to restore its 
order of April 30, 1923, dismissing the suit of Skinner & Eddy 
against the United States and to set aside its order of Nov. 
28, 1928, vacating the order of dismissal and prohibiting the 
court from attempting to exercise further jurisdiction in the 
case. 

The company sued the United States in the court of claims 
for $17,493,488.97, the cause of action having been based on 
balances alleged to have been due for the construction of ships, 
and other services under contracts between the company and 
the Fleet Corporation. On motion of the company the court of 
claims dismissed the suit and the company then sued the Fleet 
Corporation in the state court of Washington at Seattle. Later 
the court of claims, on motion of the government, restored the 
suit in that court. 


HOLDS CONTRACT WAS REQUISITIONED 

The Supreme Court of the United States this week re- 
versed the court of claims in Nos. 367 and 385, Brooks-Scanlon 
Corporation vs. United States, and United States vs. Brooks- 
Scanlon Corporation, respectively, on a finding that the Brooks- 
Scanlon Corporation was entitled to just compensation for the 
requisition of a contract for the construction of a ship. 

The court said the cases arose out of exertion of the power 
of requisition conferred on the President by the emergency 
shipping act and that there was involved the question of 
whether a certain contract for the construction of a ship was 
requisitioned. The contention of the government was that the 
materials for the ship were requisitioned but not the contract. 
The court held that the contract for the construction of the 
ship was requisitioned and remanded the case to the court of 
claims for further proceedings in conformity with the opinion. 


SELLING CARRIER NOT LIABLE 
In an opinion by Mr. Justice McReynolds, the Supreme 
Court of the United States this week in No. 272,-Missouri Pa- 
cific Railroad Company, petitioner and plaintiff in error, vs. 
Mrs. T. V. Prude, reversed the supreme court of Arkansas. 
Mrs. Prude purchased from the petitioner a round-trip cou- 
pon ticket issued at its office in Forrest City, Ark., which au- 
thorized her to travel over its line to Texarkana, Ark., thence 
over the Texas Pacific to Longview, Tex., and thence via the 
I. & G. N. to Houston, Tex., and to return via the same route. 
Claiming that, while on the line of the I. & G. N., she was 
assaulted by the auditor, she brought suit to recover damages 
from the Missouri Pacific, the carrier that sold the ticket. The 
Missouri Pacific said it was not responsible for any assault 
committed by an auditor of the I. & G. N. 
The trial court permitted the case to go to a jury on the 
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theory that the assault constituted a breach of the initial car- 
rier’s contract for safe transportation. Judgment was given 
for both compensatory and punitive damages and was affirmed 
as to the former by the supreme court of Arkansas. 

After pointing out that the Missouri Pacific stated on the 
ticket that it was not responsible beyond its own lines and that 
it acted only as agent, the Supreme Court held the Arkansas 
supreme court had erred. 


EXPRESS RECEIPT LIMIT 
The Trafic World Washington Bureau 


The Supreme Court of the United States has granted a 
writ of certiorari in No. 991, American Railway Express Com- 
pany, petitioner, vs. George C. Daniel, bringing up for review, 
from the Supreme Court of Georgia, the question whether the 
$50 value limit set forth in the receipt given by the express 
company to the. mother of the plaintiff limits the recovery 
of the plaintiff, a consignee, to whom the shipment was not 
delivered. The lower rate granted upon condition that the 
package was not worth more than $50, was applied to the 
shipment. It was said, after its loss, to have been worth 
$152.50. The express company admitted liability for $50, but 
that sum was not accepted in settlement. 

Suit was brought and judgment was given for $100. The 
court of appeals sustained the lower court. The case was 
eertified to the Supreme Court of Georgia. That court, by an 
equal division of the judges, three on each side, affirmed the 
judgment of the court of appeals. 

The crux of the Georgia decision, as set forth by Judge 
Stephens of the court of appeals in a head note, the applica- 
tion for the writ said, was that where a carrier sought to 
limit its liability to the declared or agreed value, as provided 
in the contract of shipment, under the second Cummins amend- 
ment, “such declared or agreed value must be declared or 
agreed upon knowingly and understandingly by the shipper 
and the carrier and for the purpose of securing the reduced 
rate authorized by the amendment.” The court said it did not 
appear, in the case before it, that the shipper made any declara- 
tion as to the value of the article shipped. Nor did it appear, 
said the court, that the $50 valuation placed upon the ship- 
ment by the agent of the carrier, which was less than the 
true value, even though acquiesced in by the agent of the 
shipper, was, if agreed upon, agreed upon knowingly and un- 
derstandingly and for the purpose of obtaining the benefit of 
the reduced rate. 

The conclusion drawn was that the proof did not serve to 
effectuate the limitation of liability to the amount written in 
the receipt, because the carrier did not make it appear that 
the value of the shipment, as stated in the receipt, was made 
knowingly and understandingly for the purpose of obtaining 
the lower alternate rate which was in fact applied by the 
carrier to the value thus stated. 


REVENUE FREIGHT LOADING 


Revenue freight loading took a decided spurt upward the 
week ended May 3, the total number of cars having been 914,- 
040, as compared with 878,892 cars the preceding week and 
961,617 and 747,200 cars in the corresponding periods of 1923 
and 1922, respectively, according to the weekly report of the 
car service division of the American Railway Association. 

Loading of grain and grain products; as compared with the 
preceding week, increased from 38,029 to 43,591 cars; loading 
of coal from 117,572 to 127,165 cars; loading of ore from 27,417 
to 48,239 cars; loading of merchandist,’L. C. L., from 247,952 
to 249,863 cars, and loading of miscellaneous freight from 328,- 
206 to 332,625 cars. : icreee z 

Loadifig of live stock, as compared’ with the preceding week, 
decreased from 32,607 to 32,247 cars; loading of coke -from 
10,289 to 10,021 cars; and loading of forest products from 76,870 
to 75,289 cars. eee. aoe 

Loading by districts the week ended May 3 and for the 
corresponding period of 1923 follows: ~~ eae 


Eastern district: Grain and grain products, 11,626 and 6,124; live 
stock, 3,008 and 3,148; coal, 34,075 and 55,166; coke, 2,118 and 4,182; 
forest products, 5,522 and 5,501; ore, 3,171 and 4,319; merchandise, 
L. C. L., 69,764 and 66,458; miscellaneous, 92,470 and 98,047; total, 
1924, 221,754; 1923, 242,945; 1922, 179,605. 

Allegheny district: Grain and grain products, 3,527 and _ 2,034; 
live stock, 2,383 and 2,493; coal, 37,141. and 54,238; coke, 4,867 and 
6,999; forest products, 3,412 and 4,028;. ore, 6,079 and 6,874; mer- 
chandise, L. C. L., 51,383 and 48,451; miscellaneous, 78,654 and 88,- 
804; total, 1924, 187,446; 1923, 218,921; 1922, 142,263. 

Pocahontas district: Grain and grain products, 178 and 210; 
live stock, 99 and 114; coal, 22,948 and 23,354; coke, 362 and 489; 
forest products, 1,575 and 1,978; ore, 105. and 295; merchandise, L. 
Cc. L., 6,812 and 6,527; miscellaneous, 4,902 and 5,357; total, 1924, 36,981; 
1923, 38,324; 1922, 38,012. 

Southern district: Grain and grain products, 3,780 and 3,759; live 
stock, 1,677 and 2,223; coal, 15,301 and 21,157; coke. 912 and 1,442; 
forest products, 24,353 and 23,865; ore, 1,622 and 1,585; merchandise, 
lL. C. L, 39,198 and 39,858; miscellaneous;: 45,445 and 45,347; total, 
1924, 132,288; 1923, 139,236; 1922, 122,646. — 

Northwestern district: Grain and grain: products, 9,526 and 8,700; 
live stock, 9,055 and 9,169; coal, 5,076..and 4,107; coke, 1,228 and 
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1,363; forest products, 20,816 and 19,045; ore, 28,751 and 21,162; mer. 


chandise, L. C. L., 30,706 and 29,947; miscellaneous, 35,324 and : 
——. ata oe: gr og 1922, 106,608. ie 
entr: estern district: Grain and grain products, 10,564 

9,491; live stock, 12,672 and 12,918; coal, 9,753 and 13,548; coke, a 
and 476; forest products, 11,326 and 9,858; ore, 3,051 and 3,158; mer. 
chandise, L. C. L., 36,855 and 35,107; miscellaneous, 49,548 and 52 857; 
total, 1924, 134,124; 1923, 137,413; 1922, 110,073. i 

Southwestern district: Grain and grain products, 4,390 and 3,845: 
live stock, 3,353 and 2,746; coal, 2,871 and 3,912; coke, 179 and 146: 
forest products, 8,285 and 7,902; ore, 460 and 550; merchandise L 
C. L., 15,145 and 14,609; miscellaneous, 26,282 and 22,715; total, 1924 
60,965; 1923, 56,425; 1922, 47,993. ; 

Total, all roads: Grain and grain products, 43,591 and 34,163; live 
stock, 32,247 and 32,811; coal, 127,165 and 175,482; coke, 10,021 and 
15,097; forest products, 75,289 and 72,177; ore, 43,239 and 37,943: mer. 
chandise, L. C. L., 249,863 and 240,957; miscellaneous, 332,625 and 
352,987; total, 1924, 914,040; 1923, 961,617; 1922, 747,200. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended May 10 totaled approximately 11,800 cars, according to 
the weekly report of the Bureau of Agricultural Economics of 
the Department of Agriculture. The totals from the summary 
of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads, 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the “age = nd eee 

0) ota 








= This Last 
May Apr. 27- May Sea- Sea- Total 
4-10, May 3, 6-12, son to son to Last 
1924 1924 1923 May 10 May 12 Season 
Apples (western states)— 
WEE  deecccte es 183 249 83 *62,330 46,042 46,286 
Apples (eastern states)— 
, =r enu 305 397 323 *70,349 65,158 65,997 
Asparegus— 
c re 73 *66 se *671 + *785 
Cabbage— 
aa 731 *659 964 *11,090 8,256 *36,870 
Celery— 
eA 147 199 90 *6,792 6,228 6,398 
Cherries— : 
EEN. cis wales ov 30 19 +* 21 ot 904 
Cucumbers— 
i ie orl oo 85 73 +* 214 = 5,677 
Grapefruit— 
yo Pee 506 574 bad *17,505 ve 17,634 
Lettuce— 
OO. oncvdness 953 *818 716 *18,926 *16,744 *27,713 
Mixed Citrus Fruits— 
California begins 
ota eee 16 17 ++ 524 +* 1,044 
Florida begins 
ee ee ee eee 100 ** 2,852 cd 2,633 
Mixed Vegetables— 
a Ee 656 *595 585 *9,436 8,565 *24,023 
Lemons— 
California begins 
“~ Sige EPSsSYS 386 ** *5,965 *% 8,194 
Onions (1923 crop)— 
MOG Geeks veces 55 5 *29,102 29,758 29,758 
Onions (1924 crop)— 
- SP RSSTees 601 571 2,251 2,135 *29,102 
Oranges— 
SEA Ae 1,519 1,930 ads 56,036 ¥* *67,952 
Spinach— : 
SS Ee 304 277 158 *7,499 7,103 7,354 
Strawberries— e 
| Se Aare 1,492 741 1,545 *3,662 5,027 *17,899 
String Beans— 
_. ae 101 79 se 518 ** 3,335 
Tomatoes— 
MEE o6%-5< cis-era 390 162 757 *5,636 7,207 *24,017 
Potatoes (1924 crop)— 
: OE: Sas cdomes 832 728 914 *2,892 2,805  *229,299 
Summary Potatoes— 
- Leading sections, 
_,Late Crop. ....2,543 2,379 2,403 179,610 173,614 186,055 
Other sections, 
Late Crop .... 30 38 21 16,278 27,099 27,181 
Early Crop, 1923. 0 0 0 *33,411 40,922 40,922 
| 2,573 2,417 2,424 229,299 241,635 254,158 





** Unavailable. 


- CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order in 
the period April 23 to 30, inclusive, was 329,489 as compared 
with 321,832 cars in the preceding period, while the average 
daily shortage was 177 cars as compared with 217 cars in the 
preceding period, according to compilations made from carriers 
reports by the ear service division of the American Railway 
Association. 


The surplus was made up as follows: Box, 92,578; venti 
lated box, 314; auto and furniture, 8,756; total box, 101,648; 
flat, 3,268; gondola; 93,884; hopper, 99,177; total coal, 193,061; 
coke, 2,776; S. D. stock, 15,168; D. D. stock, 1,480; refrigerator, 
10,332; tank, 141; miscellaneous, 1,615; total, 329,489. 

“The shortage was made up as follows: Box, 27; auto and 
furniture, 15; flat, 38; gondola; 97; total, 177, 

Canadian roads reported a surplus of 17,050 cars made UP 
of 12,400 box, 550 auto and furniture, 650 flat, 400 gondola, 1,850 
S. D. stock and 1,200 refrigerator cars. 
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SECTION 28 SUSPENDED ~ 


The Trafic World Washington Bureau 


Suspension of operation of section 28 of the merchant 
marine act “until further order of the Commission” was made 
py the Commission late May 10, the action being based on with- 
drawal by the Shipping Board of the certificate that shipping 
facilities were adequate under the American flag to permit ap- 
plication of the section. The order set aside the previous order 
under which the section would have become operative June 20 
and restored the order of June 14, 1920, as modified by supple- 
mental orders of July 27, 1920, December 11, 1920, and Febru- 
ary 7, 1921, suspending the provisions of section 28. 

The Commission said that the Shipping Board, by certifica- 
tion dated May 8, stated that “doubt had arisen whether ship- 
ping facilities under the American flag are adequate in all 
respects, to the trade ranges specified in” the board’s certificate 
of February 27, 1924, and had withdrawn the certificate of that 


ate. 

Although it is not expected that an effort will now be made 
to press consideration of the bill providing for postponement of 
the effective date of section 28 until May 1, 1925, it is believed 
that adoption by Congress of the joint resolution offered by Rep- 
resentative Brand, of Ohio, providing for a special commission of 
twelve members to investigate and study the situation with re- 
spect to application of section 28, will be urged. (See Traffic 
World, May 3, p. 1151.) 

Officials of the Shipping Board admit no effort will be made 
to apply the section again until further study has been made. 
Chairman O’Connor, in discussing the action taken by the board 
in withdrawing its certificate, said the board expected shippers 
and railroads to prepare for application of the section by per- 
mitting contracts with foreign shipping lines to run out. He 
said protestants against application of the section had said they 
were under six-month contracts with foreign lines. The board 
also expects railroads having preferential traffic agreements with 
foreign lines to abrogate such contracts in anticipation of ap- 
plication of the section at some future date, the chairman said. 

The board and Fleet Corporation will now go forward with 
perfecting the consolidation of freight services. President Pal- 
mer indicated that he might recommend reductions in the num- 
ber of vessels in operation to keep within the appropriation of 
$36,000,000 voted by Congress for the fiscal year ending June 
30, 1925. Chairman O’Connor said the board would approve 
such reductions only where it was demonstrated vessels were 
not needed. cf 


Withdrawal of Section 28 


The National Merchant Marine Association believes that, 
with withdrawal by the Shipping Board of its certification 
to the Commission that shipping facilities were adequate to 
permit application of section 28, “the last of the chief prefer- 
ential provisions of that act has been practically cast into the 
discard, and the need of new legislation that can be enforced 
for the benefit of American shipping is greater than ever.” 
It says that, unless the bill authorizing the Shipping Board 
to use up to $25,000,000 for conversion of vessels into motor 
ships is passed, no marine legislation of a constructive char- 


acter will have been provided in the last four years. Con- 
tinuing, it says: 


The Shipping Board’s reversal of action on section 28 followed its 
failure to establish the fact that it had adequate tonnage available 
under the American flag, for all the services certified. In the hearings 
before the House Merchant Marine Committee it was brought out 
that, in a number of instances, American business would be injured 
by the application of the section as planned by the Board. The 
Principle of the section, however, is sound, and, if properly applied, 
would be of great benefit in developing an American merchant marine. 
It is felt, for instance that application could be made in services 
where adequate shipping facilities under the American flag exist, 
and that, by starting in this way, the application could gradually 
be extended through the extension of facilities until the whole foreign 
trade could ultimately be served properly. 

It is believed, for example, that the section could be enforced 
with regard to the trade between all South America and the United 
States, and that the Shipping Board should at once make certifi- 
cation to this effect. If an American merchant marine is to be 
developed properly it should be done, not to the hurt, but to the benefit 
of American business, and worked out cooperatively, with a con- 
Sequent increase in our commerce. For the Shipping Board to 
abandon section 28 completely, will serve only to increase still] further 
the difficulties of meeting foreign competition. It is incumbent upon 
the board, however, to show clearly that sufficient and proper tonnage 
iS available for the services which it certifies; and it is felt that this 
Can be done in regard to the trade with South America. 


COST OF THE MERCHANT MARINE 


Chairman O’Connor, of the Shipping Board, in an address 
May 16 before the Foreign Trade Conference at Detroit, said 
the cost of maintaining American ships on the ocean should 
hot be spoken of as loss, illustrating his contention as follows: 


a In the past year South America has ordered locomotive engines 
pe enormous scale. In years past, a freight rate of $4 a ton 
all € American competition in this market absoluetely impossible and 
ar these engines were bought in England. An American locomotive 
to AL be shipped from here to England and from England down 

South America. At the present time, with our American ships 
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we have direct routes from Atlantic ports to Rio De Janeiro and 
Buenos Aires. The result is that South America now buys most, 
if not all, of her locomotives from this country. The profits to 
American manufacturers run from the finished product to the mine 
and the enlarged payroll runs also from the locomotive works to 
the mine. The money spent for ships, by way of the United States 
treasury, is quickly returned to the pocket of the American taxpayer 
himself and what, as I have said, is frequently called loss, would 
truthfully be called a small treasury loss and a very large citizen 
profit. There are other places where American ships have been re- 
quired so to speak to travel two sides of a triangle. It is our pur- 
pose in establishing ship rates for the benefit of American citizens 
to follow that straight line which is the shortest distance between 


two points and not that line which might be provided for us by ships 
of foreign ownership. 


The stockholders of this great enterprise are, of course, you Amer- 
ican citizens, and you as truly own the ships as you own a fractional 
interest in the White House or the Washington monument. If you 
as stockholders are required at times to pay assessments for the bene- 
fit of the fleet, do not forget that you were for several years receiv- 
ing dividends which were duly deposited by the shipping board in the 
United States treasury and you have received in commercial benefits 
many times these assessments in return. 


OCEAN FREIGHT MOVEMENT 


The Trafic World New York Bureau 


A decided advance was recorded in vessel charters for 
grain, coal and lumber last week, which made up for reverses 
suffered in the previous few weeks. The majority of the 
fixtures reported were for grain, the aggregate being consider- 
ably in excess of that of the preceding week. Tonnage for 
May loading tn the St. Lawrence trade is somewhat scarce 
in comparison with the demand and the outlook is highly 
favorable for the boats available on this side. 

The number of fixtires for grain exceeded two dozen, 
all but seven or eight of these being for St. Lawrence load- 
ing, the others being for Atlantic Range to United Kingdom 
or continent for May and May-June loading.. 

Coal freights have been quiet in the absence of activity 
with the exception of a moderate movement to the east coast 
of South America. Three or four fixtures for Rio in the 
local markets were on the basis of $3.50 to $3.60 for May and 
early June loading. 

Two lumber fixtures were reported from the Gulf to 
River Plate, one at 160s, regular Pixpinus charter for June 
loading and another at 162s’ 6d., July loading to Buenos Aires, 
with part cargo to Santa Fe at 172s 6d. Both were done in 
London and demand is reported for additional June and July 
tonnage. 

Nothing has developed in the sugar trade and the time 
charter market remains unchanged, although there seemed 
to be somewhat better demand for round trip South American 
tonnage and trip across business in the Atlantic trade, two 


or three fixtures being reported in the latter. Demand for 
periods is very slack. ; 


INVESTIGATION OF BOARD 


The Trafic World Washington Bureau 


The House committee investigating the Shipping Board 
and Fleet Corporation will require the board and corporation 
to comply with requests of the committee for specific informa- 
tion. Representative Davis, committee “prosecutor,” said the 
advertising department of the Fleet Corporation, in response 


to a request for a statement on advertising expenses, had sub- 


mitted a reply that consisted chiefly of “a lot of bunk and 
The committee 
was informed by Charles K. Ford, of the advertising department 
of the Fleet Corporation, that it would take six months to pre- 
pare the information requested. Mr. Davis said his patience 
was worn out and that if the statement was not shortly forth- 
coming he would take steps to compel its production. Chair- 
man White said the committee expected and would insist on a 
reasonable response to its requests for information. 

A resolution was adopted by the committee requiring the 
board to submit a statement of the valid assets of the board 
and Fleet Corporation. 

The committee inquired into a statement from the Shipping 
Board showing an excess in revenue of $20,000,000 over ex- 
penses for the four-year period ending June 30, 1923. Members 
of the committee wanted to know how the board could have had 
an excess of revenue of the amount stated and have had losses 
at the same time. T. L. Clear, treasurer of the Fleet Corpora- 
tion, expressed the opinion that perhaps there were items of 
expense that had not been set off against the revenue statement, 
because they had not yet reached the disbursement stage. i 

Investigation into the sale of the seven combination pas- 
senger-cargo vessels by the Shipping Board to the Dollar Steam- 
ship Line was made by the House committee investigating the 
board, when J. Harry Philbin, manager of -the ship sales depaft- 
ment of the board, was on the witness stand. The witness said 
he had nothing to do with the sale. It was brought out that 
the vessels cost more than $4,000,000 and were sold for about 
$550,000 each. The position of the board with regard to the 
sale has been that the vessels were losing money, that no other 
bidder appeared for the ships and that under the contract of 
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sale Dollar agreed to maintain service under the American flag 
for five years. Mr. Philbin told the committee of pilfering from 
the tied-up vessels of the board. 

Representative Davis expressed the opinion that the Ship- 
ping Board had not allowed prospective bidders sufficient time 
in which to inspect vessels and submit bids. Reference also was 
made to the practice of the board not making public prices re- 
ceived for ships, members of the committee indicating that they 
could not see why such a policy had been followed. This policy 
was recently changed and prices of vessels sold have been made 
public. 

Transfer of the Martha Washington from the American flag 
and sale of the vessel to an Italian company was inquired into 
by the House investigating committee. The vessel was seized 
by the United States from Austria in the period of the world 
war. Representative Davis submitted data showing that Charles 
BE. Hughes, several months before he became Secretary of State, 
acted as counsel for the Italian company in connection with the 
sale of the vessel to that company. 

The Italian company, the original owner of the vessel, be- 
fore the war was Austrian, but it was changed to Italian under 
the treaty of St. Germaine, because Trieste, where the company 
was domiciled, was annexed to Italy, Representative Davis sub- 
mitted correspondence to show that the State Department in 
1922 had advised the Shipping Board of the change in the status 
of the company and that the board, acting on that advice, had 
authorized the sale of the Martha Washington. He also de- 
veloped that Congress had been requested to adopt a resolution 
authorizing the transfer of the vessel, but that no final action 
had been taken. 

Secretary Hughes issued the following statement with re- 
spect to his connection with the sale of the Martha Washington: 


The statement that I had anything to do with the sale of the 
Martha Washington is absolutely false. I have had nothing to do 
with this matter since I became Secretary of State. 

In 1920, when I was practicing law and before I had any idea 
of becoming Secretary of State, I was consulted by the attorneys 
of the Italians who claimed the vessel. I believed that their claim 
was a just one and took the matter up. While the vessel had been 
seized by this government because she flew the Austrian flag, she 
belonged to Trieste and to a corporation organized and controlled by 
Italians. When Trieste went to Italy the corporation was recognized 
by Italy as an Italian corporation and the Italians sought the return 
of the vessel. The question was whether the Government should 
confiscate: a vessel which really belonged to its associates in the war. 

My connection with the matter completely ended before I be- 
came Secretary of State. When a long time afterwards, I learned 
that the Shipping Board had brought questions relating to the vessel 
before the Department of State, I declined, because of my previous 
connection as above stated, to have anything to do with it. The mat- 
ter was handled exclusively under the direction of Mr. Phillips, the 
under Secretary of State, on the advice of the solicitor’s office, with- 
out any reference to me. I did not discuss the questions involved 
with anyone in the department and gave no instructions or sug- 
gestions directly or indirectly as to what should be done. I did not 
even know what had been done about it until a short time ago, when 
one of the newspaper correspendents mentioned it. 


FAST RUN BY BOAT 


A rapid trip between Duluth and New York was made by 
the Minnesota-Atlantic Transit Company’s steamer “Scranton,” 
which left Duluth at 1 a. m., May 1, and arrived in New York 
before noon, May 6. The steamer carried cars, CN 204575, Ex 
IC 5840, eggs; CN 202195 Ex WFE 49916, eggs; CN 204842 Ex 
FGE 33322, butter; and CN 204233, mixed car of butter and 
eggs. The actual time consumed on the trip was slightly less 
than 5% days, in spite of the boat having to fight her way 
through ice fields in Lake Superior. 


PALMER DISCUSSES MARINE 


President Palmer, of the Fleet Corporation, in an address 
May 15 at a dinner given bv the American Marine Association 
in New York City said the government’s cargo services as a 
whole “are ai-present losing on the average about $25,000 per 
ship voyage.” He said it was obvious that the services that 
showed considerable losses could not be disposed of uniler 
present conditions to private interests, and that they must either 
be maintained by the government or abandoned. He said they 
should not be abandoned where they were performing a desir- 
able national service and where there was prospect that within 
a reasonable time they would become nearly self-susta‘cing. 
Continuing, he said in part: 


The maintenance of these services has had considerable weight in 
keeping ocean freight rates at a low level, but, of course, abnormally 
low rates cannot build up the American merchant marine, and we 
must keep in.mind that that is our definite objective. The benefit has 
been temporarily for the account of those who have paid the freight 
charges, but the 110 million people of this country are actually pay- 
ing the difference between these rates and a rate that would make 
the services more nearly self-sustaining. 

The merchant marine act directs continued operation under the 
board “until business is developed so that such vessels may be sold 
on satisfactory terms, or unless it shall appear within a reasonable 
time that such line cannot be made self-sustaining.”” Everything in 
the act points to the desire to make the routes self-sustaining, and 
also to the belief that most of them would become so in a reason- 
able time. 

I am sure that the heavy losses under which the government serv- 
ices are operating can be much reduced by improved organization 
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and managément. We are concentrating on this, but improvement 
in shipping comes slowly. As you know, we are consolidating the 
overlapping and more or less competing services to form single lines 
serving definite territorial regions in this country and abroad. The 
consolidated services will enjoy increases flexibility due to their 
wider geographical range. Although there may be a reduction in the 
total number of ships operated in such a consolidated service, we are 
confident that it will result in no curtailment of justifiable service ang 
that ships will carry larger and better cargoes and, therefore, more 
nearly meet expenses. But as the demand comes for additional ton- 
nage, we are ready to put on more ships to meet every need of com- 
merce which means a living rate for our shipping interests. 


PALMER EFFECTS SAVINGS- 


President Palmer, of the Fleet Corporation, announced this 
week that reductions in personnel made in the last three weeks 
would effect a saving of approximately $50,000 a year. He said 
the reductions were made possible by eliminating positions that 
involved duplication or overlapping of other positions. Further 
reductions will be made, he said. He said none of the reductions 
affected important positions in the Fleet Corporation. 


PARCEL POST FOR URUGUAY 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


The consulate general of Uruguay has informed this office that 
certificates of origin are required for all parcel-post shipments to Uru- 
guay. The consular fees for the visé of the certificates is 30 cents per 
parcel having a value of not more than $10 and $1.50 per parcel having 
a value of over $10. 

The item ‘‘Uruguay” on pages 219 and 220 of the July, 1923, Postal 
Guide should be amended accordingly. 


C. 0. D. PARCEL POST WITH MEXICO 


C. O. D. service for parcels post between Mexico and the 
United States, which has been under discussion for some time, 
will probably be inaugurated within the next month, says 
Vice Consul Ernest E. Evans, Mexico City, in a report to the 
Department of Commerce. 

The value of merchandise contained in postal packages 
that entered Mexico from various points in the United States 
during the calendar year 1923 amounted to approximately 
$4,992,738 (U. S. currency), most of which business was neces- 
sarily prepaid. As soon as the C. O. D. service becomes 
effective a large part of this postal trade will be financed 
by payment on delivery through the intermediary of the 
Mexican Post Office Department, thus simplifying the details 
connected with the sale in Mexico of American products of 
small size and weight, according to the report. 


BRITISH IDLE TONNAGE DECLINES 


On April 1, 1924, there were idle in British ports 241 
British vessels, aggregating approximately 587,000 gross tons, 
according to a cable to the Department of Commerce from 
Commercial Attaché Walter S. Tower, London. This figure 
represents a sharp decline from the laid-up British tonnage 
on January 1, when 909,000 gross tons were idle, and is only 
one-third of the corresponding figure for January 1, 1922. 


PALMER CHANGES ASSISTANTS 


R. H. Hallett, assistant to President Palmer, of the Fleet 
Corporation, has returned to the legal department of the Ship- 
ping Board, and has been succeeded by E. J. W. Proffitt, of 
Providence, R. I., formerly with the Director of the Budget. 


THE ALASKA RAILROAD 


Connection service between the White Pass-Yukon Rail- 
road in northwestern Canada and The Alaska Railroad in A‘aska 
has been arranged, according to an announcement by the De- 
partment of the Interior which said: 

The new service will give tourists, who go up the White Pass- 
Yukon Railroad, to White Horse, and on to Dawson and the Klon- 
dike by steamer on the Yukon River, an opportunity to return through 
the Alaskan territory by the Alaska Railroad, instead of back over 
the same route. According to the arrangements after reaching Daw- 
son, these excursions may proceed on down the Yukon River as - 
as Nenana, at which point they connect with The Alaska Ral , 
proceeding to Anchorage over the government line and thence Dy 
steamer back to Seattle. 


TO ABANDON BRANCH LINE 


The Commission has authorized the Chicago, Rock Island 
& Pacific to abandon its Chandler branch extending from Guth 
rie to Chandler, Okla., a distance of approximately 34.2 miles. 
The Commission said annual operating deficits had averaged 
well over $60,000. It said the Rock Island contended there was 
not sufficient public necessity for the branch to justify its com 
tinued existence and operation; that adequate railroad service 
to the communities located on the line was afforded by existing 
lines of other carriers; that the losses incurred in operating 
the line were a drain upon its treasury and a burden upon the 
public at large and that experience had demonstrated there was 
not sufficient traffic produced in the tributary territory to result 
in profitable operation of the line. The Commission said the 
record sustained those contentions. 
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_ president of the Consolidation Coal Company; H. T. 


LAKE CARGO CASE 


The Trafic World Washington Bureau 


The interveners in the lake cargo coal rate case—that is, 
the more distant districts in West Virginia, Kentucky and Ten- 
nessee—Closed their side of the case on May 9. They called as 
witnesses J. S. Gilbert, the coal man of the Peavy and Monarch 
elevator interests; E. M. Saunders, president of the Northwest- 
ern Fuel Company, sellers of dock coal; W. A. Andrews, vice- 
ilson, 
Columbus, O.; S. R. Jennings, Johnson City, Tenn.; W. J. Magee, 
Cincinnati; J. D. Francis, Huntington, W. Va., and Edwin M. 
Keatley, representing the West Virginia utilities commission. 

Testimony as to commercial conditions was put into the 
record to show that, in the competition for markets, the Ohio 
and Pittsburgh complainants had not lost to the interveners, but 
that competition from southern Illinois had increased greatly on 
account of the relatively more favorable all-rail adjustment from 
fields in that part of the country, to the northwest, where the 
lake cargo coal found its market. Mr. Gilbert expressed the 
opinion that any reduction from the Ohio and Pittsburgh dis- 
tricts that might be ordered would not be reflected back to the 
consumers in the northwest, but would inure to the benefit of 
the operators in those districts. Mr. Saunders brought out the 
fact, also mentioned by Mr. Dewberry, that the docks in the 
upper lake ports were owned largely by Ohio and Pittsburgh 
interests, and that most of the coal from the more distant fields 
sold in the northwest was handled by the docks. In other 
words, that the complainants bought coal from their competitors 
and distributed it in the northwest. He also emphasized the 
competition from the southern Illinois coal fields. 

Mr. Keatley was called to testify as to conditions in the 
southern West Virginia fields. He said that the coal industry 
was about the only one in the counties constituting the southern 
fields and that there was practically no chance of employment 
in those counties, except in coal and allied industries. The land, 
he said, was of little agricultural value, and when the coal was 
taken out it rapidly reverted to its original wooded condition. 
The lumber industry, he said, had passed the maximum and was 
on the decline. Therefore, he indicated, the well being of the 
people in the southern coal counties was wholly dependent upon 
the coal industry. 

Answering a question by R. E. Quirk, he said that if the 
proposed increase in the differentials against the southern West 
Virginia fields had the effect of keeping that coal out of the 
market, the result on the economic and social conditions on the 
coal counties would be disastrous. The past year, he said, was 
distressing on account of the small demand for coal and the 
first quarter of 1924, he added, was worse. He quoted figures 
showing precipitous declines in the amount of business done by 
jobbers and retailers in the coal counties. 

By agreement among the parties in interest, further hear- 
ing in the lake cargo coal rate case was postponed, on May 9, 
to June 2. It was put off on account of the illness of some of 
those who have taken part in the hearing, the illness of one 


POSITIONS WANTED OR OPEN 











First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
T C WORLD, 418 South Market Street, Chicago, 


WANTED—Experienced mill accountant and traffic manager by 


a thousand barrel Nebraska mill. Address Box 663, Traffic World, 
Chicago, Ill. 


POSITION WANTED—Competent Traffic Man, now in charge of 
transportation of one of the largest chemical plants in the world, 
desires to change connections; industrial or railroad. Address Box 
659, Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic manager or assistant; I. C. S. 
graduate. 28 years old. Salary no object. Present contract expires 
July 1st. Address Box 655, Traffic World, Chicago, Il. 


SUCCESSFUL established firm Traffic Managers, large permanent 
clientele, no competition, western city three hundred thousand popu- 
lation, income about six thousand five hundred dollars per annum 
and growing. Several commission cases pending and heavy amount 
claim commissions outstanding. Consider sale to someone with high 
ability as Traffic Manager. Splendid opportunity for commerce 
counsel and rate specialist. Family reasons necessitate one firm mem- 
ber leaving high altitude. Four thousand dollars will secure entire 
business, This will bear closest investigation. Address Box 661, 
Traffic World, Chicago, Ill. 
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WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 

€s Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. : 
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witness who has not been heard, and the desire of some to at- 
tend the annual meeting of the National Coal Association in 
Cincinnati, in the week beginning May 11. 


DISTRIBUTION OF COAL 


Secretary Hoover, of the Department of Commerce, has sent 
to national and state trade associations the following letter on 
the subject of co-operation between shippers and the railroads 


with respect to handling efficiently the coal traffic of the 
country: 


. 


During 1923 the railways through the cooperation of the manu- 
facturing and ng ig tenes J trades and the coal operators and distri- 
butors were able to handle the national coal traffic in a most efficient 
manner without car shortages. This was accomplished to a consider- 
able degree by cooperation among the trades for the purchase and 
storage of coal during the summer season. As you are aware, the 
great danger point of traffic congestion is the fall season whén the 
combined. crop, winter goods, and household coal movements have 
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In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description —City Delivery Service 
and Carload Distributors 





Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


| DO ee ee. a Oe es 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“‘Let Us Solve Your Distribution Problem’’ 
Centrally Located to All Railroads and Boat Lines 


THE 


College of Advanced Traffic 


offers YOU the 


OPPORTUNITY 


to attain the position in the Traffic Field which you 
have set as your objective. 


We train you in the most practical way and by the 
actual tools of the trade, in every phase of 


TRAFFIC MANAGEMENT 


By enrolling NOW you are assured of a place in one of our 
present or Fall classes. DON’T BE ONE OF THE UN- 
LUCKY ONES. ACT NOW. 


GEO. A. RAUTENBERG, Director 
608 South Dearborn Street, CHICAGO 








1282 THE TRAFFIC WORLD 


always, except through last year’s cooperation; combined to create 


e. 

The fall car shortage always has the effect of increasing the price 
of coal and of seriously disturbing the whole economic machine. Secur- 
ity lies in repeating the storage performance of last year, by the 
manufacturers of the country taking reserves of c during the 
months of May, June and July, thus foregoing the neecessity of coal 
shipments during the peak period in competition with the household 
movement. Outside of strike years, these summer months are uni- 
versally the period of lowest bituminous coal prices. 

e also have a national problem in the long view of securing 
cheaper coal by maintaining more regularity in the production of our 
coal mines through planning out its seasonal fluctuations. This can 
only be brought about if the consumers are willing to store coal during 
the low production season. 

There is, therefore, every transportation and financial reason for 
storing coal during the next few months in preparation for the autumn 
need. It would be a contribution not only in the interest of the con- 
sumer but of the railways and the coal industry if we could this year 
produce the same successful results that your association so materi- 
ally eer in bringing about last year. 

I am, therefore, asking that your. association should actively inter- 
est itself in bringing these matters to the attention of the large coal 
consumers from the point of view of their personal interest as well as 
a contribution to the mutual good of American business. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal appears to have found a tempo- 
rary level between 6,700,000 and 6,900,000 tons a week,” the 


Geological Survey says in its current coal report which, in part, 
follows: 


The total output in the week ended May 3 is estimated at 6,832,- 
000 net tons, an increase of 108,000 tons. In spite of the improve- 
ment, however, production is at an extremely low level, even for 
this season of the year. Excluding holiday weeks and periods in 
which production was curtailed through general strikes, the weekly 
rate of output at present is lower than at any date on record, ex- 
cept in a few weeks in the spring of 1921. 

That the decline in the production of anthracite was but tem- 
porary and was caused by the observance of the two holidays— 
Easter Monday and election day—is shown by the improvement in 
the week ended May 38. Present estimates place the total output, 
including mine fuel, local sales, and washery and dredge production, 
at approximately 1,616,000 net tons. This was practically the same 
as in the most recent full-time week, that ended April 19. 

The all-rail movement of bituminous coal into Eastern New York 
and New England remained practically unchanged in the week ended 
May 3. Reports submitted by the carriers to the American Railway 
Association show that 1,577 cars of bituminous coal and 2,093 cars 
of anthracite were forwarded. The present rate of tovement into 
this territory is 60 per cent and 40 per cent-less, respectively, than 
it was a year ago. 

The cumulative shipments to date stand at 103,433 cars, of which 
48 per cent carried bituminous coal and 52 per cent carried anthra- 
cite. The bituminous shipments this year have been 16 per cent less 
than in the corresponding period of 1923, and anthracite shipments 
19 per cent less. 

Tidewater Uisiness at Hampton Roads was somewhat improved 
in the week endéd May 4. The total quantity of soft coal handled 
was 304,318 net tons, an increase of 21,500 tons, or slightly less than 
8 per cent. The gain was due principally to an increase of 25,986 
tons in dumpings for “other coastwise’’ trade. Cargoes consigned 
to New England increased to 116,722 tons. Dumpings for the foreign 
account declined perceptibly. 

Despite the dull market at the head of the lakes, dumpings of 
soft coal at the lower Lake Erie ports continue to increase slowly. 
Reports from the Ore and Coal Exchange show that the total quan- 
tity dumped was 531,014 net tons, of which 505,482 tons were cargo 
coal and 25,532 tons were vessel fuel. Compared with the preceding 
week this was an increase of 166,524 tons, or 46 per cent. he pres- 
ent rate of dumpings is 36 per cent less than at this time a year ago. 

Cumulative dumpings of cargo coal this season to May 4 stood 
at 1,208,729 tons. In comparison with 1923 and 1921 this was a de- 
crease of approximately 34 per cent, and an increase of 10 per cent 
over 1922 when the lake movement was curtailed by the: miners’ 
strike and a dull market. 

Anthracite shipments up the lakes declined sharply in the week 
ended May 4 and were confined to Buffalo. Cargoes clearing from 
that port during the week totaled 44,510 net tons, or 68,373 tons less 
than in the week before. Cumulative shipments thus far in the 
present season of navigation total 264,853 tons, of which 88 per cent 
was forwarded from Buffalo and 12 per cent from Erie. During the 


corresponding period of 1923, 213,904 tons were shipped, all of which 
cle from Buffalo. se ee 


PERFORMANCE OF CARRIERS 


Freight cars were handled faster in March than any March 
on record, according to tabulations made by the Bureau of Rail- 
way Economics based on reports filed by the Class I railroads 
for that month. 

The average daily movement per freight car for the month 
of March was 27.3 miles per day. This exceeded by three-tenths 
of one mile the average for March, 1923, and by three and three- 
tenths miles the average for March, 1920. 

In computing the average movement per day, account is 
taken of all freight cars in service, including all cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on side tracks for which no 
load is immediately available. 

The average load per freight car in March was 26.6 tons, 
a decrease of one and three-tenths tons compared with March 
last year, and one and one-half tons under the average for the 
same month in 1920. 

Freight traffic in March amounted to 36,420,962,000 net ton 
miles, a decrease of 2,800,772,000 net ton miles or 7.1 per cent 
compared with March, 1923. Compared with the same month 
in 1920, it was a decrease of 1,431,090,000 net ton miles or 3.8 
per cent. 

In the Eastern district, according to complete reports, 
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freight traffic totaled 19,114,271,000 net ton miles, a decrease of 


7.6 per cent compared with March last year, while in the South- 
ern district it totaled 5,168,399,000 net ton miles or a decrease of 
7.2 per cent. Freight traffic in the Western district amounted to 
12,138,292,000 net ton miles or a decrease of 6.3 per cent under 
March, 1923. 

For the first three months this year, freight traffic amounted 
to 106,884,737,000 net ton miles, a decrease of 2.4 per cent under 
the corresponding period last year when the greater volume of 


traffic for any corresponding period on ‘record was handled by 
the railroads. 


MARCH RAILWAY INCOME 


The Commission’s official statistics on operating revenues 
and expenses of Class I roads for March, 1924 and 1923, and for 
the three months ended with March, 1924 and 1923, for the 
country as a whole, follow: 

United States 
1924 192 


Item 9 923 
Average number of miles operated......... 235,917.27 235,907.92 
Revenues: 
toe BE as oa 5 cvalen racine eee a area eae eree $ 371,643,606 $ 398,760,419 
POMOC Seal ls Ree e sie eVek eves teeedd b87,148,239 c88,252,086 
ME ad SoR os on SOseehibee wAsde.e  veCE SI 2h 8,134,303 7,884,035 
Re a er eae er ete 12,311,043 14,338,568 
All other transportation.................6. 15,983,263 16,108,831 © 
| BREA REE DA: See eee sae § A 9,348,121 9,920,438 
Be es SOP eer er eee arta ere ec 775,953 845,179 
BE er er ee ae 219,607 283,166 
Railway operating revenues...,........ 505,124,921 535,826,390 
Expenses: 
Maintenance of way and structures...... 59,458,970 57,225,907 
Maintenance of equipment................ 113,292,835 126,248,629 
I le i ta os ard eg a CEES «od 00 ee + eee 8,053,079 7,684,360 
boy RS eee ere ae eee 192,039,445 209,893,318 
Miscellaneous operaations ...........-..+. 3,982,681 4,063,789 
| Re Ne a ee ee eee cer 14,315,862 13,635,791 
Transportation for investment—Cr........ 868,963 824,806 
Railway operating expenses ........... 390,273,909 417,926,988 
Net revenue from railway operations..... 114,851,012 117,899,402 
ee a ee 27,218,221 26,718,153 
Uncollectible railway revenues............ 163,821 148,740 
Railway operating income.............. 87,468,970 91,032,509 
Equipment rents Dr. balance..........:.. 5,746,640 5,185,506 
Joint facility rent Dr. balance............ 1,482,446 1,722,692 


Net railway operating income.......... 
Ratio of expenses to revenues (per cent.. 


FOR THREE MONTHS 
Average number of miles operated 


80,239,884 84,124,311 
77.26 78.00 


enwesiee a 235,905.01 235,890.93 
Revenues: 
no ER OANA Ge de See See Mes By odes a $1,057,655,289 $1,092,645,282 
Ns eke. ibis Uilealddidwceels Beta biee e262,237,777 258,511,858 
ea OT eeeee re een 23,782,136 22,655,666 
I, gaa in atin b eiatie ninco eae 34,013,185 35,086,305 
Bl GEMOP CRAMAPOTECAUION . oo iw cc ccc rcccsccs 45,348,170 45,376,234 
SS ho ebabie dec ctUend sNecdledeareedsebe 27,718,810 29,254,154 
OU: TABI Sin cic cise cccicle dee cease 2,890,033 2,492,960 
Ce ee 641,867 693,095 
Railway operating revenues............. 1,453,003,533 1,485,329,364 
Expenses: 

Maintenance of way and structures...... 169,143,996 158,533,414 
Maintenance of equipment..............6. 330,590,384 361,393,098 
yo SEC Gaia astercig seat 24,067,306 22,532,829 
ION 255... ch cpaee-vbecbedecrecsewn 574,403,348 610,450,304 
Miscellaneous operations .........seeeee0e 12,097,957 11,920,800 
General .......... entdanna ann cect anwes +3 42,382,057 39,878,581 
Transportation for investment—Cr....... 2,749,882 1,835,195 
Railway operating expenses............. 1,149,935,166  1,202,873,831 
Net revenue from railway operations..... 303,068,367 282,455,533 
Eeatiwes SOs: SORPBO 6 ois vo ct neevsvtenee 78,766,074 76,615,969 
Uncollectible railway revenues........... 533,507 410,009 
Railway operating income............... 223,768,786 205,429,555 
Equipment rents—Dr. balance............ 16,417,459 16,087,256 
Joint facility rent—Dr. balance........... 4,575,280 »738,925 
Net railway operating income............ 202,776,047 184,603,374 
Ratio of expenses to revenues (per cent). 79.14 80.98 


b Includes $3,011,757 sleeping and parlor car surcharge. 
c Includes $2,949,741 sleeping and parlor car surcharge. 
e Includes $8,379,397 sleeping and parlor car surcharge, 
f Includes $8,276,600 sleeping and parlor car surcharge 


ABANDONMENT OF LINES 


The Commission has authorized the receiver of the Mus- 
catine, Burlington & Southern Railroad Company to abandon, 
as to interstate and foreign commerce, the line of railroad ex- 
tending from Muscatine to Burlington, Ia., a distance of ap- 
proximately 53 miles. The Commission said the property was 
in an undermaintained condition and that operation was dan- 
gerous and that operating deficits and unpaid taxes had conl- 
tinued to accumulate. Protestants against abandonment ob- 
jected to a salary of $6,000 paid to the receiver and contended 
the road had been operated inefficiently. The Commission said 
the question of salary was a matter for the court having juris- 
diction in the receivership case. The Rome & Northern has 
been authorized to abandon, as to interstate and foreign com- 
merce, its line from West Rome to Gore, Ga., a distance of 
approximately seventeen miles. No objection to the applica- 
tion was made. The Commission said it was evident the line 
could not be operated except at a loss. 
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PORT OF HOUSTON 








The French Line S.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 


Houston, the second cotton port of the United States, is now beginning to get passenger service. 

The above illustration indicates how Houston has pioneered in bringing into its port for a chartered trade trip of its Chamber of 
Commerce the finest passenger liner to enter any American Gulf port. It is the 8.8. “Lafayette” of the Compagnie Generale Transatlantique— 
length 564 feet over all, beam 64 feet, 12,220 grogs registered tons. 


This vessel made a round trip from Houston to the West Indies, starting in the month of February and returning the latter part of 
March, taking about 200 citizens. 


The picture also shows one of the newest facilities of the port of Houston now under construction, namely, a large electric power plant 
to furnish cheap power to all existing and future industries which may be located on the fifty: miles of water front at the port of Houston. 
This plant of the Houston Lighting & Power Company costing approximately Ten Million Dollars is designed to generate 180,000 K. W. elec- 
tricity. 


It will not only supplement the existing plant in the City of Houston, but is expected to furnish inexpensive power to all the surrounding 
country. 


The two things thus illustrated in this one picture are indicative of the rapid expansion and growth of the Port of Houston. 
Any information as to steamship service, terminal facilities, or industrial possibilities, will be gladly furnished upon inquiry. Address— 


DIRECTOR OF THE PORT, 5th Floor Court House, Houston, Texas 


PORT HOUSTON’S SHIPSIDE WAREHOUSE 


Interior view showing main conveyor delivering cargo direct from ships holds to portable conveyors for final storage in warehouse. 


— from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 


arehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. . 
Floor level,—35 feet above mean low tide. 


ith -— long experience in the warehouse business, we are familiar_with the requirements necessary to the proper handling of your 
pments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 


A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., INC., HOUSTON, TEXAS 
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CANADIAN GRAIN RATES: 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners for Canada has issued 
an order that all railways subject to its jurisdiction publishing 
tariffs containing rates on ex-lake grain, when milled, bagged, 
cleaned, or clipped at lake ports or in transit and re-shipped to 
Atlantic seaboard ports for export, shall publish the following 
rates after May 26: From Collingwood, Depot Harbor, Goderich, 
Midland, Port Colborne, Port McNicoll, and Tiffin, seventeen and 
one-half cents, instead of the present rate of eighteen cents; from 
‘ above points to Quebec, St. John, West St. John, Halifax, Port- 
land, Boston, East Boston and New London, the rate wiil be 
eighteen and one-half cents instead of the present rate of nine- 
teen and one-half cents. The above rates also apply on carload 
shipments of grain, milled, bagged, cleaned, or clipped at ship- 
ping points specified; also on carload shipments ex-lake when 
milled, bagged, cleaned or clipped in transit at other stations in 
Canada, and to include stop-over charge of one cent per one hun- 
dred pounds, but exclusive of charge for out of line haul, if any. 

The following rates in cents per 100 pounds apply on grain 
flour: Collingwood to Baltimore, 22; Depot Harbor to Baltimore, 
241%; Goderich to Philadelphia, 21; Midland to New York, 22; 
Port Colborne to Weehawken, 18%; Port McNicoll and Tiffin to 
Weehawken, 22. The rates on other grain products in cents per 
hundred pounds are in each case one cent greater. The rates 
above named, plus stop-off charge of one cent per hundred, and 
charge for out of line haul, if any, will also apply on carload 
shipments of grain, ex-lake, milled, bagged, cleaned, or clipped 
in transit at other stations in Canada. 


CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureau 


The Crow’s Nest Pass rates have been figuring in the 
budget debates this week. An official intimatjon that they will 
be restored in their entirety was given by W. R. Motherwell, 
Minister of Agriculture, who said that a careful computation 
by the implement manufacturers estimated that, if the rates 
were entirely restored, it would be equivalent to a 3 per cent 
advantage to them over the American implement makers. 

“With the added prospect of the balance of the Crow’s 
Nest rates coming into force,” he said, “it will be realized that 
the manufacturers are not alarmed.” 

Mr. Arthurs, a Conservative member, pointed out that the 
reduction of 30 per cent in the freight rates on wheat given 
by the Crow’s Nest reduction was for the west at the expense 
of the rest of Canada. He said such basic commedities as 
hay, grain, lumber, brick, cement, pulp wood, coal, the products 
of the mines, were sold cn a delivered price, and the result of 
the action of the government had been that the burden had 
fallen entirely on the producer. As a matter of fact, he said, 
the freight rates today were the greatest problem that con- 
fronted either producer or consumer in Canada. He said: 


We have long debates in this house on the customs tariff. but 
we fail to consider that the customs collections amount to only $132.- 
000,000 per annum, whereas the freight rate paid to various rail- 
ways amounts to nearly $500,000,000; in other words, while we pay 
an average duty of $15 per head, or $75 per family of five, we pay 
at the same time some $50 per head to the railways or $250 per 
family, per annum. Every dollar of this freight is a direct tax on 
the working people of the country, and it will be seen how much 
more important a reduction in railway freights is than any other 
financial question, even to the Progressives, who, in common with 
other people, have to pay both going and coming. Some may answer 
that the railways must keep up rates or incur larger deficits. But 
that is not necessarily true. Lower rates would mean a vastly in- 
creased volume of business and general revival of trade. Even if 
the government had to make good a large deficit, it would be a 
splendid investment because it would increase the volume of pro- 
duction and provide employment for thousands who today are idle, 
many having been forced to go elsewhere to find work. 


He followed with a suggestion that coal should be hauled 
in trainloads from Alberta and Nova Scotia to Ontario at a 
low rate. This suggestion is coming with increasing frequency 
from various quarters, and it is understood that part of the 
policy which Arthur Meighan, leader of the Conservative party, 
will propose to the country that this should be a regular traffic 
for the Canadian Railways and the deficits, if any, should not 
be borne by the railways, but should be absorbed by Canada 
as a whole. 


In this connection it is interesting to note that a letter has 
been addressed to Charles Stewart, Minister of Interior, by 
Howard Stutchbury, trade commissioner for Alberta, in which 
he states that he had discussed with Sir Henry Thornton the 
movement of Alberta coal to Ontario, and suggested that, as 
there was so much confusion in the mind of the government 
an@ of the public as to the actual cost of moving coal in un- 
broken trainloads, due to the mass of conflicting opinion and 
evidence brought out before the fuel committee of the House 
of Commons and in dehate in the House, the whole situation 
might be clarified by the government ordering that from one 
hundred to two hundred thousand tons be moved at a rate of 
$6 a ton in unbroken trains of forty to fifty cars each, and this 





movement should occur in the summer months, when cars, mo 
tive power and railway labor are most unemployed and a spe 
cial accounting should be taken of this movement. 


Mr. Stutchbury quoted President Thornton as saying that 
he was keenly anxious to find some solution for the problem, 
but, because of the heavy deficits of the Canadian National, it 
was a matter that should be dealt with by the government 
rather than solely by the railway company; that is, if it were 
proved, after the movement had taken place, that a loss had 
been sustained, that loss should be set in a separate column 
from the general operating loss of the railroad. 


Mr. Stutchbury says that, following the campaign carried 
on by the Alberta government last year, for selling coal in 
Ontario, the American coal interests had become alarmed of 
the possible composition of Canadian coal, and had materially 
reduced their prices. He pointed out that if the low freight 
rate he proposed for Alberta coal were carried out, the menace 
to American coal would have the effect of still further reduc. 
ing prices. 


" An effort is being made to have this proposal carried out 
in regard to both Alberta and Nova Scotia coal. 


CANADIAN CAR LOADING 


Car loadings in Canada for the week ended May 8 aggre 
gated 54,986, an increase over the previous week of 1,583 cars. 
Grain, lumber, ore, and miscellaneous commodities showed in- 
creases of 699 cars, 422 cars, 302 cars and 1,408 cars, respectively, 
Pulpwood and coal have been showing seasonal declines. Grain, 
with the opening of navigation on the lakes and the St. Law- 
rence, should continue to show increases, especially in the west- 
ern division. Compared with the corresponding week last year 
the increase was 3,404 cars, or 6.6 per cent. Cumulative totals 
to date show an increase for 1924 of 78,991 cars, or 9.1 per cent. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ended 
1924 














April 19 April 26 May 3 
Commodity Cars Cars Cars 
Grain and Grain Products...... 1,482 2,071 2,649 
ae ae eee: 976 1,169 1,029 
| RRR Se ees 4,576 4,561 4,436 
EE tet Aw araisae oa arena crmsaaveeid levernlerecenaiee 108 242 264 
ES Oe nes 2,559 2,564 2,584 
ee ae er ae 1,962 2,017 1,736 
Ma eS eee eee 1,796 1,732 1,729 
Other Forest Products.......... 1,964 977 782 
_ inert tepeeepronages: 654 640 794 
Merchandise, i. C. Li .......... 10,320 11,980 11,984 
TRPCATIOMOOTS ook ok nck cov vdiceccce 8,853 8,926 10,135 
Total Cara Loaded. ........... 34,350 36,879 38,122 
Total Cars Received From 
MORMOCTIOND:- 6.00553 555s0c0e 31,597 29,832 30,034 
Total Cars Loaded for Corre- 
sponding Week, 1923....... 37,476 37,926 37,603 
WESTERN CANADA 
Commodity 
Grain and:Grain Products....... 5,541 5,254 5,364 
Fe ae ee 985 1,147 1,152 
RR ee ee Pe ee 712 911 677 
Co RR Eee SR A Cle 2 1 3 
NGS hia Src isiiss cd ocivees oneses 1,233 917 1,319 
MIIOOO = 55 B55 kvdsccccdesewdec _ 190 108 89 
Pile GHA PAPE? s s....ckeeciveacss 89 87 95 
Other Forest Products........... 1,614 1,38i8 1,548 
IME Cems Seas wes AUKCRS bbe ceed 546 490 638 
Merchandise, L. C. L. ..........- 3,568 3,551 3,540 
MInCONMIBOMOS 5:40.50 o0 05k sic ceee 1,714 2,240 2,439 
Total Cars Loaded............ 16,194 16,424 16,864 
Total Cars Received From 
ee ere 2,576 2,448 2,439 
Total Cars Loaded for Corre- 
sponding Week, 1923....... 15,482 14,169 13,979 
TOTAL FOR CANADA 
Commodity Cars Cars Cars 
Grain and Grain Products....... 7,023 7,325 8,013 
RENEE octets sc cad on tere conn 1,961 2,316 2,181 
tee eepepenane-se taper: 5,288 5,472 5,118 
SN) hLDA 2k i's 5 aidietibe sblo oteiie 110 243 267 
ND 8s Aersntwicensiddedeeidms-< 3,792 3,481 3,903 
1 ia etl ee I ABS, ae 2,152 2,125 1,825 
Pom ane Paper:..i--.3..2...63. 1,885 1,819 1,824 
Other Forest Products.......... 2,678 2,795 2,330 
|e PP sarge ir taipe: ppoeenpteatnnets 1,200 1,130 1,432 
Merchandise, L. C. L. ..... 0. cs 13,888 15,531 15,524 
Miscellaneous ..........-.ceee0s 10,567 11,166 12,574 
Total Cars Loaded............ 50,544 53,403 54,986 
Total Cars Received From 
SINR: ceri encsyese os 34,173 32,280 32,473 
Total Cars Loaded for Corre- 
sponding Week, 1923....... 52,950 52,195 51,582 
Cumulative Loading to Date— 
SRG sa vsaserveseens ieecees 945,381 


ge ee teers ca ce ee 866,390 
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42 teams and trucks insures prompt service 
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SOLUTION FOR CANADA’S PROBLEM 


The Trafic World Ottawa Bureau 


An Ontario Liberal member, Mr. Carruthers, makes the 


following proposals for the solution of Canada’s transportation 
problems: 


1, Amalgamate the Canadian Pacific Railway and the Canadian 
National -lines. 


. Place the regulation of lake freight and passenger rates in 
the hands of the Railway Commission. 

. Abandon the Hudson Bay route. . 

4. Utilize the Canadian merchant marine in regulating lake 
freight rates. 

5. .Encourage further development of the western transporta- 
tion route, both at Vancouver and at Prince Rupert. 

Build the Georgian Bay canal. 

7. Government insurance of transatlantic traffic and regulation 

of rates by utilizing the merchant marine. 


Speaking of the railway situation, he said: 


In my opinion, it is anomalous and cannot continue. The two 
great transportation companies comprise about 38,000 miles or more 
of road, built at a capital expenditure of over $2,000,000,000, large 
stretches of both systems running through territory which does not 
contribute any local traffic. In the next twenty years, even allow- 
ing for the natural growth and development, there will not be traffic 
enough to pay interest on this immense capitalization. Yet Sir 
Henry Thornton states that he expects to meet all overhead charges 
on the Canadian National lines, and I think he will be able to do it. 
If.so, it will have to be done at the expense of the Canadian Pa- 
cific’s business. Let our people be honest with themselves.: This is 
a question of business competition, and as our business men realize 
more and more that every dollar they pay into the national treasury 
to meet our railway deficit is that much more added to their freight 
bills when they ship their goods over the Canadian Pacific Railway, 
there can be but one result. That is why we hear so much of late 
about menacing the credit of the Canadian Pacific, and that we 
must not build branch lines in opposition thereto. ‘Hands off the 
Cc. P. R.,” is the watchward of certain interests. That is why we 
hear so much sniping from ambush on both sides of the House 
against government railway branch lines—and, to say the least, it 
is not a very edifying sight. Then we have Mr. Lambert Payne and 
the “Student of Railway Finance” and other propagandists soft- 
pedaling in the press and elsewhere in favor of Canadian interests. 

It is self evident that the people of Canada will never permit 
the Canadian Pacific to absorb the National lines and thus form a 
huge monopoly which would own the political soul of this country, 
so the only alternative is for the government to take the Canadian 
Pacific Railway, as it should have done long ago. I have nothing 
against the Canadian Pacific; I think it has been a splendid insti- 
tution for this country and I would hate to see anything happen 
to it, but from the way things are shaping today I see nothing but 
ruin ahead, in time. Contrary to what a great many think, the 
majority of stock of the Canadian Pacific Railway Company is not 
held i | Canadians in Canada; in fact, only about 20 per cent of the 
stock is held in this country, 23 per cent in the United States, and 
the remainder in other countries, chiefly Great Britain. However, 
that does not matter. As I say, we do not wish anything to hap- 
pen to this great institution, and I am strongly of the opinion that 
the government should take it over in connection with the Canadian 
National lines. If these two systems were amalgamated they could 
operate much more economically and the country would obtain the 
advantage in the lower freight rates. 


CHARGES IN THE SENATE. 


The Tramc World Ottawa Bureau 


In the Senate this week, Senator Taylor, British Columbia, 
made a motion for a return of correspondence with the Depart- 
ment of Marine (which is under the Canadian National Rail- 
ways) respecting an inquiry into what he said he believed to be 
‘organized rascality in the several departments of the Canadian 
Government merchant marine and the Canadian National Rail- 
ways in British Columbia.” He said he had been endeavoring 
to obtain the attention of the officials and directors of the Ca- 
nadian National to the matter for the last eighteen months, but 
without success. 

The correspondence, which Senator Taylor read, contained 
charges of a conspiracy on the part of officers of the Canadian 
Government merchant marine to obtain, by false pretenses, money 
from insurance underwriters for faked repairs to government 
vessels, in order that the said officers might obtain commis- 
sions, and conspiracy to use the vessels of the merchant marine 
to deliver liquor to ports of call in the United States for the 
profit of officers on the ships and ashore. The case of Captain 
Boyd, “dismissed for refusing to be a party to fraud, and black- 
listed with other owners through the machinations of your of- 
ficers here,” was cited. 

In reply to this, Sir Henry Thornton had written, saying 
that the reports he had received regarding Captain Boyd “were 
so unquestionably and so distinctly to his disadvantage that it 
seemed a pity to waste the time of our officers in conducting 
an investigation with respect to which there could be no founda- 
tion.” He quoted the evidence produced at the Wreck Com- 
missioners’ Court regarding Captain Boyd, and suggested that 
the latter should appeal to the Minister of Marine for a rehear- 
ing of his case. 

Senator Taylor apparently asked the marine superintendent 
at Montreal if he would join in a request for an inquiry by the 
Minister of Marine under the shipping act, and quotes the for- 
mer as replying that the merchant marine paid no attention to 
the provisions of the shipping act in this connection, and would 
not be guided by any findings of any court held under the act. 
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The Minister of Marine gave Captain Boyd the inquiry for 
which he asked, but the outcome is not related. 

Regarding Senator Taylor’s’ speech, Sir Henry Thornton 
said: 


Senator Taylor made certain statements in the Senate which re- 
quire comment if the public is to be accurately informed with re- 
spect to the situation. At various times he has brought to the 
attention of the administration charges in regard to some of the 
officers of the company on the Pacific coast. I delegated a respon- 
sible and reliable assistant to investigate these charges so far as 
was possible from the examination of papers and correspondence, 
with the result that, in my judgment, the charges so made were not 
justified, and my opinions were communicated to Senator Taylor, 
He, however, expressed dissatisfaction and, in order that there 
might be removed the possibility of all doubt and _ suspicion, the 
railway’s regional counsel at Winnipeg was sent to Vancouver to 
make a full and conclusive investigation. Notice of this investiga- 
tion was published in the British Columbia papers, and it was asked 
that complaints and communications should be referred to him. The 
investigation is still proceeding, and, on conclusion, the results will 
be made known. In view of the above, and of the further fact that 
Mr. Temple, the counsel referred to, interviewed Senator Taylor 
prior to the commencement of the investigation, it is difficult to 
understand why the statement is made that Senator Taylor received 
no intimation of the inquiry and that no public notice was given. 

Since I have been connected with the Canadian National system 
I have been impressed with the loyalty, honesty and enthusiasm of 
its officers and employes, and it is to be understood that the inves- 
tigation now in progress is designed quite as much for the protec- 
tion of the good name of our officers and employes as it is for the 
purpose of revealing the probability of any improper acts. 


The general comment on the incident is that it is an- 
other phase of the political partisanship which has been dis- 
played ever since Sir Henry Thornton was employed to man- 
age the Canadian National system by the present government, 
and a further illustration of the difficulty of keeping a nationally 
owned railroad out of politics. 

When Senator Taylor had finished his speech Senator Ben- 
nett asked for a committee of the Senate to inquire into “any 
matters or complaints connected with the Canadian National 
Railways which may be brought before it.” It was objected by 
the leader of the Senate that this would have to be prefaced by 
some specific matters or complaints to be investigated. Senator 
Bennett suggested the fact that the president of the railway 
“advised and promoted a loan of one million dollars to the Home 
Bank in order to buttress up its position at the close of the 
month, thereby deceiving the people of Canada who were de 
positors and stockholders in the bank; and also into the Scribe 
Hotel deal.” This was ruled out of order as not being suff- 
ciently explicit, and the Senator promised to bring it in in an- 
other form. 


CANAL TRAFFIC 

The canals, Canadian and American, opened on different 
dates in April after the sixteenth, from ten days to two weeks 
earlier than last year. In the ten days the Sault canals were 
open in April, 25,988,353 bushels of wheat and 5,234,212 bushels 
of other grain passed down and 402,485 tons of bituminous and 
79,900 tons of anthracite passed up through them. The Welland 
Canal opened April 16 and 4,290,500 bushels of wheat and 25,900 
tons of bituminous coal passed down. Last year no grain went 
down until after the St. Lawrence canals were opened on May 
1. The St. Lawrence canals were opened April 22 as against 
May 1 last year. Grain shipments comprised 3,104,030 bushels 
of wheat and over half a million bushels of other grains. 





CANADIAN SURCHARGE 


The rate of exchange in connection with shipments of freight 
between points in Canada and the United States from May 15 to 
31, inclusive, is one and twenty-five thirty- seconds per cent, and 
the surcharge on said traffic is one per cent. The rate on inter- 
national passenger business is based on two per cent exchange. 


CANADIAN OPERATING RATIOS 


In reply to a question in the House, the Minister of Rail- 
ways stated that the operating ratios of the various divisions 
of the Canadian National Railways in 1923 were as follows: 


Dviembins: ane oh ta S55 Fess ccc isos cote whe cetedacuacubescecs 123.38 
GSOMIPAE FEMION os osicvde sed rie S ke dldGe cee Comboaliaedaedciesece ye 
Sieh ection pratrsanairetiicion: Tiere «eee peeoeane 102.8 


GERMAN CAPITAL FOR HUDSON BAY 


The statement is made by Colonel R. H. Webb, of the com- 
mittee of the On-to-the-Bay Association, which has been fo: med 
in the Prairie Provinces to further the completion of the Hudson 
Bay Railway, that German capitalists are prepared to go ahead 
with the Hudson Bay Railway scheme and develop mineral, oil, 
and other resources in the vicinity of the bay. Before the war, 
the Germans had offered to raise $100,000,000 to carry out the 
project. Recently, Colonel Webb stated, they have again ap 
proached capitalists in Montreal, Toronto, and Winnipeg to form 
a syndicate with the same objectin view. Big meetings are being 
held on prairies of farmers and business men urging the imme- 
diate completion of the railway, and asking thai necessary legis- 
lation be passed at this session of Parliament to enable this to 
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be done. What the government’s attitude will be towards the 
Hudson Bay project will be known when the railway estimates 
are brought down, which will probably be within a week or ten 
days. 


BILINGUALISM ON THE RAILROADS 


Bilingualism has long been productive of much trouble and 
inconvenience in Canada. Debates, reports and many other 
documents are published in both English and French. Now 
there is a demand for bilingual railway employes. Speaking 
in the House last week, a Quebec member said: “In passing, 
permit me to say that Sir Henry Thornton appears to me to 
be very sympathetic to the Province of Quebec and the French 
Canadians, and I compliment him on it. Today on the Canadian 
National, from Montreal to Halifax, we have bilingual menus 
in the dining cars of all trains. I do not see why all the em- 
ployes of the Canadian National Railways from first to last 
should not be able to speak both languages. Therefore, I re- 
quest the Minister of Railways to intervene with the president 
of our National Railways demanding of him that on the line 
from Montreal to Halifax all employes shall be able to speak 
the two languages. For, after all, who are the best clients of 
this section of the railway? They are the French Canadians, 
who furnish to the railway three-quarters of its revenue. Is it 
not just that all the employes should be able to speak both 
tongues?” 


BRANCH LINES IN CANADA 


In opposing the claims of the west for rapid railway ex- 
pansion, General A. E. Ross, Conservative member for Kingston, 
Ontario, pointed out that the demand for railway branch lines 
in Canada was not new. From 1853 to 1860 the same expendi- 
ture existed. Ontario was the field of expenditure at that time 
as the West is today. While this form of ‘speculation was go- 
ing on municipalities were going head over heels in debt under 
what is known as the Municipal Loan Fund System that was 
permitted by the provinces. The result of it all was that half 
of the projects had to be given up. Many of the railways, after 
being started, where stopped, because wages rose to a dizzy 
height, men with contracts gave them up, and the contracts had 
to be let at higher prices. The result was that the capital ex- 
penditure in these railways became very much higher than any- 
body expected and municipalities could not meet the interest 
and had to default. This part of Canada received a severe blow, 
from which it has hardly recovered. The same thing, he said, 
was going on at the present time. Railroads were being built 
now without any question of whether they wvre necessary or 
unnecessary. There was a demand from people who had to 
draw their produce many miles from the market, that a road 
should be built. He added that in the East many farmers had 
to draw their produce long distances but were not looking for 
railways as the West was. 


CANNED GOODS AND CAN RATES 


BE. S. DePass, chairman of the traffic committee of the 
National Canners’ Association, has written the following let- 
ter to the presidents of the M. St. P. and S. S. M., the C. and 
N. W., the C. B. and Q., the Ill. Central and the C M. and St. 
P. railroads: 





On March 15th the President of the National Canners’ Association, 
the Chairman of the Executive Committee, Evaporated Milk Associa- 
tion and the President of the Wisconsin Pea Packers’ Association 
wrote you gentlemen regarding the activities of your lines through 
the medium of the Western Trunk Line Committee and the Illinois 
Freight Association in periodical proposals to advance the rates on 
canned goods and on empty cans in this section and the matter has 
been turned over to me to follow up more in detail. 

Courteous responses have been received from all lines except the 
Chicago, Milwaukee & St. Paul Railway, but these replies were ap- 
parently made under the assumption -that the shippers’ grievances 
were based mainly on the proposal to advance or cancel the rates on 
empty cans, so I will.attempt to outline some of the recent activities 
= your rate committees which are causing the canners a great deal of 

rouble. 

About a year ago the Illinois Freight Association under Docket 
No. 857-A proposed cancellation of all commodity rates on canned 
goods in its territory, which includes the Southern portion of Wis- 
consin. Not content with their proposal, the Association endeavored 
to have the Western Trunk Line Committee take similar action 
throughout Western Trunk Line territory. I have not learned the 
outcome of this docket but presumably the dangerous situation is still 
hanging over our heads. 

Under Dockets Nos. 290, 290-A, 290-B and 290-C, the Western 
Trunk Line Committee has been busy for a long time proposing 
readjustment of the rates on canned goods from Wisconsin to Eastern 
territory. Hearings were held on Docket No. 290-C on November 23, 
1923 and January 10, 1924, at which opposition of the shippers was 
expressed. Following these hearings the Western Trunk Line Com- 
mittee has now recommended to the carriers an entirely new set 
of rates a great deal higher than those discussed at the hearings 
in November and January and on which shippers have received no 
advice and had no opportunity to discuss with the Committee, not- 
ene the last paragraph of Mr. Boyd’s “report on Docket 
No. -c.” 

Under Docket 2659-A the Western Trunk Line Committee pro- 
posed cancelling all commodity rates on empty cans from Chicago to 
Wisconsin points. Later, they have made another proposition advanc- 
ing the present commodity rates and these were submitted to shippers 
with the threat and ultimatum that if these rates were not satis- 
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factory_to the shippers, the.Committee..would..proceed to cance 
commodity rates. Needless to say, this proposal was 4-: 


the canners. redected by 


Late in 1922 the Illinois Freight Association proposed under Docket 
1541 to cancel all commodity rates on ag cans in its territory, 
No action was taken at that time but the Traffic Bulletin of March 
8th, 1924, carried the same proposal under Docket 1541-A. I under- 
stand this has again been postponed until the Western Trunk Line 
Committee has disposed of its Docket No. 2659-A, 

Western Trunk Line. Docket No. 2086-C proposes .cancellation of 
commodity rates on canned goods from Dubuque, Davenport, Keokuk 
and other Mississippi River points in Iowa to points on the Ohio 
River. This Docket has been protested by the interested shippers, 

In November, 1921, the Interstate Commerce Commission estab- 
lished commodity rates on canned goods, carloads, from Chicago and 
related territory to points in the Mississippi Valley, I. & S. Docket 
No. 1303, Part 2, which rates were duly published, but in July, 1923, 
the carriers advanced these canned goods rates approximately ten 
cents per one hundred pounds. 

About 1920, the Western Classification Committee advanced the 

. C. L. rating on canned fruits in tin from 4th to 8rd class. The 
Official Classification Committee under a special docket is now propos- 
ing to advance this rating in Official Classification territory from 
Rule 26 to 8rd class. If this goes over the next procedure will, no 
doubt, be 3rd class fer all canned goods in tin in the interest of uni- 
form classification. : 

After a shipper or a locality asks for lower rates based on rates 
in some other section, apparently the only thought the rate com- 
mittees have is to remove the cause and their procedure is to cancel 
or advance the rates on which such requests are based. If there 
is a 4th Section violation the procedure is to advance the distant 
rate to the full meastire or in excess of the shorter rate. If a 
change in classification is proposed to attain uniformity, it is uniformly 
toward the higher level on the heavy moving commodities with such 
reductions on light moving traffic as do not make a dent in the in- 
creased revenues. 

We are not complaining and the canners never had. complained 
of general advances that have been considered necessary from time 
to time to preserve or increase the carriers’ revenues, but in addition 
to such general advances the carriers are constantly proposng further 
increases in the rates on canned goods or empty cans and this in 
face of strong demands from many sources for lower freight rates, 

The carriers are preaching cooperation and spending large sums 
distributing printed matter on the subject, but the canning industry 
has been forced into a position where cooperation is little more than 
a by-word when spokesmen and propaganda when printed. They 
now have their backs to the wall fighting for existence, suspicious 
of any move or proposition made by the carriers. It may occur to 
you that self preservation will not only impel but justify many to look 
with favor on any form of remedial legislation to secure protection 
from what they now regard as unfair treatment to which they are 
being subjected in the matter of rate advances. 

I trust you will give these matters more serious consideration than 
has heretofore been accorded them. : 


RATES ON COAL 


Rates on bituminous coal moving from mines of the Old Ben 
Coal Corporation in southern Illinois to points in Indiana were 
attacked in Docket 15575, before Examiner Pyne at Chicago, May 
15. The complaint alleges that the rates are unreasonable, un- 
just, and preferential to the extent that they exceed the through 
rates from the Harrisburg group adjacent to the group compris- 
ing the mines of the complainant. 

H. J. Trossen, traffic manager of the Old Ben Coal Company, 
testified that there were through rates on coal from the Harris- 
burg district to points in Indiana via the Big Four, and through 
rates via the Big Four and connecting lines. He said the rates 
from the Old Ben mines were made on a combination of locals 
and ran much higher. He contended that whether there was a 
one, two, or three line haul, through rates might be applied, since 
the principle had been recognized of one line making a rate to 
points on lines connecting with the originating carrier. He spent 
a greater part, of the day putting in over seventy exhibits tend- 
ing to show instances where either the rates for similar dis- 
tances in like territory were lower than those that apply from 
the Old Ben mines, or where through rates apply over joint line 
hauls. 

George H. Kummer, assistant general freight agent in charge 
of coal traffic for the C. & E. I., testified as to what would be 
the results of granting the request of the complainant. He said 
it would involve an increase of cross hauling with an attendant 
loss to the carriers. He said it would intensify car shortage, 
and cause a spread of the rate privilege, or at least a wide de 
mand for it. ; 

R. P. De Camp, assistant coal traffic manager of the Illinois 
Central, testified that his road served eight mines of the old 
Ben Coal Corporation, but that it also served a total of 141 
others in southern Illinois, and that he could see where there 
would be a rate spread in the event of granting rates asked by 
the complainant. Regarding the publishing of through sates 0D 
a joint line haul, he said the Big Four did publish such rates 
to points on the Illinois Central, but these points were in the 
northwestern part of Illinois, which is not a coal territory. 

A. F. Meyer, assistant general freight agent of the Big Four, 
testified as to the tonnage of coal moved to points involved in 
the complaint from the Harrisburg field, and gave figures iend- 
ing to show that the movement was comparatively small. 

On rebuttal, Mr. Trossen contended that a good amount of 
coal could be moved into Indiana by the Old Ben Coal Corpora: 
tion if its rates were lower. He cited an instance of where the 
company did move coal on a direct route with a lower rate. He 

said the reason for the company being able to sell in the terri- 
tory was due to its patents on methods of preparing coal, which 
made it a little more desirable in some instances. 
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FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 


1 East Grand Avenue 


UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


Great White Fleet | 
Steamship Service <> 


Regular Freight Sailings From 
New York, Boston and New Orleans 
T 


Oo 
CUBA COLOMBIA 
Havana Cartagena 


Santiago Puerto Colombia 
JAMAICA Santa Marta 


Kingston 

Port Antonio COSTA RICA 

Jamaica Outports Port Limon 
CANAL ZONE ALSO 


Cristobal Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 


Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
New York Boston New Orleans 


Continental and Commercial Bank Building, Chicago 
Pacific Coast Agents—Huff Shipping Company, San Francisco 
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Established 1872 


The Shippers’ Guide 


A COMPLETE ACCURATE 
GUIDE FOR SHIPPERS 


Revised Monthly and Used by Thousand of Shippers who 
have demanded the Best for more than 50 years. The 
largest organization of its kind is maintained at a constant 
heavy expense to collect, sort, compile, revise, print and 
distribute the latest changes in information occurring all 
the time. Acting as a Clearing House and Bureau of 
Information for all, the cost to you is thus reduced to less 
than 5c per day. 


Ask us to send you the whole story about “The Shippers’ 
Guide” and the real Service to Shippers it supplies. 


GENERAL TRAFFIC INFORMATION 


Let us know your problems. Our Service to Shippers, 
through our Shippers’ Guide Publications and our Infor- 
mation Bureaus, is broad and complete, and offers Reliable 
and Continuous Shipping Information covering Freight, 
Express, Parcel Post, Merchandise Storage Warehouse 
and Transfer Agents, Express Rates, Parcel Post Rates, 
Passenger Travel Schedules. 


Inquiries carry no obligations. 


THE SHIPPERS’ GUIDE C0O., INC. 
In the Guide publishing Business over 50 years 
Chicago, 525 Plymouth Court 
New York City, 15 Park Row 
St. Louis, Mo., 508 Olive Street 


SHIPPERS’ GUIDE PUBLICATIONS 
The Recognized Standard 


DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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NEW RECONSIGNMENT RULES 


The Trafic World Washington Bureau 


Revised reconsignment and diversion rules became effective 
in part on May 15 and the remainder will become effective on 
later days, in accordance with tariffs on file with the Commis- 
sion because it refused to suspend them. The revised rules, the 
Commission in effect thereby held, were in consonance with 
the spirit of the arbitral decision on the subject made by R. V. 
Pitt, assistant director of its Bureau of Traffic, as published in 
The Traffic World, January 12, pp. 89-90. 

Protests, with request for suspension, were made by a num- 
ber of organizations and shippers, on the ground that the tariffs 
as filed were not in accordance with the decision, or that the 
rules as filed would be detrimental to the interests of the pro- 
testants. Among those who protested were Norfolk Grain & 
Feed Dealers, Tidewater Wholesale Grocers’ Association of Nor- 
folk, Eastern Cotton Oil Exchange, American Petroleum Prod- 
ucts Corporation, Meridian Traffic Bureau, Jackson Traffic Bu- 
reau, traffic bureau of the Omaha Chamber of Commerce, Mis- 
sissippi Cotton Crushers’ Association, and the Commercial Ex- 
change of Philadelphia. 


The general railroad contingent fund created out of excess 
earnings of the railroads under the recapture clause of section 
15-a of the interstate commerce act has increased from approxi- 
mately $500,000 to in excess of $3,000,000 in the last week. The 
increase was due principally to payment of $2,581,000 by the 
Duluth, Missabe & Northern. Other railroads have been making 
payments of smaller amounts, and it is expected that the fund 
will soon reach approximately $3,500,000. 

These payments of excess income are made by the carriers 
on the basis of a valuation computed by themselves under the 
rules of the commission. They are not accepted as final by the 
Commission, but are subject to revision when the Commission 
has established the value on which the excess is to be recovered. 

The Commission has entered orders providing for inquiry 
into the question of excess earnings under section 15a of the 
Detroit & Toledo Shore Line and of the Laurinburg & Southern. 
The Detroit & Toledo Shore Line reported to the Commis- 
sion it had earned no excess except the sum of $150,914.13 re- 
ceived in the period September 1 to Decembr 31, 1920. The hear- 
ing in this case will be held September 15 before Examinr Frank 
A. Law. 

The Laurinburg & Southern reported it had received no 
excess for any of the periods from March 1, 1920, to December 
31, 1922. The hearing will be held before Examiner Law July 17. 


RATES ON HAY AND STRAW 


Proposed increases in rates on hay and straw between Indi- 
ana, Illinois and Ohio and Mississippi River crossings were at- 
tacked in the hearing on I. and S. 2081, before Examiner Pyne, 
at Chicago, May 9. The tariffs under suspension provide for 
cancellation of all commodity rates on the C. & O., the C. & 
E. L, the C. I. & L., and the C. M. & St. P., in the territory in- 
volved and would establish the full fifth class rate on hay and 
straw. 

J. J. Clark, assistant general freight agent of the C. & E. I., 
testified as to the nature of the increase proposed and the rea- 
sons for the carriers desiring to put the tariffs into effect. He 
gave a history of the rate, tending to show that the commodity 
rates do not reflect the class rate revision on the Disque scale. 
He said car-mile earnings on hay were low, that the movement 
was restricted, and that the commodity loaded light. He intro- 
duced a letter from the attorney of the National Hay Asso- 
ciation, which said that the organization withdrew whatever op- 
position it held toward the new rates, since inquiry developed 
that there was not enough hay moving to make the opposition 
fair. Mr. Clark testified that the large movement of hay from 
the points in question was to Chicago, and at this point there 
was a heavy terminal expense to be absorbed. 

F. H. Rutherford, superintendent of the Chicago terminal, 
for the C. & E. L., testified as to the steps taken in the handling 
of hay through the terminal. He told of the inspection neces- 
sary for all hay cars and testified as to the extra expense in- 
volved. 

T. J. Vanderblue, assistant to the general freight agent of 
the C. & O., told of conditions on his road regarding the hay 
traffic. He also told of the history of the hay rate there, tend- 
ing to show that the commodity rates established were put in 
effect voluntarily. 

O. T. Cull, assistant general freight agent of the Chicago, 
Milwaukee & St. Paul, gave testimony much the same as Mr. 
Clark’s as to the reason for putting in the increases. In addi- 
tion, he developed the fact that there was little movement of 
hay on the St. Paul line—less than on any of the others in the 
Indiana territory. 

S. H. Benson, assistant manager of the transportation de- 
partment of the Chicago Board of Trade, representing the hay 
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receivers at Chicago, gave some figures showing that the amount 
of increase proposed would range from 1% cents to 5% cents 
per 100 pounds. He contended that the fifth class rates in 
Indiana were inflated and were not quite in accord with the 
C. F. A. class scale, being slightly in excess. He said that yy 
Simms, attorney for the National Hay Association, did not rep. 
resent the hay men in Chicago and that the hay association was 
principally composed of eastern men. 

John F, Kehoe, of the Kehoe Hay Company of Terre Haute 
described the process of growing and gathering hay. He testi. 
fied as to loading and said that most any waterproof equipment 
could be used. He said the value of hay was less than of most 
commodities, and that loss and damage claims were low, in one 
instance there being claims on but three out of 1,200 cars. 

R. I. Pierce, also representing the Kehoe Hay Company, 
entered a number of rate exhibits tending to show an increase 
in the rates from 16 to 40 per cent. He also submitted exhibits 
comparing the rates in question with similar rates in the South, 
He contended that the car-mile earnings on hay were high con. 
pared to other commodities. He said the average earning per 
car-mile on the C. & E. I. was about 27 cents, while that o 
hay was approximately 32 cents. 

Mr. Clark offered an explanation of these figures, by saying 
that the line was a heavy coal carrying road, over 50 per cent 
of the traffic being of that nature, and this tended to drag 
down the average figure. He believed, however, that, comparing 
hay with other commodities, the return was too low. 


RATE ON PAPER SCRAP © 


The cancellation of commodity rates on paper scrap between 
Chicago and Joliet, provided for in Boyd’s supplement 5 to 
I. C. C. A-1402, was attacked in the hearing of I. and S. 2076 
before Examiner Pyne at Chicago, May 12. 

The rate involved is over the Michigan Central to Joliet, by 
way of East Gary and Griffin, Ind. The cancellation proposed 
would place paper scrap on the full sixth class rate, 24,000 
pounds minimum carload weight, or 90 per cent of sixth class, 
30,000 pounds minimum. 

W. C. Douglas, assistant general freight agent of the Michi- 
gan Central, testified as to the distances via that line and the 
shorter routes, the former being 79.5 miles to Joliet, and the 
average for the latter about 38 miles. He said he could find 
no record of shipments of paper scrap to Joliet, but there were 
nine cars shipped to Griffin, between January 1 and April 2%, 
1924, taking the same rate, since Griffin is intermediate to Joliet 
on the Michigan Central. He gave figures to show that there 
was practically a net loss to the road for handling these ship- 
ments, due to an absorption of switching charges. He said 
that if the suspended tariff were allowed to take effect, the 
Michigan Central would be placed on a parity with the more 
direct routes that received charges on a full class basis. 

R. B. Coapstick, for the Indiana State Chamber of Com- 
merce, said the proposed change was protested because it would 
result in a material increase. The present rate is a commodity 
rate of 6% cents to Griffin and it is proposed to place it on 
the full class basis, which would be 11% cents. He said this 
was using the C. F. A. class scale as a basis, whereas Griffin 
was in Illinois territory and the Illinois class scale should apply. 
Figured on the C. F. A. scale, the rate would be 10% cents, which 
showed that the proposed rate was even 1 cent higher than 
the C. F. A. scale would allow. Figured on the Illinois class 
scale, the rate would be 9% cents. He contended that Griffin 
should not be singled out of Illinois territory and made taxable 
at the 11%4-cent rate, when it was not in C. F. A. territory. 

L. A. Bolgei, representing the Ruberoid Company of Joilet, 
while admitting that the rate did not directly touch the plant 
there, said the company intervened because it was believed that 
the roads were using the rate in question as a wedge. Under 
cross-examination by L. P. Day, representing the carriers, who 
asked the witness if he meant that the roads were using the 
Michigan Central as a monkey to pull chestnuts from the fire, 
he admitted that was his meaning. 


CHANGES IN DOCKET 

Argument in No. 12942, Diamond Match Company vs. Direc: 
tor General, and in No. 13318, Bostol Wool Trade Association 
vs. Director General, assigned for May 15, at Washington, D. C. 
was postponed to a date to be hereafter fixed. 

Argument in No. 11783, Traffic Bureau of the Douglas 
Chamber of Commerce and Mines et al. vs. Director General, 
Arizona Eastern R. R., et al.; No. 11846 (and Sub. No. 1), Okla 
homa Publishing Company et al. vs. Director General, Ahnapeé 
& Western Ry. et al.; and No. 11864, Oklahoma Paper Company 
et al. vs. Director General,; Ahnapee & Western Ry. et 4l. 
assigned for May 14, at Washington, D. C., was postponed to 4 
date to be hereafter fixed. : 

Hearing in I. and S. No. 2079, creosoting forest products 
transit at Pensacola, Pla., assigned for May 12, at Pensacola, 
Fla,, before Examiner Smith, was cancelled. 
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MriNeoN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 








Sailings from ... Baltimore and New York 

S. S. Munindies —May 17 — May 21 
DIRECT TO 

LOS ANGELES HARBOR—SAN 

FRANCISCO, PORTLAND AND 
SEATTLE 

Regular and Frequent Sailings Thereafter 
























Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia . 










MUNSON STEAMSHIP LINE 


Munson wey 67 hioto St., New York 













Chi 0, Bt. Lous Pitchangh, Balti 
Philadelphia, Mobile, New Orleans 








McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


















Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma cand Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and ons Streets, New York Telephone Bowling Green 7394 
nee! Pa. 


Pa. Chicage, Il. 
39 ue - Idg. Oliver . 333 S. Dearborn St. 
Aecih tacit Hhehacdin Willies ed tka th bate the 
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Steele Bldg. 
Galveston, Texas 


New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 


eee 








PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 


Baltimore New York Norfolk 


May 17 May 23 May 25 
June 12 June 19 June 20 


.... July 3 July 10 July 11 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 


San Francisco Los Angeles 


SANTA PAULA..... May 24 May 26 


SANTA OLIVIA ...: May 31 June 2 


ae Me June 3 June 5 
THEREAFTER EVERY WEEK 


*Calling at eg ay woes de Guatemale, La 
Corinto, Canal Zone, Hi sermon 
bound), Norfolk and New ¥ York. 


FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 


PANAMA SERVICE 


605 Central oem Los Angeles, € 


Via Panama Canal 


. 


between 


and 






Libertad, 
ana (Eastbound), Baltimore (East- 


Between San Francisco, Les Angeles, Mexico, Central America and Canal Zone 
S.S. CORINTO sails from San Francisco May 27 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover ~~ New York pny ae eae oe = ged San Francisco 


Seattle........... ci Hoge Building Norfolk ae — ite Fwd. a Sta. 
Baltimore....... uital aading Cleveland...... Engineers 
Pittsburgh. 410 State Theatre Bidg Chicago........ 142 So. Clark Street 


DIRECT FREIGHT SERVICE 


REGULAR SAILINGS 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


From MOBILE From NEW ORLEANS 


SS JAMES B. DUKE................ July 19 
Sailings every two weeks thereafter 


GENERAL GULF AGENTS 


430 Sansome St., San Francisco, Cal. 


SWAYNE & HOYT, Inc. 


May 17 
May 31 
June 14 
June 28 
July 12 
July 26 


Rates quoted, bookings and other information turnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 


424 Whitney Central Building, New ~— La. 


5 Moore St. 
Now York City 
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AGGREGATE RULE RELIEF 


The Trafic World Washington Bureau 


In view of the agitation in Congress in regard to the fourth 
section and the probability of decisions being required in the 
near future on applications for relief from the aggregate of 
intermediates part of that sectiion, a letter written to N. D| 
Chapin, general traffic manager of the Solvay Process Company, 
the Semet-Solvay Company, and the atmospheric Nitrogen 
Corporation, by the Commission, it is believed, will be of more 
than ordinary interest. Mr. Chapin, referring to fourth section 
order No. 8900, superseding fourth section order No. 383, and 
fourth section circular No. 5 governing the form, contents, 
manner of presentation and method of justification, inquired 
whether the Commission construed the grant of power to 
afford relief from the provisions of the section “as authority 
for relief to the carriers from the aggregate of intermediate 
provision of the fourth section on application or otherwise.” 

The answer, in brief, is that the Commission does so con- 
strue the power granted to it in the section. To show Mr. 
Chapin its thought on the subject it quoted to him the language 
it employed in its twenty-first annual report, dated December 
20, 1911, p. 19, in which it said: 


Under the terms of the amended section the Commission is given 
authority to relieve carriers from the operation of the statute, and one 
of the first questions presented was whether this power of relief 
extended both to the charging of the higher intermediate rate and to 
the charging more for the through service than the sum of the inter- 
mediate rates. Every practical reason requiring the exercise of the 
relieving authority in the first instance, applies, apparently, in the 
second and the Commission was of the opinion and held that it might 
grant permission to charge more for the through service than the 
combination of the intermediate rates, as well as to impose a higher 
charge at the nearer point. 


That language was employed in the first report to Congress 
after the section came into full force February 17, 1911, be- 
cause on that day the period of time allowed the carriers for 
either lining up their rates, or asking permission to continue 
departures expired, and the section came into full force. 


DECISIONS OF LABOR BOARD 


The Railway Labor Board, in Decision 2391, has held that 
the Louisiana Railway and Navigation Company did not carry 
out the intent and spirit of Title III of the transportation act 
when without seeking conferences with the representatives of the 
employes, it abrogated an agreement in effect governing employes 
in the maintenance of way department on that portion of the 
M. K. & T. between McKinney, Tex., and Shreveport, La., now 
operated under the name of the Louisiana Railway and Navi- 
gation Company. 

The employes were working for the M. K. & T., prior to 
March 31, 1923, and it was their contention that, after the new 
management went into effect, they should have been called in- 
to conference before the agreement existing between them and 
the old management :-was abrogated. 

The employes also sought to have the board decide whether 
or not they were entitled to an agreement embodying rules gov- 
erning hours of service and working conditions. The board de 
cided that a secret ballot should be taken to determine the 
wishes of the employes in the matter. 

The board, in Decision 2390, held that, unless there is a dis- 
pute as to whether or not the Switchmen’s Union of North Amer- 
ica is authorized to represent a majority of the switchmen in 
the employ of the Union Terminal Railway of St. Joseph, Mo., 
negotiations should be entered into by duly authorized repre- 
sentatives of the parties in an effort to reach a general working 
agreement. 

It was the position of the carrier that it had never entered 
into an agreement with any class of its employees and saw no 
need for one, since it observed the general practices of other 
roads in respect to wages and working conditions. 


WESTERN WAGE DISPUTE 


Jurisdiction was taken in the dispute over wage increases 
between the engineers and firemen and the managements of 
the western railroads by the Railroad Labor Board at its meet- 
ing May 14. The parties involved have been summoned to a 
hearing June 3. About ninety western railroads and approxi- 
mately 60,000 engineers and firemen are concerned. 

The action of the board followed a request from Chairman 
W. F. Jeffers, of the conference committee of the managers of 
western railways, for the board to assume jurisdiction, because 
the conferences between the enginemen and representatives of 
the managements had come to a halt when the union repre- 
sentatives withdrew from a meeting May 12. 

Although it was reported that the union representatives 
denied they withdrew from the meeting and further reported 
that they were willing to negotiate with individual railroads, the 
board, after considering the situation, saw little chance of there 
being a settlement by conference and decided that “a dispute 
exists which is likely to substantially interrupt commerce,” and, 
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therefore, ordered the representatives of both sides to appear 
for hearing. 

The enginemen seek an increase in wages of a little over 
5 per cent, or approximately what was given by the New York 
Central. The managements wanted the working conditions, 
agreed to in the New York Central dispute, included in the get. 
tlement with the western men. These conditions comprigeq 
over-time, spread of over-time, and various other working rules 
to which representatives of the enginemen refused to agree, 


HOOPER AGAIN CHAIRMAN 

Chairman Ben Hooper was re-elected to office at a meeting of 
the Railroad Labor Board, May 12. Because he had held the 
office for two terms, Mr. Hooper announced over a month ago 
that he thought he had been chairman long enough and would 
not be a candidate for the position. However, after the mem. 
bers had expressed a strong desire to return him to office and 
Edwin P. Morrow, public member of the board, who had been 
mentioned for the chairmanship, had nominated him, Mr. Hooper 


was again made chairman. G. W. W. Hanger was re-elected as 
vice-chairman. 


LUMBER SHIPMENTS 


With the number of comparably reporting mills down to 
366, as compared with a maximum of more than 400, further 
contraction was recorded in the national softwood lumber move- 
ment last week, says the National Lumber Manufacturers’ As. 
sociation. There was no appreciable change in the volume of 
production, orders declined slightly from their mark of the 
previous week, and shipments fell off quite noticeably. As com- 
pared with the corresponding week of last year, production 
showed a slight decline, and shipments and orders were off 
about 9 per cent. 

The unfilled orders of 255 Southern Pine and West Coast 
mills were 514,813,988 feet, as against 519,352,942 for 257 mills 
the week before. Separately, 132 identical Southern Pine mills 
had unfilled orders of 219,859,335 feet for the week against 
226,643,950 the preceeding week. Similarly, 123 West Coast mills 
had unfilled orders of 294,954,653 feet as against 292,708,992 for 
125 mills. 

Altogether, the 366 comparably reporting mills had ship- 
ments of 93 per cent and orders of 82 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were 
respectively 97 and 88; and for the West Coast mills 105 and 
88. Of the comparably reporting mills, 343 (having a normal 
production for the week of 219,097,297 feet) reported production 


103 per cent of normal, shipments 97 per cent, and orders 86 
per cent thereof. 


The following table compares the national lumber move 
ment as reflected by the reporting mills of seven regional as- 
sociations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924(Revised) 
Co) rer ree ne 366 382 372 
BroGuction cecivecosesies 240,048,694 245,477,421 240,289,839 
SHIPMONIG 6 oivcecvies coves 223,229,381 243,236,953 241,425,717 
ee pe eee 196,993,060 214,727,813 201,426,790 


The following figures compare the lumber movement for the 
first nineteen weeks of 1924 with the same period of 1923: 


Production Shipments Orders 
eee ee ne 4,437,181,447 4,437,079,871 4,212, 822,273 
ED .tntvorsacoes ste eeeeees 4,256,720,403 4,638,551,271 


4,706,985,792 
1924 Increase ............ 180,461,044 ere ee ee. 
1924 Decrease 269,905,921 425,728,998 
The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but they are not comparable in re 
spect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures. Ten 
of these mills reported a cut of 8,042,000 feet last week, ship- 
ments 5,972,000 and orders 4,739,000. The reported cut repre 
sents 21 per cent of the total of the California pine region. 


ee ee ee ee ee 


HIGHWAY CROSSING CAMPAIGN 


The campaign to be conducted by the American Railway 
Association to reduce the number of highway crossing accidents 
will begin June 1 and continue until September 30, according 
to an announcement by H. A. Rowe of New York, chairman of 
the committee on prevention of highway crossing accidents of 
that association. 


Plans have been completed whereby this campaign through 
the co-operation of the National Association of Railway and 
Utilities Commissioners, the American Automobile Association, 
National Safety Council, the National Automobile Chamber of 
Commerce as well as the United States Chamber of Commerce 
and its various members will be made to cover the entrie United 
States in an effort to save hundreds of lives the coming summer, 
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OWNS AND OPERATES 


MODERN DOCKS, WAREHOUSES 
COLD STORAGE PLANTS 
GRAIN ELEVATORS 


Storage and distribution facilities unexcelled 
Mechanical handling facilities the best on the Pacific 


We are prepared to handle your cargoes and 
warehousing with economy and dispatch 











Write Traffic Dept. for Rates, Space and Sailings 


PORT OF SEATTLE, SEATTLE, WASHINGTON 










Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 





















Efficient switching service 
pereen the following rail- 
roads: 










PEORIA 


INQUIRIES SOLICITED 





Minneapolis & St. Louis Railroad 
Company. Now York, Chicage & St ie '® Oo Ce ik & W. Dist.). 
> eoria Railway Terminal. 
Company. estern Railroad. 
‘Company. edo, Peoria & W 


freight Rates through traffic via other gateways between 
Mantern and Western Railroads equalize via Peoria, Tlli- 


Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 


- handled with sufficient dis- 


patch to avoid congestion 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 
Company has unexcelled facilities 
for carrying on local and indus- 
trial traffic at and 
oria and Pekin, IIL, and serves 
efficiently all industries located upon 
its rails. Peoria freight rates ap- 
ply to and from all industries 

the Peoria-Pekin Switching Dis- 


A & PEKIN UNION RAIIWAY G 


UNION STATION = PEORIA, /LL; 
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Personal Notes 


EE a 


B. G. Holt has been appointed district manager of the Mun- 
son Steamship Line, at Pittsburgh. William T. Watkinson has 
been made district freight agent, at Pittsburgh. 

R. W. Ashton has been made traveling freight agent of the 
Baltimore & Ohio, at Chicago. H. D. Cavell has been appointed 
district freight representative at Davenport, Ia. 

Carl H. Allen has been appointed superintendent of the 
Illinois Traction Company, with headquarters at Ottawa. 

T. H. Gunther has been made commercial agent of the At- 
lanta, Birmingham & Atlantic, with office at Cincinnati. 

J. G. Kitchell has been appointed district freight agent of 
the Southern Railway, at Savannah, Ga. 

Marvin Hughitt, Jr., has been appointed executive vice- 
president of the Chicago & Northwestern. Frank Walters has 
been appointed vice-president in charge of operation. William 
Walliser has been made vice-president in charge of personnel. 
F. H. Hammill has been made general manager; G. B. Vilas, 
assistant general manager, and B. EB. Terpning, general super- 
intendent, all with offices at Chicago. 

Charles P. Drake has been appointed traffic manager of W. 
D. Cleveland & Sons, wholesale grocers and cotton factors, at 
Houston. He succeeds J. S. McConnel, who will practice law. 

Through an error the position of E. C. Worthley, who has 
been appointed general agent of the Kansas City Southern, at 
Cincinnati, appeared in The Traffic World, May 10, as “general 
manager.” 

S. N. Chapman has been appointed traveling freight agent 
of the Atlanta, Birmingham & Atlantic, at Birmingham, Ala. 


’ DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New England will hold its May Festival 
and dinner dance in the ball room of the Hotel Somerset, at 
Boston, May 20. There will be a vaudeville program. The club 
has been invited to join with the Association of Railroad and 
Steamboat Agents of Boston in the latter’s annual outing on a 
trip up the Saguenay River, leaving Boston, June 12, afid return- 
ing June 17. 





Although Railroad Consolidation was the subject for dis- 
cussion at the joint open forum meeting of the Traffic Club 
of Chicago and the Chicago Shippers’ Conference Association, 
held at the Hotel La Salle May 12, a number of other subjects, 
including the Howell-Barkley railroad labor bill and public 
relations of carriers, were touched on by speakers. In leading 
the discussion, W. A. Colston, vice-president and general coun-. 
sel for the Nickel Plate road, Cleveland, made clear to his 
hearers the fact that the consolidation paragraphs of the inter- 


state commerce act were permissive and not restrictive. He 
said, in part: 


The basic principle of the consolidation section is voluntary action. 
It does not impose new prohibitions or restrictions but provides for 
relief, in proper cases, from existing restraints. The necessity for 
such relief was emphasized by all who testified before the Congres- 
sional committees who had the bill in charge. The Commission re- 
peatedly reported to Congress that, without such relief, private 
ownership and operation could not survive. The literal language of 
the act, the evils to be cured and the remedies to be afforded— 
technical construction and common sense alike—all demand removal, 
not the erection, of barriers. Those who would read compulsion into 
the act are those who are unable to distinguish between legitimate 
regulation and fanatical paternalism. 


While admitting that sane regulation was necessary, he 
warned against the evils of paternalism, the growth of which 
he illustrated by citing the $598,000,000 spent by the government 
for maintaining independent offices and bureaus in 1923, which 
amount, he said, was 25 per cent higher than the total cost for 
running the government, including the army and navy, in the 
Spanash war year, 1898. He concluded by paying high tribute 
to the members of the Commission, of whom he said: 


The Commission is composed of able, fair-minded men who are 
devoting to their public work attainments and industry which, in 
private life, would bring them many times the pecuniary reward 
they receive from the government. They are not holding jobs; they 
are performing a public service. Their real compensation can lie 
only in a sense of public duty well done. 


. Charles Markham, president of the Illinois Central, spoke 
of the value of publicity in getting the facts about the railroads 
before the country. E. T. Whiter, vice-president of the Penn- 
sylvania, speaking of the Howell-Barkley bill, said it was, in 
effect, an attempt on the part of the American Federation of 
Labor to consolidate the consideration of railroad labor disputes 
in the hands of the members of railroad unions affiliated with 
that organization. 

In reply to a question by F. A. Butterworth, assistant gen- 
eral freight agent of the Pere Marquette, Mr. Colston said, much 
as he regretted it, it was his opinion that Congress could frame 
a compulsory consolidation law that would be constitutional. 
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Other speakers were F. T. Bentley, traffic manager, Illinois 
Steel Company, and C. J. Brister, assistant vice-president, New 
York Central. George Blair, president of the Traffic Club of 


Chicago and also of the Chicago Shippers’ Conference Associa. 
tion, presided. 





The Jackson (Mich.) Transportation club held its annual 
banquet, May 1. C. B. Hayes, president of the Hayes Whee] 
Company; O. R. Bromley, general freight agent of the Michigan 
Central; J. W. Switzer, assistant general passenger agent of 
the Michigan Central, and L. G. Macomber, chairman of the 
Great Lakes Regional Advisory Board, were the speakers. Presi- 
dent Hayes spoke of the needs of the club and related some 
incidents of his relations with the late Alfred H. Smith, president 
of the New York Central. Mr. Bromley entertained the club 
with a history of the Michigan Central from the time of its 
taking out its charter, written in 1847, by Daniel Webster, to 
the present. _He told of the number of the road’s stock and 
bond holders and said it was owned by Main Street and not 
by Wall Street. Mr. Macomber reported some of the benefits 


_from co-operation with the railroads through the regional ad- 


visory boards. He told of the need for a national board and 
said there wuld be one formed as soon as two more regional 
boards are organized. 





The Traffic Study Club of Akron held a meeting May li. 
A delegation from Baltimore, representing the Export and Inm- 
port Board of Trade, presented moving pictures and talks on the 
port facilities of Baltimore. 





The Little Rock Traffic Club met at luncheon, May 14. 
Plans were discussed for a barbecue to be held early in June. 





The Traffic Club of St. Louis held a “Laclede-Christy Day” 
May 12. Representatives of that company were present. J. H. 
McKelvey, sales manager, spoke on “Fire Clay Refractories.” 





The Traffic Club of Kansas City held a “Musical Frolic” and 
luncheon May 13. The club is planning an annual golf tourna- 
ment June 20. 





The Traffic Club of Denver recently elected F. B. Choate, 
assistant general freight agent of the Union Pacific, president 
of the club. C. B. Rader was re-elected secretary. 





The Transportation Club of Detroit will hold its May din- 
ner and dancing party at Eastwood Inn, May 23. The club is 
planning a smoker to be held June 2. 





The Indianapolis Traffic Club met, May 12. A communica- 
tion to President Coolidge on the subject of taxation was formu- 
lated and voted to be sent. . The letter said, in effect, that it 
was the hope of the club, as an organization of manufacturers, 
business men and railroad traffic men, that constructive legisla- 
tion would be enacted immediately to reduce the burden of taxa- 
tion. Such action, the letter said, would materially assist in 
restoring confidence in the future and its attendant prosperity. 
The letter said that the club concurred with the President in 
visualizing the question of taxation as the most important one 
before the people today. 





The New Jersey Industrial Traffic League will hold its 
spring outing May 24. The club will go to Blasberg’s Farm 
and Summer Resort at Hawthorne, N. J. 





The Shippers’ Conference of Greater New York will meet 
in the rooms of the Merchants’ Association in the Woolworth 


Building, May 19. E. J. Tarof will speak on “Store Door De- , 


livery” and W. H. Connell will talk on “Trunk Line Rate Ad- 
justment.” 





The Traffic Club of Houston met at luncheon May 6. J. H. 
Talichet, of the legal department of the Southern Pacific, spoke 
on the Howell-Barkley bill. He said the reason for the appear- 
ance of the bill was dissatisfaction with the present Railroad 
Labor Board, but that the proposed boards were highly unsat- 
isfactory as substitutes. He spoke of the weaknesses and cum- 
bersomeness of the proposed adjustment and mediation and con- 
ciliation boards, and denounced the proposal to exclude the pub- 
lic from representation on the boards. He said the proposed 
salaries were all out of proportion and that the overhead ex- 
pense of the boards would be enormous. He asserted that 
Congressmen Howell and Barkley were not the authors of the 
bill, but that it was the result of four years’ effort on the part 
of the American Federation of Labor, 





The Twin City Traffic Club, members of which are traffic 
men of St. Joseph and Benton Harbor, Mich., was formally or- 
ganized at Benton Harbor May 8. There were about 50 repre- 
sentatives of shippers and carriers in attendance. The officers 
are: President, B. S. Barnes, of the Benton Harbor Malleable 
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Shippers of perishables 
and semi-perishables 
need this new box 


A new and better box, made of Balsa Wood, is now available. 


These boxes, because of the cell structure of the wood, resist 
heat and cold. Perishables and semi-perishables shipped in 
Balsa Boxes require little or no ice packs. Cost of refrigera- 
tion en route is reduced. 





And Balsa Boxes may be used repeatedly—one has traveled 
25,000 miles and is still being used. They soon pay for 
themselves. 


Encircled with steel band to prevent pilferage. Of light 
weight, though sufficiently strong and resilient to protect it 
against rough handling. 


Made in all shapes and all sizes. Write for costs and further 
information to 


BALSA BOX DEPARTMENT 
THE FLEISCHMANN TRANSPORTATION COMPANY 


699 Washington Street, 327 South La Salle Street, 
NEW YORK CHICAGO, ILL. 





_ 


Here, at last, is a car as luxurious as a 
palatial hotel, as correctly appointed as 
AVE ll HY. a modern club. 
The spacious shower bath and dressing 
room, telephone and valet are all innova- 


CHICAGO ST. LOUIS tions in overnight service. Many other 


SEM, novel appointments. 
Leeose\ Luncheon served after 9:30 p. m., also 
a varied breakfast menu in the Salon’s 
buffet. 


All equipment of the Diamond Special 
is of the same high standard. 

Leave Chicago 11:30 p.m. Train ready 
9:30 p. m. (Chicago daylight saving time 
1 hour later.) Arrive St. Louis 7:23 a. m. 


For fares, reservations and Travel Luxury 
booklet, ask 





J. V. LANIGAN, General Passenger Agent 
Room 502 Central Station, Chicago 
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Company; vice-president, Percy Wilson, Pere Marquette agent 
at St. Joseph; second vice-president, E. J. Martin, of the Auto 
Specialties Company; secretary, Gordon E. Riley, manager of the 
traffic bureau of the St. Joseph Manufacturers’ Association; 
treasurer, Henry Weber, of the Superior Steel Castings Com- 
pany. The executive committee is composed of the secretaries 
of the two chambers of commerce and Ray W. Davis, Harry 
Pound, Gale Smith and Henry Arnold. Ralph Tuttle, traffic 
manager of the American Box Board Company of Grand Rapids, 
spoke on the “Zone Rate Case.” He said all of Michigan north 
of the Michigan Central line was being penalized under the 
zone B ruling of the Commission. 





The Marion Traffic Club of Marion, O., will hold its last 
regular meeting of the season, May 22. There will be a dinner 
and installation of officers. 


FEAR GRAIN CONGESTION 


The Trafic World New York Bureau 


Unless the situation that has been created by the storage 
here and in Canada of vast amounts of grain in anticipation of 
a more favorable market is remedied within the next few weeks 
the railroads will find themselves faced with a serious freight 
problem. 

For the last fortnight the carriers have been moving all 
available car facilities to the central west in anticipation of 
the eastward grain movement, which begins next month. The 
advance of the crop moving season, however, finds this year, 
instead of empty elevators, storage quarters throughout the 
country choked almost to capacity. If the outward movement 
of this immense supply does not get under way soon—and this, 
it is suggested, may mean a shading of prices for the com- 
modity—a freight congestion of formidable proportions looms. 
Railroad men assert that the problem is acute. They have sent 
word to the grain men apprising them of the situation from a 
railroad point of view and urging that steps be taken to expe- 
dite the movement of grain now in storage. 

The seriousness of the problem, it is understood, was first 
brought home to the eastern railroads when Canadian grain, 
which could not find storage space in Dominion elevators, be- 
gan to come through to Atlantic port elevators. It is estimated 
that of the 260,000,000 bushel capacity of the terminal elevators 
in this country close to 200,000,000 have been exhausted. Al- 
though the threat in the situation may be modified to some ex- 
tent by the fact that there is less wheat under cultivation this 
year than last, little relief is looked for in this direction in 
view of the fact that the yield per acre is reported considerably 
above that of 1923. 

The freight traffic outlook is complicated, railroad men say, 
also by the bituminous coal situation. Buyers of soft coal have 
been holding off recently, and deliveries have been on a hand- 
to-mouth basis, in anticipation of further price decreases. Rail- 
road traffic men are apprehensive for fear that when prices are 
stabilized as between the union and the non-union producers 
there will be a sudden outburst of buying which would roughly 
coincide with the peak of the grain movement. 


NO OIL INVESTIGATION 


The Trafic World Washington Bureau 


The Commission, acting on applications of Western Trunk 
Line and some Southwestern Lines territory railroads, has 
voted not to institute a general investigation into rates on pe- 
troleum and its products, either to meet the specific suggestions 
of the applicants for such an inquiry, or any other. Two peti- 
tions asking for a general investigation have been under con- 
sideration for more than a month. The first was filed by the 
western trunk line carriers and the other by the same carriers 
plus the Texas & Pacific and the Fort Smith & Western. 

In support of the application the western trunk line terri- 
tory carriers called attention to the fact that a number of 
complaints had been filed against them bringing into question 
the relationship of rates from the mid-continent field on the 
one hand and those from north Texas and Louisiana on the 
other. The complaints they particularly stressed were No. 
15585, Miller Petroleum Company vs. A. T. & S. F. et al., and 
No. 15584, Sinclair Refining Company and Kansas Cily Refining 
Company against substantially the same carriers. , 

One point urged in favor of a general inquiry was that the 
complaints mentioned and others also on file with the Commis- 
sion did not name all the carriers that would be involved by 
any decisions that might be made, but only those engaged in 
earrying tonnage for the particular complainants. The sug- 
gestion was that it would be embarrassing to have decisions 
made which would not apply to all those concerned, hence 


the thought that it would be well for the Commission to insti-- 


tute a general investigation to bring in all the carriers and the 
whole body of rates from the territory southwest of the St. 
Louis gateway. The western trunk lines called attention to 
the fact that the southwestern lines had not taken advantage 


of their opportunities to the fullest extent, of making their 
rates arbitraries over the rates from the mid-continent. Their 
failure, it was indicated, brought about complaints, which, jf 
sustained, would require the petitioners to cut their rates 
toward the St. Louis gateway, without hope of compensating 
tonnage now seeking an outlet through the gulf ports or the 
lower Mississippi river crossings, all on the theory that their 
rates, in relation to the rates of the southwestern lines, were 
too high. They pointed out that since the decision of the Com. 
mission in the Mid-continent Oil Rates case, made about eight 
years ago, the groups had been extended and that the revenue 
they were deriving was not to be measured, in a matter of 
reasonableness, by the shorter hauls from the groups as they 
existed when that decision was made. 

The Commission made no announcement as to its reasons 
for declining to institute a general investigation. The impli- 
cation, however, it is believed, is that the men who have been 
assigned to the consideration of the specific complaints are 
of the opinion that all the questions raised by the complaints 
can be disposed of by handling the cases now on the formal 
docket in the usual way. 


RULE 77 REGULATIONS 


Having received many requests for the elucidation of the 
Rule 77 regulations issued under date of April 12 (Traffic World 
April 19, p. 1044), the Commission has issued another notice to 
carriers, to make clear “what the requirement is under Rule 71, 
as amended on April 7, 1924.” In the most recent notice the 
Commission said “you are advised that each tariff or supplement 
to a tariff filed subsequent to May 1, 1924, subject to Rule 7, 
— Seong the following paragraphs and sub-paragraphs 

, 2, 3, and 4: 


By authority of Rule 77 of Interstate Commerce Commisston 
Tariff Circular No. 18-A, the commodity rates made subject to this 
rule are not made applicable from (or to) all intermediate points. 
Commodity rates not exceeding those from (or to) the next more 
distant point from (or to) which a commodity rate, subject to Rule 
77, is named, either in this or other tariffs lawfully on file with the 
Commission will be established, under this rule, upon one day’s notice 


to the Commission and to the public from (or to) intermediate points 
as follows: 


(1) Within thirty days after receipt of request, written or verbal, 
for the establishment of such rate or rates, accompanied by advice 


<r prospective shipment from (or to) any such intermediate 
point. 


(2) Within 30 days after a responsible traffic official of the carrier 
(or the publishing agent) obtains knowledge that a shipment has 


we or probably soon will move from (or to) any such intermediate 
point. 


(3) This rule does not authorize the maintenance of commodity 
rates from (or to) intermediate points higher than the rates applicable 
from (or to) more distant points; neither does it authorize reductions 
in existing commodity rates or any increases in rates from or to in- 
termediate points on less than statutory notice. 


(4) Where Rule 77 is applicable. and it develops that shipments 
have moved from (or to) an intermediate point under a rate higher than 
that contemporaneously applicable from (or to) the more distant point, 
carriers will file an application with the Interstate Commerce Com- 
mission on the Special Docket for authority to make refund on all 
mre ed shipments to the basis of the rate from (or to) the more distant 
point.”’ 

In addition to that the Commission says that in the publica- 
tion of rates subject to Rule 77, the extent to which the rule 
is applicable must be stated definitely in the schedule, and the 
use of such application as “applies via short route or short line” 
will not be permitted nor will any change be allowed in the 
wording of the rule as set forth. 


UNCONTESTED FINANCE CASES 


The Southern Pacific Company has been authorized to as- 
sume obligation and liability in respect of $17,640,000 of equip- 
ment trust certificates, to be issued by the Bank of North 
America & Trust Company and to be sold at not less than 97.56 
per cent of par and accrued dividends, in connection with the 
procurement of equipment. * 

The Maine Central has been authorized to assume obliga- 
gation and liability in respect of $1,300,000 of equipment trust 
certificates, to be issued by the State Street Trust Company 
of Boston, and to be sold at not less than 96.86 per cent of 
par, in connection with the procurement of equipment. 

The Commission has authorized the Illinois Bell Telephone 
Company to acquire certain properties of the Commercial Tele- 
phone & Telegraph Company and has authorized the latter com- 
pany to acquire certain property of the Illinois Bell Telephon 
Company. 

The Alabama & Vicksburg has been authorized to issue 
$2,500,000 of first mortgage 5 per cent gold bonds, to be sold 
at not less than 94.06 per cent of par and accrued interest. 

The New York, New Haven & Hartford has been author: 
ized to issue $1,043,090 of equipment notes to be exchanged for 
a like amount of notes now outstanding. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $73,315.97 is due the Lake Champlain & Moriah Rail- 
road Company in reimbursement of its deficit in the period of 
federal control. 
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PORT OF NEWPORT NEWS, VIRGINIA 


PORT OF NEWPORT NEWS, VIRGINIA, 
is the port at which is loaded aboard vessel 
for foreign and coastwise destinations the 
world famous ‘‘New. River,” “Kanawha,” 
“Logan,” and “Eastern Kentucky” coals, 
among which can be found the highest 
quality of fuel for every purpose. Latest 





improved electrically operated coal pier, 
capacity million tons per month. Bunker 
business invited—these ships accommodated 
at piers or in stream; quick dispatch as- 
sured. We will gladly put you in touch with 
responsible coal suppliers of cargo and/or 
bunkers. 


Address the following for full detailed information: 


NEWPORT NEWS CHAMBER OF COMMERCE, 
Newport News, Va. 


A. M. DUDLEY, General Coal Freight Agent, C. & O. Ry., 
Richmond, Va. 


F. H. CUMMINGS, Ass’t Coal Freight Agent, C. & O. Ry., 


Cincinnati, Ohio. 


F. H. HARMON, Coal Service Agent, C. & O. Ry., 
Webster Building, Chicago, IIl. 


or any representative of the Chesapeake and Ohio Railway. 


MEMPHIS, TENNESSEE,,“!4 





Bemen senee: sesnoe sence eee 


rvicé That Counts 


- 


MERCHANDISE—STOR AGE—DISTRIBUTION 


MEMPHIS TERMINAL CORPORATION Gen’l Office: 15th Floor Central Bank Bldg., Memphis, Tenn. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons de: with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
will give his opinion in oa ~' . nk simple question relating to the law 
t. 


traffic man of long experience 

and wide knowledge will answer questions rela to practical traffic 

lems. We do not desire to the place of the traffic man but to 

elp him in his work. 

e right is reserved to refuse to answer in this department any 

question, legal or traffic, that it may appear to us unwise to answer 

or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





Perishable Goods—Liability of Carrier Where Freezing Occurs 
During Delay 

Colorado.—Question: Please advise if there has been any 
decisions handed down on the following: 

A carldad of potatoes moved under standard ventilation, 
during the month of November, 1922; the schedule for the 
movement was three days, but account of one of the carrier’s 
bridges being burned the car was seven days en route. At 
destination the potatoes were found to be affected by frost, 
for which I filed damage claim against the carriers, and they 
_ offered to make settlement of 4/7 of 50 per cent of my 
claim. 

The carriers contend that they are not liable for over 50 
per cent of the original claim, within the meaning of the agree- 
ment between carriers and shippers of California regarding 
claims occurring during the rail strike, that would reduce my 
claim 50 per cent, and then they advise that they will make 
settlement for 4/7 of this amount; in other words, they will 
only assume liability for the four days’ delay account of the 
burned bridge. 

Will you please advise if the agreement regarding the 
strike should have any effect on this claim, and also if you 
do not think that the frost more than likely occurred during 
the delay in yards near the burned bridge, rather than en route.? 

Answer: If the proximate cause of the delay was the 
strike which is the basis of the agreement between shippers 
and carriers referred to in the article on page 898 of the April 
21, 1923 Traffic World, under the caption, “Settlement of Strike 
Claims,” the carrier, provided you have or will concur in the 
agreement, should settle your claim on the 50 per cent basis. 

If, however, the carrier’s failure to take reasonable pre- 
cautions for protecting the goods during the time of the delay, 
which delay was due to the burning of the bridge, the carrier 
is liable for the full amount of the damage. See Nelson & 
Co. vs.-C. & N. W., 167 N. W. 574; Barnes Co. vs. N. P., 173 
N. W. 943; Bivens Bros. vs. A. C. L., 97 S. E. 215; McGraw 
vs. Baltimore, etc., R. Co., 41 Am. Rep 696; Melton vs. Denver, 
etc., R. Co., 29 Pac. 22. 


Whether or not the damage occurred during the time the 
goods were held, because of the burning of the bridge is a 
,question of facts as to which proof of the temperature at 
that place during this period of time would be competent evi- 
dence of the carrier’s liability. 


Receiverships—Priority of Claims 


New York.—Question: We filed a claim against the X Rail- 
way Company for loss of two cases in a shipment of seven 
from A, Ohio, to B, Ohio. 

This shortage has been admitted by the carrier, but subse- 
quent to the filing of the claim, the road went into the hands 
of a receiver, and we are now in receipt of advice that there 
is no chance of any settlement unless our claim is of a pref- 
erential nature, as there is only provision for claims of this 
nature being paid. 

We, of course, realize that we are not a creditor of this 
company in the same sense as a person who may have supplied 
them with some material or furnished labor, but at the same 
time, this loss is something that occurred on a contract entered 
into by the carrier, and we consequently feel that we have 
just as much claim against them as a creditor who may have 
supplied them some material that was used in the operation 
of the property. 

Lust on the Law of Loss and Damage Claims, page 289, 
states that, generally speaking, receivers of a road are not 
liable for loss and damage claims which accrue prior to the 
time the road went into receivership. In the case of Andrews 
vs. Roberts (Texaas, 1917), 192 S. W. 569, the court held “Where 
a receiver of a railroad contracted to transport a shipment 
within a state, freight charges payable at destination and before 
delivery, the destination changed and the bill of lading issued 
for transportation beyond the state, the receiver is liable as 
an initial carrier of interstate commerce, it being within ‘his 
authority to so modify the orignal contract.” 

In the case of Loveland & Hinyand Company vs. Waters 
(Mich., 1916), 159 N. W. 477, the court held: 
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Where potatoes shipped by rail were still in the possession of 
the road when it went into the hands of the receivers, such receivers 
by taking over the road adopted the contract of shipment and be. 
came liable for any damage caused thereto, 


Our opinion is, that, since the carrier did not fulfill its 
contract, and they have admitted liability for the loss, that 
this claim ought to be paid, and the fact that there has been gy 
receiver appointed, should not change the status. 

Will you be kind enough to advise us on this subject, ang 
we shall greatly appreciate any quotations or citations or de. 
cisions that would be of assistance to us, and which we in turj 
can quote to the receiver of this road. 

Answer: While certain claims, such as claims for oper. 
ating expenses accruing prior to the receivership may be given 
priority over claims of stock and bond holders, damages for 
torts committed by the company prior to the appointment of 
the receiver are not classed as operating expenses and the rule 
that operating expenses for a limited time preceding the ap. 
pointment of a receiver shall be allowed priority does not ap- 
ply to such claim. 

Carload vs. L. C. L. 

Georgia.—Question: We have a client who loaded eleven 
thousand pounds of a commodity and tagged this for less-car. 
load shipment and did not insert any rate in the bill of lading 
and carrier has set the shipment up to the minimum carload 
and assessed charges thereon. 

We have contended that, in the absence of indicating thai 
we desired shipment to go forward as a carload and having 
indicated clearly on the bill of lading that the material was 
not properly tagged as less-carload movement, that it was sufii- 
cient notice to the carrier that it should go forward as legs. 
carload, although we did not write those particular words on 
the bill of lading. 

Of course, we are familiar with the classification rules, but 
we think there has been a decision by the Commission covering 
this particular point, and we would appreciate your giving us 
a, definite reply. 

Answer: Your question deals. wito shipment of 141,000 
pounds, which you state was tagged in accordance with L. C. L. 
tagging requirements, and that it was tagged was shown on 
the bill of lading, and on this shipment you ask whether or 
not the carrier is correct in applying the carload rate and 
minimum weight, according to the decisions of the Commission. 
You state that it was clearly indicated on the bill of lading 
that it was tagged and that this should be notice tha L. C. L. 
service was desired. 

The decisions, few in number, are no such that they can 
be adapted to every statement of facts, as to just when a 
carload or an L. C. L. shipment has been made. It is settled, 
however, as you know, that carload shipments are subject to 
carload rates and minimum weights, and it is always a question 
of fact when a carload shipment has been made and carload 
service received. The same is true of L. C. L. shipments. 
The Commission has not in any of its decisions undertaken 
to outline just what facts would constitute a carload shipmeni, 
but it has passed upon several instances of this kind, of vary- 
ing statements of fact, and we would refer you to S. H. Kyle 
vs. M. K. & T., 42 I. C. C. 335; Passow & Sons vs. C. M. & 
St. P., 37 I. C. C 711; Columbian Iron Works vs. Sou. Ry., 45 
I. C. C. 178; Zelnicker Supply Co. vs. T. & C. C., 511. C. ¢. 
133, none of which has the same facts as you have, but sev- 
eral of which indicate that the element of tagging is to be 
considered when the shipper is trying to prove an L. C. L 
shipment has been made. There are plenty of facts, of course, 
which would overcome the tagging feature, and show a carload 
shipment had been made, such as if the shipper ordered a car 
placed on his siding, loaded in, inserted car number and rout- 
ing on the billing, etec., and numerous other things usually 
incident to the making of a carload shipment. After studying 
these cases, you will reach the same conclusion we have, that 
it is a question of fact in each case, whether a carload 2 
an L. C. L. shipment has been made. It cannot be decided 
by a definite rule; it depends upon the undertaking as evi 
denced by the acts of the shipper and the carrier, and the serv 
ice rendered. 

Carload vs. Less-than-Carload Shipments 

Delaware.—Question: One of our clients is confronted with 
a situation wherein they made a shipment of four cars of 
sweet potatoes in 1923, two being of an actual weight of 15,000 
pounds, one of 15,100 pounds and the fourth of 15,350 pounds, 
on which the carriers assessed a rate of 62%c per 100 pounds 
on a carload minimum weight of 30,000 pounds rather than 4 
rate of 73%c per 100 pounds on actual weight, the latter givils 
us a lower charge than the former. 

We filed an overcharge claim for them on these shipments, 
basing our claim on the fact that charges shall not be greatel 
on the basis of carload rate at carload minimum weight thai 
on the basis of less-carload rate at actual weight, using rule 
15, section 1, of Consolidated Freight Classification as the base 
for our contention; however, carriers have thrown section 3 


of the same rule in our face as the basis for the declination 
of claim. 
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In this connection, we would appreciate your advising us 
as to the decisions of the Commission or the courts in con- 
firmation of our position and any that you can find in confirma- 
tion of the carrier's position, so that we may secure them, 
-digest them carefully and from such a view prepare the ground- 
work for a complaint for recovery of the damages sustained. 

Answer: As we see it, there are three situations which 
involve the question of which rate, namely, the carload or less- 
than-carload rate, should be applied on a given shipment. 

1. If a carload shipment is tendered as such, either the 
carload rate or the less-than-carload rate, if lower, may be, 
under the provisions of section 1 of rule 15 of the classification, 
as applied by the Commission in its opinion in Docket 13300, 
Rockwood Sprinkler Co. vs. Director-General, 73 I. C. C. 266, 
applied. 

2. If an L. €. L. shipment is tendered as such, either the 
L. C. L. rate or the carioad rate, if lower charges result froin 
the application of the carload rate, may, under the provisions 
of section 1 of rule 15 of the classification, be applied. 

3. Where an L. C. L. shipment is tendered as a carload 
shipment or tendered to the carrier under circumstances which 
would lead the carrier to believe that the shipment was being 
tendered as a carload shipment, as to such shipment, if the 
weight of the shipment is not such as to make marking under 
the provisions of the classification unnecessary, that is, if the 
shipment does not fully occupy the visible capacity of the car 
or does not weigh 24,000 pounds or more, under the opinions 
of the Commission in Passow & Sons vs. C. M. & St. P., 37 
I. C. C. 711; Sam Kyle vs. M. K. & T., 42 I. C. C. 335; Colum- 
bian Iron Works vs. Sou. Ry. Co., 45 I. C. C. 173, and Walte1 
Zelnicker Supply Co. vs. T. & O. C. Ry., 51 I. C. C. 133, the 
earload rate will be applied, the Commission having held in 
those four cases that unless the shipment is marked in ac- 
cordance with the classification requirements, if it is tendered 
as a carload shipment the carload rate must be applied. 

If, however, under the Commission’s opinion in the Rock- 
wood Sprinkler Co. case, 73 I. C. C. 266, referred to above, the 
L. C. L. rate is to be applied as a maximum on a carload ship- 
ment, the distinction between a carload and a less-than-carload 
shipment, depending upon the manner in which the shipment 
iis tendered, which is the basis of section 3 of rule 15 the 
Consolidated Classification and the Commission’s opinions in 
the Passow case, 37 I. C. C. 711, and other cases cited above, is 
wiped out, for the reason that if the L. C. L. rate, when ap- 
plied to the shipment makes a lower charge, can be applied 
on a carload shipment, there is no reason for the distinction 
between carload service and less-than-carload service, the basis 
of which is, among other things, the matter of who shall load 
or unload the shipment, and the fact that where a less-than- 
carload shipment is made the carrier may utilize space in the 
car not occupied by the shipment. See, in this connection, our 
arswer to “Ohio” on page 1368 of the December 23, 1922, Traffic 
World, under the caption, “Less Carioad vs. Carload Rates on 


Carload shipments—Application of Rule 15, Consolidated Clas- 
sification,” 


Classification Rules—Application of Penalties, and Question 
Whether the Penalty Ratings Provided Constitute a Specific 
“Holding Out” of Such Rates so as to Authorize Tender 
of Shipments Subject Thereto, and Whether Rule 5 Confers 
a the Shipper the Right to Demand -Acceptance at Such 

ates 

Tennessee.—Question: Please see your answer to ‘“Massa- 
chusetts” on page 1038 of April 19 issue, regarding application 
of rule 5, Consolidated Freight Classification No. 3. 

Section 2 states that articles tendered must be in form 
specified and will not be accepted otherwise; section 3, that 
when articles do not comply with section 2, but come into 
hands of carriers certain penalties will attach. 

Do you not agree that section 3 merely provides a remedy 
where unauthorized packages have been accepted in ignorance, 
and that-in-no sense can--it be construed to authorize accept- 
ance in any other form than that specified in individual items? 
In other words, it does not establish an alternative packing 
basis. . - 

Answer: This discussion first arose in question and an- 
swer to “Massachusetts,” page 906, The Traffic World, April 
5, 1924, with respect to amended section 3 of rule 5, per sup- 
plement 16 of the classification, and its application to specific 
commodity rates, and in our answer we took the position that 
rule 5 did not specifically authorize the basis sought—that there 
was no holding out of such rating, citing decision of the Com- 
mission in support of our position. At this point the question 
of tendering a shipment not packed in accordance with the 
commodity rate tariff and the “right of a shipper to demand 
its acceptance” under rule 5, and to attach any established 
penalties, was not presented. Neither was it presented in our 
answer to “Massachusetts,” page 1038, April 19. We could find 
nothing in rule 5 which authorized the basis sought and very 
naturally constructed the commodity rate as being limited to 
its own descriptions, because we have never interpreted rule 
5 as holding out to the shipper the right to demand acceptance 
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of such a shipment even though he was willing to pay _ any 
penalty attaching. Your question brings up this particular pojnt 
for consideration. 

Section 2 of rule 5 specifically provides that unless the 
articles conform to certain requirements they will not be ae. 
cepted for transportation. But what about those cases where 
a shipment not so conforming is unwittingly accepted by the 
carrier? Section 3, rule 5, general application, provides ¢er. 
tain penalties. Does the publication of such penalties specific. 
ally hold out to the shipper that his shipments not conforming 
to section 2 will be accepted, regardless of the language jy 
section 2 to the effect that they will not be accepted? We 
think not. 

Rule 41, secion 1,-of the classification, effective November 
15, 1922, specifically provided that boxes not conforming jg 
the requirements would not be accepted for transportation. fp 
the case, “Classification Specifications for Fiber-Box Contaip. 
ers,” 77 I. C. C. 718, this specific provision was attacked. Rule 
41 of the previous classification did not carry the clause that 
shipments not conforming thereto would be rejected. The car. 
riers in Official and Southern Classification territories took the 
position that these were alternative rates; that the shipments 
must be accepted if tendered, even though they do not con. 
form. to the specifications; and the penalties to be charged, 
They, in effect, contended they had no right to refuse them. 
The western carriers construed rule 41 as requiring them to 
reject such shipments. There was no provision in the rule 
that shipments would not be accepted if they did not conform. 


In condemning rule 41 of Classification No. 3 to this exteni, 
the Commission held that the interpretations of the other lines 
should govern the western lines, holding the clause in amended 
rule 41 not justified. Supplement 16 to Classification No. 3 
eliminates this non-acceptance clause. The effect of this de- 
cision is to require the carriers “with respect to the same kind 
of package” (yet in different conditions) to accept the ship- 
ments regardless of the kind of box, and regardless of specif- 
cations, so long as it is safe and secure, and very effectually 
holds these rates under rule 41 as alternatives, giving the 
shipper the right to demand acceptance of shipments in secure 
boxes which do not conform to the specifications, and the car- 
rier the right to charge the 20 per cent penalty. 


This decision also indicates that before the shipper may 
demand that.the carrier shall accept shipments not conforming 
to section 2, rule 5, it will be necessary for section 2 to be 
amended, striking out the clause, “Articles when tendered for 
transportation which do not in all respects conform to the fore- 
going, will be refused for shipment,” and proves, we think, that 
section 3, both as to articles moving under class and con- 
modity rates, applies only where the carrier’s agent has unwit- 
tingly accepted shipments not conforming to sections 1 and 2 
of rule 5, and simply provides a remedy for such situation; 
in order that a lawful charge may be applied, yet which charge 
is not “held out” to apply as an initial undertaking. 


Demurrage—Application of, to L. C. L. Shipments 
California.—Question: Please refer to rule 630 in the per- 
ishable protective tariff, covering refrigeration of L. C. L. ship- 
ments. We had a car of cantaloupes shipped from a near-by 
point under refrigeration and it develops that the carload rate 
plus refrigeration is higher than the L. C. L. rate. However, 
there is a detention charge of $7.50 at point of. origin. The 
carrier has made adjustment of the freight charges on the basis 
of the L. C. L. rate, but has not given up the detention charge. 
‘ Is the railroad entitled to this detention charge and, if 50, 
why? : 
Answer: Rule 630 of the Perishable Freight Tariff pub 
lished by Agent Dearborn applies only to L. C. L. shipments, 
and it is because this was an L. C. L. shipment, no doubt, that 
the carrier has readjusted charges to that basis. It does not 
follow, however, that if you detained the car over the usual 
free time allowance that the detention charge ‘should be re 
funded. If there were no detention penalty attaching to those 
instances where the shipper secures exclusive use of a car for 
a large L. C. L. shipment loaded by him, he could very effect: 
ually detain carrier equipment to an unreasonable extent and 
thus encourage the use of cars for warehouses. The car beiné 
loaded by the shipper with L. C. L. freight is as much under 
his exclusive control as if he were loading a carload shipment. 
Both are subject to demurrage charges. The uniform demut- 
rage rules provide that they are applicable to “all cars held 
for or by consignors or consignees for loading, unloading, 
for any other purpose.’ - 
In Woolson Spice Company vs. P. Company Railway, 39 
I. C. C. 588, the Commission held that “the demurrage rules 
and the rules setting forth the average agreement plan refer 
to “cars” without limitation or modification, and nowhere state 
that their provisions are restricted to cars used in the trans 
portation of carload freight.” 


Attachment of Interstate Shipment 


West Virginia—Question: It appears to be a generally Ur 
derstood fact that an interstate shipment cannot legally bé 
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attached, but we fail to locate a court decision to that effect. 
Will you please advise? 

Answer: As a general rule, all the goods and chattels of 
a defendant are subject to attachment for his debts. And, ac- 
cordingly, it has been held that such process may be levied 
upon an advertising sign, tools of a mechanic, merchandise 
kept in a store for sale, fixtures which a tenant may remove, 
hay in a barn, goods in transit, and a sealed parcel or locked 
safety deposit box belonging to the defendant. 

The fact that property of the attachment defendant is in 
the possession of a third person does not usually exempt it 
from attachment. See Clifford vs. Brockton Transportation 
Co., 101 N. E. 1092 (Mass.); Stock vs. Reynolds, 80 N. W. 289 
(Mich.); Santa Fe Ry. Co. vs. Bossut, 62 Pac. 977 (N. M.); 
Morrel vs. Buckley, 20 N. J. L. 667. 

In Clifford vs. Brockton Transportation Co., 101 N. E. 1092, 
it is held that the attachment, under writ of summons and 
attachment, of goods in transit in possession of the carrier, 
made after the officer had paid the carrier the freight charges, 
is valid, attachment by trustee process not being exclusive. 
In this case the court, on page 1093, said: 


Although our attention has not been called to any express de- 
cision in this state upon the right to make the attachment by a 
writ of summons and attachment while the goods are in the hands 
of a common carrier in transitu, it is apparent from the language 
of the court in many cases that such attachment has been assumed 
to be valid. Edwards vs. White Line Transit Co., 6 Am. Rep. 213 
(Mass.), and this view has the support of authority elsewhere. Santa 
Fe Ry. Co. vs. Bossut, 62 Pac. 977; Merz vs. C. & N. W., 90 N. W. 
7 (Minn.); Jewett vs, Olsen, 23 Pac. 262; Pingree vs. D. L. & W., 33 
N. W., 298 (Mich.); Hett vs. B. & M., 44 Atl. 910. How- 


ever, see Stamford Rolling Mills Co. vs. Erie R. R. Co., 101 Atl. 823 
(Pa.); Brimberg vs, Hartenfeld Bag Co., 105 Atl. 68 (N. J.). 


In the former case, Stamford Rolling Mills Co. vs. Erie 
Ry. Co., 101 Atl. 823, it is held that where goods have been 
shipped under. a negotiable bill of lading, they are not subject 
to foreign attachment while in transit, or after their stoppage 
in transit, whether the carrier continues to hold them as carrier, 
or as a warehouseman or bailee, as act March 11, 1909 (P. L. 
24), sec. 25, relating to warehouse receipts, and act May 19, 
1915 (P. L. 554), sec. 39, relating to the sale of goods, are 
identical in effect with act June 9, 1911 (P. L. 848), sec. 24, 
expressly protecting such goods from attachment, unless the 
bill of lading has been surrendered or its negotiation enjoined. 

In the Brimberg case above referred to, it was held that 
a railroad will not be enjoined from delivering possession of 
goods in its possession upon which negotiable order bill has 
been issued, and which have been attached, where the bill and 
its holder are out of the court’s jurisdiction, the effective re- 
straint of the bill’s negotiation being necessary to make goods 
subject to attachment. In this case the court, after quoting 
from sections 23 and 24 of the bill of lading act (act of Con- 
gress August 29, 1916), on page 69, said: 


The provision of the New Jersey Statutes are similar. The pur- 
pose of the legislation undoubtedly was to protect goods in transit 
and in possesion of a carrier against seizure until the carrier should 
be first liberated from liability and attack by the surrender of the 
order bill. The legislature has made the bill the res rather than 
the goods. The term ‘“‘enjoined,’’ used by the legislature, must imply 
effective restraint, 


Storage by Carrier of Order-Notify Shipments in Public 
Warehouse 

Massachusetts.—Question: Kindly advise whether or not 
there is an Interstate Commerce Commission ruling that per- 
mits carriers to break terms of order-notify bill of lading con- 
tract and deliver such shipments to a bonded warehouse on a 
warehouse receipt in lieu of bill of lading. 

A car was recently shipped to order-notify a certain bonded 
warehouse and delivering line accepted a warehouse receipt 
and delivered shipment without surrender of bill of lading. 

Draft remained in the bank for two months before shipper 
was aware that it had not been paid and has now filed claim 
against carriers for interest that accrued on draft. 

Answer: While we do not locate cases which specifically 
pass upon the quetsion of whether or not a carrier may deliver 
an order-notify shipment to a public warehouse without incur- 
ring liability, from what is said in Gregg vs. Ill. Cent., 35 
N. E. 344, and G. Cc. & S. F. Ry. Co. vs. Buckholtz State Bank, 
258 S. W. 491, there does not seem to be any doubt but that 
a@ carrier may, where it is unable to secure disposition of a 
shipment, store same in a public warehouse, and this notwith- 
standing the fact that the shipment has moved on an order bill 
of lading. 

In the Gregg case, above referred to, it was held that where 
a railroad company, on failure of a consignee to receive goods 
shipped, stored such goods in a warehouse, taking a receipt in 
its own name, the storing will be held to be for the benefit of 
the owner, subject to the company’s lien for freight charges; 
and the warehouseman ‘is therefore the agent of the owner, and 
not of the railroad company. This decision covered an order- 
notify shipment. 

In the other case cited above, which also covered an order- 
notify shipment, it was held that the doctrine that a carrier 
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is not guilty of conversion, when in the exercise of a sound 

discretion it stores cotton at destination in other than its Own 

warehouse, is applicable only where the carrier has performed 
the duty required of it by Rev. St. arts 711 and 712, to notify 
the consignee of the arrival of the shipment and to allow him 

a reasonable time to remove it, and has no application where 

the carrier has converted the property by a delivery to a com. 

press company and delivery of the compress receipts to a person 
not entitled thereto. 

Tariff Interpretation—Rate Applicable Where Tariff Names Spe. 
cific Rate to Point Located Within Corporate Limits of 
Another Point to Which Rate Also Named in Same Tarif 
Missouri.—Question: A car of yellow pine lumber was 

shipped from Haslam, Tex., consigned to A Company, at New 

Rochelle, N. Y., routed H. E. & W. T., V. S. & P., Shreveport, 

Q. & C., Erie, at Cincinnati, N. Y. N. H. & H. at Maybrook, 

N. Y. W. & B. at proper junction. A through rate of 54% 

was inserted in the bill of lading, together with-tariff reference 

176-J, I. C. C. 1156, as authority for the rate. 

The A Company at New Rochelle is located within the 
corporate limits of New Rochelle at Quaker Ridge Road, which 


location happens to be on or adjacent to the N. Y. W. &B. ° 


New Rochelle, N. Y., in Union Line Tariff I. C. C. No. 13, page 
303, 8th revision, is shown as taking New York rates, on the 
N Y. W. & B. However, the location of the A Company is 
known as Wykagyl, and on page 327 of this same tariff, under 
N. Y. W. & B., this station is shown as taking Boston rates, 
The car of lumber in question was not consigned to Wykagyl 
on this bill of lading, but was consigned to the A Company 
at New Rochelle. However, delivery was effected on the N. Y, 
W. & B., and a rate of 60c per hundred pounds, which was 
the Boston rate in effect at that time, was assessed. 

We filed a claim for the protection of the New Rochelle 
rate at the time the shipment moved, and are now informed 
that this rate cannot be protected, since the rate to Wykagyl 
is the Boston rate, and must be applied. This station is within 
the corporate limits of New Rochelle, but 1% or 2 miles 
from the N. Y. N. H. & H., and without physical connection 
at that point. In view of bill of lading with route and rate 
inserted, and facts as to location and tariff references recited 
herein, I would like for you to state whether or not, in your 
opinion, we are correct in our contention for application of 
a 54%c rate. We are also quoting as authority for our con- 
tention, I. C. C. Conference Rulings Bulletin No. 474-C. 

Answer: If, as you state, Wykagyl, N. Y., the point at 
which the plant of the consignee of the shipment in question 
is located, is within the corporate limits of New Rochelle, 
N. Y., under the Commission’s opinion in Wausaw Southern 
Lumber Co. vs. C. & N. W. Ry. Co., 50 I. C. C. 453, the lower 
of the two rates, namely, the 54%-cent rate, is the legally ap- 
plicable rate. This, for the reason that where two rates to 
the same point are named in the same tariff, the lower of the 
two rates is the applicable rate. If Wykagyl is within the 
corporate limits of New Rochelle, N. Y., the rate to the latter 
point must be applicable to, the former point, notwithstanding 
the publication of a specific rate to Wykagyl. 


Routing—All-Rail vs. Rail-and-Water 

California.—Question: We are confronted with a traflic, or 
rather a claim condition, which has some angles that are rather 
new to us. We-have a great many shipments of cotton plush 
moving from Atlantic coast cities to Los Angeles in connection 
with the rate carried at the present time in Westbound Trans 
Continental Tariff 1-W, item 1220, which carries a rate of 
$3.40% per cwt. from New York and Philadelphia piers to Los 
Angeles; also Group D or Chicago rate of $2.95% per cwt. to 
Los Angeles. 

Nearly all of this commodity is routed on bills of lading 

in connection with a local to New York or Philadelphia piers 
and the $3.40% commodity rate to Los Angeles. We, how- 
ever, have an occasional shipment, which, according to charges 
assessed by the carrier, was routed via all-rail rate, they a) 
plying the first class rate from point of origin to Chicago, plus 
the $2.95144 commodity rate to Los Angeles. Unfortunately 
neither the shipper or ourselves have copies of bill of ladiné 
covering part of these all-rail shipments, although in the ex 
ceptional cases bill of lading plainly shows shipment routed 
via the commodity rate applying from New York and Phila- 
delphia piers. 
In view of the fact that we do not have bills of lading 1 
substantiate our claims, that shipments were actually routed 
via the rail and water rate, destination carriers decline claims 
refusing to carry on any investigation, claiming that it is W 
to claimants to substantiate their claim in each case with bills 
of lading showing that shipments were billed contrary to rout: 
ing instructions by carrier. They claim that it is not theif 
duty to ascertain from point of origin agent whether or not 
error was made in billing. They will not allow bond of in 
nity to suffice for bill of lading in this case. They claim tha 
if shipment is not routed it is not the carrier’s duty to forw : 
shipment via a rail-water route, referring to Interstate Come 
ence Ruling 190, which, they state, provides that where 1a 
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How cargo is handled and stored in mammoth Admiral Oriental Line 
Warehouses at Seattle, awaiting transshipment to destination 


Seattle to the Orient 


Afast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


Six reasons why this service, operated by an American 

Company for American shippers, is the best fitted to 

serve you: 

l—Unexcelled facilities for handling all cargo expedi- 
tiously. 

2—Size and speed of vessels and modern equipment for 
loading and unloading cargo. 

3—Shortest and fastest route via Seattle to the Orient. 

4—Exceptional rail connections for prompt trans-ship- 
ment of cargo. 

S—Frequent, dependable sailings to North and South 
China, Japan and the Philippines. 

§—Modern refrigerator service. Lowest insurance rates 
—highest marine classification. 


Outward Sailings from Seattle 


*PRESIDENT JEFFERSON................... May 20 
. ESAS a Serre cee eet o- May 25 
PPRESIITE GIAIET 6. ooccc et ccc ceecsecces June 1 
*PRESIDENT MADISON .................... June 13 
os cite 3. « 0") bled. «dribabis babe June 15 
*PRESIDENT McKINLEY................... June 25 


4 Ca freight and passenger, length 5385 feet, 21,000 
tons, speed 20 knots. Through bills of lading issued to destin- 
ations beyond regular ports of call. 

** Cargo berth service to Yokohama, Kobe, Dairen, 
Tientsin (Taku Bar),. Tsingtao, Shanghai 


p——— FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739 
New York—17 State Street, Phone Bowling Green 9234. 
Detroit—Dime Bank Building. 
San Francisco—Robert Dollar Building. 
Los Angeles—429 Pacific Electrie Building. 
Senand 134 Railway Exchange Building. 


Seattle—409 L. C. Smith Building. 





L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL ORIENTAL LIN 


MANAGING AGENTS 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 


TRAFFIC 








500 TONS | 


DAILY PRODUCTION 








Folding Paper Boxes, Solid Fibre 
and Corrugated Shipping Cases 


Leaders in every line find Con- 
solidated quality and service 
satisfactory. 


Our daily production of container 
board averages five hundred tons. 
This is converted into Folding 
Paper Boxes, Solid Fibre and Cor- 
rugated containers in our own 
box factories. 


Our facilities are so extensive that 
large orders do not choke up pro- 
duction. We can meet any sched- 
ule and furnish uniform quality 
on orders of any size. 

Samples built to fit your goods—by 

our trained package designers—and 


interesting prices promptly furn- 
ished on request. Write Dept. T. 


CONSOLIDATED PAPER COMPANY 
Monroe, Michigan 





Branch Sales Offices 





Baltimore 
Boston 


Buffalo 
Chicago Cleveland 


New York 
Pittsburgh 


Indianapolis 
Kansas City 
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water. or all-rail rates are available, the shipper shall. desig- 
nate the class of routing and where rail-water rate is not desig- 
nated, it is the prerogative of carrier to move either 
with paliive for - misrouting,. re of rate. 

_In your opinion, is claimant forced to. furgis! 
in connection with ela ms for wiaoeae 
_carrier’s records are always available to carriers, all 
to investigate claims for misrouting. Also, what is ‘ver 
sion as to I. C. C. Conference Ruling 190? In our case there 
is an all-rail and a rail-water rate quoted in the same item, 
why should not carrier be in the position to choose the lower 
rate for transportation? 

Answer: In Schuhle’s Pure Grape Juice Co. vs. Director- 
General, 68 I. C. C. 485, the Commission, citing Hirsch vs. Erie 
BR. R., Docket No. 3773, Unreported Opinion, and Conference 
Ruling 190, held that if a shipper desires his shipment to move 
via a water-and-rail route that is cheaper than all-rail route, 
he must, in delivering it to an initial carrier, specify such 
routing; otherwise, it is understood that the shipment is to 
move via an all-rail route. 

In order to insure a finding by the Commission of misrout- 
ing, it would be necessary to show that instructions were given 
the carrier to forward the shipments in question via the rail- 
and-water route. While possibly, depending upon the circum- 
stances, not absolutely essential to such a finding, the original 
bills of lading are the best evidence of the fact. See in this 
connection La Crosse Shippers’ Association vs. C. I. -& L. 
Ry. Co., 23 I. C. C. 520. 


Liability of Carrier—Evidence of 

Michigan.— Question: On September 11, 1923, we received 
a car of celotex (a commodity almost analogous to plaster 
board) which had been transferred in transit and was badly 
damaged. 

When car was placed for unloading and when opened, this 
damage was very apparent and carriers’ representative was 
requested. to send an inspector to check the contents of this 
car while being unloaded. 

: Inspector arrived and instructed claimant to unload car, 
throwing the damaged pieces to one side for inspection as it 
was inconvenient for him to remain and check the contents 
‘while car was being unloaded. 

The sheets that were undamaged were carefully stacked, 
each size separate, and after unloading being completed, were 
carefully counted and claim was filed for loss of the difference 
between the amount shown on invoice and the amount that 
was unloaded in good order. 

The following day the railroad inspector called and counted 
damaged pieces found at claimant’s warehouse. Claimant at no 
time counted or checked the damaged pieces, and at time claim 
was filed, carriers were instructed that the damaged sheets 
were held at their disposal. 

It was evident that a large number of pieces had been 
broken and discarded at the point of transfer, which, in our 
opinion, made a check of the damaged material worthless, 
in so far as we were concerned. 

After some five months investigation, carriers requested 
claimant to deliver damaged celotex to them to be disposed 
of at best advantage. This was done without check and car- 
riers now claim some 35 pieces are unaccounted for. 

Will you kindly advise if claimant is responsible for the 
protection of damaged articles while investigation is being 
carried on; and, can carrier legally demand that claim be 
reduced to the extent of invoice price of damaged goods not 
delivered when requested? 

Answer: While a complete check and tally of the con- 
tents of the car, including both the damaged and undamaged 
sheets, would have been advisable, in the absence of a represent- 
ative of the carrier at the time the check was made, such a 
check would not constitute conclusive evidence of the fact that 
certain of the sheets were missing at the time the car was 
unloaded. Necessarily, where the claim is made that a por- 
tion of a shipment of goods, of the nature of those in question, 
is missing at destination, the proof thereof, where the ship- 
ment is unloaded by the consignee without a representative 
of the carrier present, must be based upon the testimony of the 
party unloading the shipment, substiantiated by any other facts 
or circumstances which may be present. In the instant case, 
the fact that the shipment was transferred in transit, resulting 
in great damage to a number of the sheets, should go towards 
establishing the liability of the carrier for the value of the 
sheets damaged and accounted for, and the 35 sheets unac- 
counted for, as well. While the consignee’s evidence of the 
carrier’s liability for the entire amount of the claim is not as 
complete as might be desired, it seems to be sufficient; -in view 
of the circumstances, to establish the full liability of the carrier. 


° ae 


WITHDRAWS FROM CONFERENCE 


It is learned that the Toyo Kisen Kaisha has given ninety 
days’ notice of its intention to withdraw from the Far East 
Steamship Conference, the reason given being that the line has 
no vessels available for Atlantic and Gulf service to the Pacific. 
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Nine vessels formerly in this trade, it is stated, have been 


ber Gp in trans-Pacific trades for the remainder of the year, 
most. ¢ 


them being booked to carry lumber to Japan, while 
: en sift * : r the wheat trade. i 


The line, it 


PARCEL POST REGULATIONS 
Paul Henderson, Second Assistant Postmaster-General, has 


issued the following regulations with respect to parcel post to 
Grand Liban and to Syria: 


Effective at once, unregistered parcel-post packages up to a weight 
limit of 22 pounds will be accepted for dispatch to Grand Liban 
(Lebanon) when prepaid at the postage rate of 12 cents plus the 
following transit charges: 


One to two pounds 32 cents; three to 11 pounds 50 cents; 12 to 
22 pounds 86 cents, both postage rates and transit charges to be 
prepaid by postage stamps affixed to the parcels at time of mailing, 

Each parcel must be accompanied by three customs declarations 
—one Form 2966 and two Forms 2967. 

All parcels addressed for delivery in Grand Liban (Lebanon) will 
be forwarded to the exchange office of New York. 

The item “Grand Liban (Lebanon)’’ should be added to pages 
174, 180, and 200 of the annual Postal Guide for 1923. For information 
respecting the list of articles prohibited importation, see page 9 
of the April, 1924, Postal Guide. 

Effective May 20, 1924, unregistered parcel-post packages addressed 
for delivery in Syria will be subject to the following transit charges, 


_ which are in addition to the postage rate of 12 cents a pound or frac. 


tion of a pound: 
One to two pounds 32 cents; three to 11 pounds 50 cents; 12 to 


22 pounds 86 cents, both postage rates and transit charges to be 


‘prepaid by postage stamps affixed to the parcels at time of mailing, 

The above modifies the item “Syria” appearing on page 182 of 
bs — Postal Guide for 1923, and on page 29 of the November 
1923, Guide. ; 


RAILWAY LABOR BILL 


The Trafic World Washington Bureau 


Representative Hawes of Missouri, Democratic member of 
the House committee on interstate and foreign commerce, de- 
fended the committee in a speech in the House against charges 
that the committee refused to consider the Howell-Barkley rail- 
way labor bill and was devoting its time to the consideration 
of unimportant matters. 


Mr. Hawes submitted testimony taken by the committee in 
hearings on the so-called truth-in-fabric bills in support of his 
contention that the committee was not dilatory in its work. 
This testimony disclosed that when Gray Silver, Washington 
representative of the American Farm Bureau Federation, was 
before the committee, Mr. Hawes put a question to Mr. Silver 
as to whether or not the farmers were vitally interested in the 
truth-in-fabric bills. 


“TI am asking these questions in sincerity, because the state- 
ment has been made on the floor of the House—and it was 
intimated when I made the motion to bring up the truth-in- 
fabric bills and these bills relating to public health, honest seeds 
and pure flour—that it was a political move, not made in good 
faith, but made for the purpose of displacing another bill, the 
so-called Barkley bill,’ Mr. Hawes said in the hearing referred 
to. “I want to know whether there is a real, honest, sincere 
sentiment back of these bills.” 


Mr. Silver replied as follows: 


“So far as this Congress is concerned, there are three meas- 
ures that are legislatively possible, in which the farmers are 
vitally interested—Muscle Shoals, which the House has kindly 
passed; truth in fabrics, which you have under consideration, 
and the McNary-Haugen bill.” 

A. M. Loomis, representing the National. Grange, said there 
was no bill pending in Congress “which is so absolutely, uni- 
formly, unanimously approved and asked for by the National 
Grange as this truth-in-fabrics legislation.” 


VIEWS OF CATTLE SHIPPER 


Charles M. Simpson, newly elected president of the Mor 
tana Stock Growers’ Association, has shipped cattle from Mor 
tana to Chicago for 36 years without filing a claim or making 4 
complaint. He is among the largest cattle shippers in Montana. 
From his ranch at Volborg, about 60 miles south of Miles City, 
he has shipped a few trainloads of fat steers every year and has 
never shipped less than a trainload. In his address to the asso 
ciation when elected, he said: 


My attitude towards the packers, stockyard companies, and a 
stock exchanges is the same as towards the railroads. They are the 
medium through which we market our livestock and I think we 
should refrain from constantly throwing a monkey wrench in the 
machinery of these organs. . a 

The old rate on cattle from Miles City to Chicago was 48 ceM 
a hundred. At the present time it is 59 cents. When we were paying 
the 48-cent rate, locomotives could be bought for $18,000 or $19 
Now they cost around $50,000. Other railroad costs have he 
ppp 5 We cannot expect the railroads to haul our stock at t 
old rate. 
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- The Lackawanna 
as a Good Neighbor 


T is the constant aim of the Lackawanna Railroad to be a 
neighbor. Through continual improvement of its 
property, through bright and attractive stations, through 
thorough-going cooperation on civic and industrial matters, it 


endeavers to beautify as well as serve the various towns fand 
cities along its lines. 





The Lackawanna maintains a special department for the plan- 
ning and building of new stations and strives to make them 
modern, dignified, ornate and architecturally different one from 
another. Wherever possible it also surrounds them with trees, 
shrubs and flowers in pleasing landscape effects even in the 
smaller communities. Its own special greenhouse at Dover, N. J 





Says PHOEBE SNOW— furnishes fresh supplies of plants and shrubbery for this purpose. 
“My road you see 
Welton: These pleasing station effects are only part of a right of way 
Green shrub and tree. which is carefully kept in every particular. With bridges, 
For your delight A ° ° 
We make more bright viaducts and other engineering features that are as graceful as 
meas be they are impressive, the Lackawanna has earned the reputation 
of being “‘mile for mile the most highly developed railroad in 
America.”’ 
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No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


Digest of New Complaints 


15828. Louis Morris and M. W. Morris, San Benito, Tex. vs. St. 
Louis, Brownsville & Mexico et al. 

Alleges unjust and unreasonable and unduly prejudicial rates 
on carrots from Mercedes, Tex., to eastern destinations. Asks 
for a cease and desist order and reparation. E 
15829. Moore-Lawless Grain Co., B. C. Moore, receiver, Kansas 
City, Mo. vs. Missouri Pacific. 

Alleges unjust, unreasonable and unduly preferential or preju- 
dical rates and charges on wheat by reason of failure of the de- 
fendant to provide sufficient transit privileges. Asks for a cease 
and desist order and reparation. 

15830. Burger Iron Co., Akron, Ohio vs. James C, Davis, and 
Pennsylvania. 

Alleges violation of the first four sections on shipments of 
iron and stee! articles from Pittsburgh to Akron or South Akron 
between August 1, 1919, and February 28, 1920. Asks for a cease 
and desist order, an award of reparation, and postponement of the 
case until decision is made in No. 13122, The Firestone Tire & 
Rubber Company complaint, now under reconsideration. 

15831. Grovier-Starr Produce Co., Hutchinson, Kans. vs. Chicago, 
Rock Island & Pacific et al. 

Alleges rates on tomatoes from Fruitland and Gibson, Tenn., to 
Hutchinson, in 1922, were in violation of the first four sections 
of the act. Asks for reasonable rates and reparation. 


- 15832. Keokuk Shippers’ Association, Keokuk, Ia., vs. Santa Fe 


et al. 


Against a rate of 57% cents on sugar from New Orleans to 
Keokuk as unjust and unreasonable and in violation of the 
fourth section in comparison with lower rates to Chicago, Gales- 
burg, and other points in Illinois, Asks for reasonable rates. 
ou Shippers’ Association et al., Keokuk, Ia., vs. B. & 

. et al. 

Alleges excessive, unjust and unreasonable rates on moulding 
sand from Ottawa and Utica, Ill., to Keokuk, Ia. Asks for rea- 
sonable rates and reparation. 

15834. Memphis Freight Bureau, for Cole Manufacturing Co., 
Memphis, Tenn., vs. Chicago & Eastern Illinois et al. 

Unjust, unreasonable, unjustly discriminatory, unduly preferen- 
tial or prejudicial rates on doors from points in Oregon and Wash- 
ington to Memphis. Asks for reparation. 

15835. National Reduction Corporation, Mobile, Ala., vs. Director- 
General of Railroads. 

Unjust and unreasonable rates on several cars of wood from 
Mobile, Mt. Vernon, McIntosh, Palermo, Salco, Slade, Sunflower, 
Ala., and intermediate points, to Calvert, Ala., in the period of 
Federal control. Asks reparation. 

15836. Cullum & Boren Co., Dallas, Tex., vs. New York, New 
Haven & Hartford et al. 

Unjust, unreasonable and unduly prejudicial rates on small arms 
ammunition, cartridges, percussion caps, guns, small arm primers, 
metal cartridges and shells, from points of origin in Connecticut, 
New Jersey and New York, to Dallas, Tex. Asks for reasonable 
rates and reparation. 

15837. Colgate & Co., Jersey City, N. J., vs. Pennsylvania et al. 

Unjust and unreasonable and unduly prejudicial rates on vol- 
canic ash, or sand, from Meade, Kans., to Jersey City. Asks for 
reasonable rates and reparation. 

15838. The Bell-Wayland Co., Shawnee, Okla., vs. Alabama Great 
Southern et al. 

Unreasonable rates on sugar from New Orleans, Sugarland, 

Tex., and sugar producing points in Kansas, Colorado, Nebraska, 


Idaho and Utah, to points in Oklahoma. Asks for reasonable rates 
and reparation. 


15839. Greater Des Moines Committee, Ine., Des Moines, Iowa. 
vs. Des Moines & Central Iowa et al. 

Unjust, unreasonable, unlawful and excessive rates and charges, 
in violation of Section 1 and 3, on grain, grain products and other 
freight, in carload lots, taking the same rates, applicable from and 
to Des Moines, to and from points on the lines of defendants in 
other states. Asks order directing defendants to publish rates 
which will remove all undue discrimination and requiring defend- 
ants to publish non-discriminatory, just and reasonable propor- 
tional separately established rates for transporting grain, grain 
products and articles taking the same rates, to wit: (a) From the 
the Missouri River crossings and other places to Des Moines: 
rates in all instances should be less than charged for transport- 
ing the grain, grain products and like articles from said Mis- 
souri River places to the Mississippi River; and the rates to 
Des Moines, Iowa, should not exceed the rates from western 
places to the Missouri River cities, towns, or places by more than 
an amount only sufficient to compensat for the increase in the 
service and length of the haul involved in carrying to the said 
city of Des Moines, Iowa, the traffic in question beyond the 
Missouri River crossings cities (Council Bluffs, Iowa, Omaha, 
Neb., and St. Joseph, Mo., etc.). And the rates from Des Moines 
to St. Louis should in all cases be less in amount than charged 
or chargeable from Omaha to St. Louis. (b) From Des Moines, 
Ia., to the Mississippi River cities, towns, and places, rates in 
all instances should only exceed the rates published and charge- 
able from the Mississippi River cities, towns, and places (on 
grain, grain products and articles taking their rates destined, 
shipped or transported to points east of the Illinois-Indiana state 
line) by no more than an amount only sufficient to comvensate 
for the increase of the service and for the length of the haul 
involved in carrying the traffic in question beyond the said Missis- 
sippi River rate-points and places to destinations east thereof; 
complaint also asks the Commission to make an order herein 
directing these defendants to remove the unjust and undue dis- 
criminations against the city of Des Moines and against the per- 
sons, firms, and corporations doing business in grain, grain prod- 
ucts, and articles taking their rates at, from and to the city 
of Des Moines to and from Milwaukee, Wis., Chicago. Tll., and 
other localities related thereto and to require the said defend- 
ants to charge for the transportation and the service between 
Des Moines, Ia., and Milwaukee, Wis., Chicago, Tll.. Peoria, I1., 
and other places in Wisconsin and in Illinois and Indiana, rates 
which will be in harmony with Des Moines’ geographical location 
with reference to the location of said Wisconsin, Indiana and Illi- 
nois places, and with reference to Des Moines’ location between 
the Mississippi River and the Missouri River. The rates be- 
tween Des Moines and St. Louis should in all cases be less in 


amount than charged or chargeable between Omaha and St. 
Louis. 
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No. 15840. The Huntington Engineering Co., Huntington, W. Va., ys. 
Chesapeake & Potomac Telephone Company of West Virginia. 
Unjust, unreasonable and prejudicial charges for transmission 
of intelligence by telephone because of cash deposit required by 
defendant as a condition precedent to the continuance of the 
defendant’s telephone service. Asks cease and desist order, that 
no cash deposit be required, and refund of deposit. 
No. Pht The William Kelly Milling Co., Hutchinson, Kans., yg, 
anta Fe. 

Unjust and unreasonable rates on coal from_mines on line of 
defendant in Colorado and New Mexico to Hutchinson, Kans, 
Asks reasonable rates and reparation. 

No. 15841 (Sub. 1)—The Hutchinson Supply Co., Hutchinson, Kans., vs, 
Santa Fe et al. 

Unjust and unreasonable rates on coal from points in Colorado 
and New Mexico to Hutchinson. Asks reasonable rates and rep- 
aration. 

No. 15841 (Sub. 2).—Randle Coal Co., Hutchinson, Kans., vs. Missouri 
Pacific et al. 

Same complaint and prayer. 

No. 15841 (Sub. 3)—The Richards-Scheble Candy Co., Hutchinson, 
Kans., vs. Santa Fe. 
Same complaint and prayer. 

No. 15842. South River Lumber Co., Cornwall, Va., vs. Norfolk & 
Western et al. 

Unreasonable, discriminatory and prejudicial rates on_ ship- 
ments of lumber from Cornwall, Va., to Boston, Mass., and vari- 
ous points in Pennsylvania. Asks cease and desist order and 
reparation. 

No. 15843. Warren Brothers Co., Boston, Mass., vs. Southern Pacific 
Company. te : : 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on eighteen carloads of asphalt from Richmond, Cal., to 
Susanville, Cal. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. 15844. Washington Publishers’ Assoc., et al., Washington, D. C.,, 
vs. B. & O. et al. 

Unjust and unreasonable rates on carload and_ less-than-car- 
load shipments of newsprint ink from Bayonne, Hoboken, Jersey 
City, Brooklyn, New York, Boston and Morrills, Mass., and Phil- 
adelphia, to Baltimore, and Washington, D. C. Asks cease and 
desist order, just and reasonable rates, and reparation. a 

No. 15845. L. Z. Dickey Grocery Co., et al., McComb, Miss., vs. Illinois 
Central et al. 

Unreasonable rates on sugar in carload lots from New Orleans 
and points taking the same rates to McComb and Brookhaven, 
Miss. Asks cease and desist order, a rate not in excess of 20 
cents, and reparation. 

No. 15846. ye Fruit Co., Williamson,. W. Va., vs. Norfolk & 
Western. 7 

Unjust, unreasonable and prejudicial rates and _ charges, in vio- 
lation of the long-and-short-haul clause, on apples from Charles 
Town, W. Va., to Williamson, W. Va., via Roanoke, Va. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 15847. The Warren Refining & Chemical Co., Cleveland, Ofio, 
vs. Cincinnati, New Orleans & Texas Pacific et al. ’ 

Unjust and unreasonable rates, in violation of section 6, on 
three carloads of petroleum black oil from Houston, Texas, to 
Cleveland, Ohio. Asks cease and desist order, and reparation. 

No. 15848. Mississippi Railroad Commission et al., Jackson, Miss. 
vs. Alabama & Vicksburg et al. 

Unreasonable, exorbitant and unjust rates and charges on salt 
in carload lots to points in Mississippi from Anse-La-Butte, 
Avery, Salt Mine and Weeks Island, La., that are wnduly pre- 
judicial against Mississippi dealers and consumers and prefer- 
ential of dealers and consumers in Arkansas, Tennessee, Ken- 
tucky, Illinois, Ohio, Indiana, Missouri and Alavama. Asks ceas® 
and desist order, reasonable and non-prejudicial rates, not in 
violation of section 4. 3 ; 

No. 15849. E. C. Humphreys Co., Columbus, Ohio, vs. Director-Gen- 
eral as agent. 

Unjust and unreasonable charges for storage on two carloads 
of chrome ore from Oakland, Cal., to Coatesville, Pa. Asks 
reparation. ; 

No. 15850. Colgate and Co., Jersey City. N. J., vs. Pennsylvania, et al. 

Excessive. unjust and unreasonable through rates, in violation 
of section 4, on shipments of soap, soap powders and cleaning, 
cleansing and scouring compounds, in carload and less-than-car 
load lots, from Jersey City to points in Kentucky and Tennessee, 
and also to Cairo, Ill., and Evansville, Ind. Asks cease and desist 
order, just and unreasonable rates. and_renvaration. 1 

No. 15851. Bulkley, Dunton & Co., New York, N. Y., vs. Pennsy!- 
vania et al. g 

Unjust and unreasonable rates and charges on carload_ ship- 
ments of wood pulp imported via New York Harbor and_shipped 
from shipside via Greenville Piers, N. J., to Big Island, Va., be- 
cause rate ef 31 cents charged exceeded 25 cents. Asks repara- 
tion. “ 

No. 15852. Keokuk Shippers’ Assoc. et al., Keokuk, Iowa, vs. Santa Fe 
et _al. : 

Unjust, unreasonable and prejudicial rates and charges on - 
rugated boxes from Keokuk, Iowa, to Chicago and Peoria, IIl., yor 
Milwaukee, Wis., points taking the same rates. Asks cease all 
desist order and just and reasonable rates. ; 

No. 15853. E. W. McClave and Son, Inc., Harrison, N. J., vs. Atlantic 
Coast Line et al. ; 

Unjust and unreasonable rates, in violation of section 6, 
shipments of lumber from Roach and Springdale, Fla., to Harrison. 
N. J., Jersey City, N. J., and Great Works, Maine. Asks cease 
and desist order, and reparation. 


BILLIONS, NOT MILLIONS 

Attention has been called to an error in the Traffic World 
of April 19, page 1019, as to the amount of the exports of the 
American meat packers per annum, in connection with test 
mony given by Norman Draper, the spokesman for the Institute 
of American Meat Packers. The statement was “about 200,000,- 
000 pounds.” It should have been “about 2,000,000,000 pounds. 
that being the estimate of shipments to the ports of the United 
Kingdom and of northern continental Europe. The testimony 
was part of the record made before the House committee on 
merchant marine and fisheries while the Newton bill postponing 
the operative date of section 28 of the Jones merchant marine 
law was being considered. 
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CINCINNATI, O. ........ ...- 4th & Vine Sts. 
CLEVELAND. O....Euclid Ave. & E. 9th St. 
COUNCIL BLUFFS, IA 37 Pearl St. 
DALLAS, TEX 

DENVER, COLO 

DES MOINES, IA. ........ 6th & Locust Sts. 
DETROIT, MICH. .. 127 Lafayette Blvd., W. 
FRESNO, CAL., Tulare St. & Van Ness Ave. 


NEW ORLEANS, LA.....226 Carondelet St. 
IEW WG WF. Ye nc ccccssc 280 Broadway 
OAKLAND, CAL. 433 Fourteenth St. 


OGDEN, UTAH 

PASADENA, CAL........403 E. Colorado St. 
PHILADELPHIA, PA.....15th & Market Sts. 
PITTSBURGH, PA. Smithfield St. & 6th Ave. 
PORTLAND, ORE Pittock Block 


SAN DIEGO, CAL......... 4th and Plaza Sts. 
SAN FRANCISCO, CAL. ...... 673 Market St. 
SEATTLE, WASH 1405 Fourth Ave. 
.- 520 Nebraska St. 

SPOKANE, WASH 727 Sprague Ave. 
ST. JOSEPH, MO., Frederick Ave. & Felix St, 
ST.LOUIS, MO. 611 Olive St, 
106 S. Tenth St. 

69 Yonge St. 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C, J. LANE, General Freight Agent, Omaha, Nebraska 


D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’! Passenger Agent, Portland, Oregon 
T. C. PECK, Gen’ Passenger Agent, Los Angeles, California 


J. A. REEVES, General Freight Agent, Salt Lake City, Utah 
H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
Ww. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 


having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


as - 19—Chicago, Ill.—Examiner Pyne: 
12950—The Atlas Portland Cement Company vs. Director General. 
May 19—Washington, D. C.—Examiner Hosmer: 
!, and §&. No, 2086—Absorption of switching charges at Ports- 
mouth, Va. 
May 19—Washington, D. C.—Commissioner Aitchison: 
13896—In re rules governing ratings of coal mines, other than anthra- 
cite and the distribution of cars to such mines, 
May 19—Boston, Mass.—Examiner Konigsbe 


rg: 
1. and S. No. 2089—Rail and lake rates, New England to C, F. A. 
and W. T. L. points. 


Max 19—Douglas, Ariz.—Examiner Weaver: : 


64—Southern Arizona Traffic Assn. et al. vs. Director General, 
Arizona Eastern R. R., et al. 


12391—Southern Arizona Traffic Assn. et al, vs. Director General, 
Arizona Eastern R. R., et al. 
13180—E. A. Tovrea & Company et al. vs. Director General. 


May 19—Omaha, Nebr.—Examiner Seal: 
15668—Omaha Cold Storage Company et al. vs. C. & N. W. Ry et al. 
: «* 19—Argument at Washington, D. C.: 
1 ere Steel Car Company vs. Director General, B. & O. 
e 


Finance No, 1311—Deficit Settlement with Cripple Creek & Colorado 
Springs R. R. 

mor 19—Boston, Mass.—Examiner Konigsberg: 
ourth Section App. No. 380i—Rail and lake rates from Bastern 
Trunk Line territory via Canada Atlantic Transit Company. 

May 20—Chicago, Ill.—Examiner Pyne: 

* 13103—Mitsui & Co., Ltd., vs. Director General, Sou. Pac. Co. et al. 

x 20—Eau Claire, Wis.—Railroad Commission of Wisconsin: 

* Finance No. 3219—In the matter of the application of the Stanley, 
Merrill & Phillips Ry. Co. for a certificate of public convenience 
and necessity authorizing it to abandon a portion of its line of 
railroad. 

May 20—Omaha, Neb.—Examiner Seal: 

1. and S. No. 2109—Grain and grain products, Missouri River points 
to Cairo, Ill., when for beyond. 

* I. and S. No. 2109—Grain and grain products, Missouri River points 
to Cairo, Ill, when from beyond. 

May 20—Washington, D. C.—Examiner Fleming: 


15697—Greenville & Northern Railway Company vs. Southern Rail- 
way Company. 


May 20—Argument at Washington, D. C.: 
14451 (and Sub. Nos. 1 to 4, inci.)—The Procter & Gamble Distribut- 
mj Company et al. vs. St. L.-S. F. Ry. ‘et al. 


: ane Sub No. 1)—Magnolia Provision Company vs. Santa Fe 
et al, 


ee Temne Chamber of Commerce et al. vs, Alexandria & Western 
y. © » 
May 21—Washington, D. C.—Examiner Pattison. 

Val. Dkt. No. 327—In re tentative valuation of the properties of the 

Great Northern Railway Co. and Montana Eastern Ry. Co. 
May 21—Baltimore, Md.—Examiner Money: 
* 15445—The McCormick Warehouse Company vs. P. R. R. et al. 
May 21—Washington, D. C.—Division 5 of the Commission: : 
* 14556—Efficiency and economy of management of common carriers. 
te D. C.—Commissioner McManamy and Exam. 
iver: 
13569—(and related cases)—Southeastern Sugar Investigation. 


May 21—Argument at Washington, D. C.: 
1 op een aoe Products Company, Inc. vs. N. Y., N. H. & 
TS VF 
14649—Transcontinental Oil Company vs. A. & V. Ry. et al. 


May 21—Lansing, Mich.—Public Utilities Commission of Michigan: 
inance No. 3079—Construction and operation of line by Detroit 
Connection Railroad. : 

Finance No. 2805—Construction and operation of line by Detroit 
Grand Belt Railroad Company. 
May 22—Muskogee, Okla.—Examiner Seal: 


ae fer ey Oklahoma & Gulf Ry. Co. et a). vs. Missouri Pacific 
R. R. et al. 


ay 20-Azeument at Washington, D. C.: 
14397—Liberty Glass Company vs. St. L.-S. F. Ry. 
14717—Mistletoe Creameries et al. vs. Santa Fe et al. 
14956—Southland Cotton Oil Company vs. M. K. & T. Ry. and C. E. 
Schaff, receiver. 4 
14982—Denver Alfalfa Milling & Products Co. vs. Director-General. 
May 22—Phoenix, Ariz.—Examiner Weaver: 
14351—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. Santa Fe et al. 


May 22—Chicago, IlL—Examiner Pyne: 
15570—Welisville Fire Brick Company vs. Director General. 
15630—W. B. Ahern Brokerage Company et al. A. C. L. R. R. et al. 

May 23—Washington, D. C.—Examiner Boles: 

* Finance No. 3472. In the matter of the application of the Coal 
River & Eastern Ry. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

May 23—Washington, D,. C.—Examiner Oliver: 

1. and S. No. 2104—Sugar, Macon territory to Southwestern states. 
Portions of Fourth Section Apps. Nos, 699, 700 and 701, filed by 
Agents Leland and Tucker, concerning rates on sugar, C. L., from 
points in Macon, Ga., territory to points in Arkansas, Louisiana, 
eo Oklahoma and Texas. (In connection with I. & S. No. 
). 
May 23—Chicago, Ill.—Examiner Pyne: 


ee of Trade of the City of Chicago vs. A. T. & S. F. Ry. 
et al. 


Moy 23—Argument at Washington, D. C.: 
14154—American Steel Export Company vs. Director-General. 
14962—-Manufacturers’ Association of icago Heights, on behalf of 
American Manganese Steel Company vs. P. R. R. et al. 
15233—The Chaffee Railroad Company vs. W. Md. Ry. et al. 
May 23—Phoenix, Ariz.—Examiner Weaver: 
i, and S. 1980 (and first supplemental order)—Class and commodity 
rates from various points to Mesa, 5 
= oo & Gila Counties Traffic Ass’n vs, Arizona Eastern 
.R. e 3 
May 23—Tulsa, Okla.—Examiner Seal: 
I. and S. No. 2062—Intermediate switching charges at Tulsa, Okla. 
May 23—Atlanta, Ga.—Examiner Smith: 
14949 (and Sub. Nos. 1 to 4, inclusive)—Randall Brothers vs, L. & 
N. R. R. et al. 
1 Joseph, Mo.—Examiner Fuller: 
15616—St. Joseph Viscosity Oil Company vs. Mo. Pac. R. R 


15615 (and Sub. Nos. 1 to 5, Incl.)—Artesian Ice & Cold St 
Company vs. Santa Fe et al. . —_ 


May 24—Washington, D. C.—Examiner Davis: 

* Finance No, 4022—In the matter of the joint application of the 
United Telephone Company; The Consolidated Telephone Company; 
The St. Francis Telephone Company; C. L. Brown sole owner: 
and C. L. Brown, J. O. Wilson and Fred Coulson, joint owners, 
for a certificate that the proposed purchase by the first men- 
tioned company of all the telephone property of the last men- 
tioned companies will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

Moy 2) Sreceunt at Washington, D. C.: 

14545—West Virginia Rail Company vs, P. R. R. et al. 

14695—Patterson Produce Co. et al vs. Abilene & Southern Ry et al, 

May 24—Atlanta, Ga.—Examiner Smith: 

Il. and S. No, 2095—Estimated weights on horses and mules in 
Southern territory. 

ae 24—Tulsa, Okla.—Examiner Seal: 

A, — Petroleum Refiners Association vs. St. L.-S. F. Ry, 
a 

May 26—New York, N. Y.—Examiner Gerry: 

11756—Bangor & Aroostook R. R. Co. et al. vs. Aberdeen & Rock- 
aS oy Co. et al, (Further hearing in re petition of C. R. R. 
oO  e}e 

May 26—Washington, D. C.—Examiner Carter: 

1 and S. No. 2098—Lumber and forest products between points in 
Trunk Line territory. 

Portions of Fourth Section Apps. Nos. 1774, filed by Agent Mc- 
Cain, 1563 filed by B. & O. R. R. and 1787 filed by Erie R. R., con- 
cerning rates on lumber and forest products from Baltimore, 
Philadelphia, Jersey City and New York to destinations in Penn- 
sylvania, New Jersey and New York. 

May 26—Atlanta, Ga.—Examiner Keeler: 

1. and S. No. 2101—Handling charges on cement, fertilizers, and 
salt, at South Atlantic and Gulf Ports. 

ee | 26—Washington, D, C.—Examiner Bunten: 
15780—Depreciation charges of carriers by water. 

May 26—Washington, D. C.—Examiner. Marchand: 

Val. Dkt. No. 330—In re tentative valuations of the properties of 
Georgia & Florida Railway and Georgia & Florida Terminal 
Company. ba 

May 26—Detroit, Mich.—Examiner Witters: 

15647—White Star Refining Company vs. Director General. 

13289—(and Sub. Nos. 1 to 10, inclusive)—Mark McFadden et al v8. 
Director General. 

May 26—Tulsa, Okla.—Examiner Seal: 

ee Crude Oil Purchasing Co. et al. vs. Chicago & Erie 

- R. et al. 

1562i—(and Sub. Nos. 1 and 2)—Sinclair Crude Oil Purchasing Co. 
vs. Santa Fe et al. 

May 26—Chattanooga, Tenn.—Examiner Smith: 

15642—Star Pea Huller Company vs. C. N. O. & T. P. Ry. et al. 

May 26—Atlanta, Ga.—Examiner Keeler: 

I. and S. No. 2101 (first supplemental order)—Handling charges on 
cement, fertilizer and salt at South Atlantic and Gulf ports. 

May 26—Topeka, Kan.—Examiner Fuller: 

15750—(and Sub. No. 1.)—The Prairie Pipe Line Company vs. Af 
kansas Western Ry. et al. 

15688—The Prairie Pipe Line Company vs. Santa Fe, et al. 

15716—Cosden Oil & Gas Company vs. Santa Fe et al. 

May 26—Argument at Washington, D. C.: 

14130—R. N. Stanfield et al. vs. O.-W. R. R. & Nav. Co. et al. 

14274—-The National Live Stock Exchange vs. Santa Fe et al. 

14278—-Miami Copper Company vs. Arizona Eastern R. R. et al. 

May 26—Washington, D. C.—Examiner McGrath: itt 

I. and S. No. 2096—Lime from Eastern Trunk Line points to Pitts 
burgh, Pa., Youngstown, O. and related points. 

May 27—Tulsa, Okla.—Examiner Seal: 0 

* |; and S. No. 2111—Petroleum from Southwestern states to M. & V. 
R. R, stations in Illinois. — 

May 27—Pass Christian, Miss.—Railroad Commission of Mississ'PP 

* Finance No. 2888 (Sup. No. 1)—In the matter of the applicatiil 
of the Edward Hines Yellow Pine trustees for a certificate of pe 4 
lic convenience and necessity authorizing the construction of 4 
extension of a line of railroad. 

May 27—Washington, D. C.—Examiner Pattison: saa 

Val. Dkt. No. 327—In re tentative valuation of the properties 
Great Northern Ry Co. and Montana Eastern Ry. Co. 

May 27—Argument at Washington, D. C.: 

11074—Jones & Laughlin Ore Company et al. vs. Director General, 
Cc. M. & St. P. Ry. et al. » 

14072—Western Newspaper Union et al. vs. Santa Fe et al. 

May 27—Detroit, Mich.—Examiner Witters: nae P 

cL ane S. No. 2105—Stoves, ranges and furnaces, Michigan points to 
various C. F. A. points. 

May 27—Chattanooga, Tenn.—Examiner Smith: RR 

15650—Lookout Paint Manufacturing Company vs. Mo. Pac. %. 
et al. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
COLORADO BUILDING 418-430 S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 


THE TRAFFIC WORLD 





Our Job 
Is to Help You Traffic Men 
Save Time and Cut Delivery Costs 


And only because we are making good at this 
job for well known Traffic Men all over the 
country does our tonnage continue to grow. 


The experience of many of you is that there 
is no delay awaiting consolidation when Trans- 
Continental service is used—the merchandise 
being delivered in zood order, on schedule time 
and at a cost barely higher than the car-load 
rate. 


If you are not taking advantage of the oppor- 
tunity we offer to secure close to car-load rates 
on |. c. L. shipments, write our nearest office 
and ask what we can do for you. 


Trans-Continental Freight Co. 


Export and Domestic Freight Forwarders 


Household Goods, Automobiles, Machinery 
Pianos and General Merchandise 


General Offices: 203 S. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York 


BRANCH OFFICES 
Los Angeles, Cal...... Van Nuys Bldg. 


San Francisco, Cal.... Monadnock Bldg. 
Portland, Ore.......... 13th & Kearney Sts. 
Seattle, Wash.........L. C. Smith Bldg. 
acy See 1700 15th Street 
Boston, Mass.......... Old South Bldg. 
Philadelphia, Ges o.c.' Drexel Bldg. 
Buffalo, N. Y..........Ellicott Square 
Cleveland, O.......... gg Bldg. 
Cincinnati, O.......... m Trust 


Bldg 
Salt Lake City, Utah. 138 ‘South 4th West St. 
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GMC Enlarges the Range 


of Profitable Moving 


GMC design and special features offer unequalled advan- 
tages for long distance moving. The famous GMC Two- 
Range Transmission, with which all GMC trucks of two- . 
tons capacity and over are equipped, provides extra power 
without increasing the cost of operation or decreasing GMC 
speed on good roads. It enables GMC to travel roads and 
grades impassable to other trucks and assures maximum 


daily mileage as well. G 1 M t 
GMC offers haulers a means of transportation that is un- ener fe) Ors 


surpassed for efficiency, endurance and economy. Built 
on the experience of years of successful truck manufacture 
and incorporating seven distinctive features of construction, 
GMC not only assures an increased earning power but also 
lower operating costs. GMC can show profits under condi- 
tions impossible to the average truck and will remain in 
service for years beyond the normal life of a truck. 



















These and other special GMC advantages are fully ex- 
plained and GMC construction described in the GMC illus- 
trated catalogue and booklet “Warehouse Transportation.” 
They are free and a request for them does not obligate 
you in any way. The coupon below is for your convenience. 
Fill it in and send it to us today. 


Mail This Today 
GENERAL MOTORS TRUCK COMPANY, 
Dept. 41, Pontiac, Michigan 


| 

| 

| 

| 

I 

Please send me GMC literature, including ‘‘Ware- | 
house Transportation.”’ l 
| 
I 
| 
t 
| 
| 
1 
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GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
Pontiac, Mich. 
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“G.M.C. Trucks are seven steps ahead” 
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ing Markets 


YW s 
WE BRIDGE THE GAP 


M® TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 


sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


bin 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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Warehousing Co., Chicago, Ill. : Pennsylvania Terminal Warehouse Co., St. os Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 
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FASTEST STEAMERS. : 
BETWEEN SAN FRANCISCO — 
AND THE gps 
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CSTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


: From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila Lowest 
Marine . President Cleveland sails Insurance 


Ss. S 
Classification 5: S- President Pierce sails Rates 
S. S. President Taft sails 
s.5S 


and every 1 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 
For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bidg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City. 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPPING BOARD 
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The San Antonio and Aransas Pass Railway Co. 
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SPEEDY, 
ACCURATE, 

AND 
ACCOMMODATING 


PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
Gulf Coast Lines 
Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
a —— - Texas Ry. 
—— Ghia outhern Pacific Lines 
—San Antonio _| Corpus Christi |___Alice _|Larede via Alice San Antonio, Uvalde & Gulf R. R. 
ma | BS | Ber 58 San Antonio Southern Ry. 
“ “ St. Louis Southwestern Ry.(Cotton Belt) 
Pe. = = S Land R 


y- 
Trinit & Brazos V: R 
Proportionate service to above is rendered to all intermediate points. Sam — ¥ 
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London Agency Paris Agency 


Again, The ‘‘Off-Line’’ Agency 


If an agency in Chicago or Pittsburgh is "Off Line" of the Southern Pacific, 
our five agencies in Europe might be described as "Way Off the Line." Never- 
theless, they are so well within the sphere of Southern Pacific interest and 
activity that five busy agencies are maintained by this company in those war- 
torn countries. They were there before the war and have been restored since. 





In the above picture we show representatives of these five agencies (also 
our general agent at Havana, who accompanied them part of the way) who have just 
completed a two months’ educational tour in America. They landed in New York 
on March 1l. First visiting New York, Boston, Philadelphia, Baltimore and 
Washington, they proceeded to New Orleans and were conducted over the South- 
ern Pacific Lines in Louisiana, Texas, New Mexico, Arizona, 01d Mexico, Cali- 
fornia, Oregon, Nevada and Utah, returning via Chicago to New York, and sailed 
for home on May 1l. 


They visited many points of interest, including old New Orleans, San Anto- 
nio and the Alamo, the famous Apache Trail from Globe to Phoenix in Arizona, Im- 
perial Valley, the West Coast of Mexico, Carriso Gorge, the Big Trees near Santa 
Cruz, Cal., Yosemite Valley, Lake Tahoe and points on the Shasta Route. 
















They inspected industries, were entertained by Governors and Mayors, clubs, 
commerce chambers, etc., and imbibed the spirit of freedom and progress. Their 
wonderful experience will enable them to better serve our European patrons, 
and to better serve you when you journey to or have friends coming from Europe 
or when you ship to or from those lands across the sea or require information 
with reference thereto. 
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